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When considering distribution into these markets and the warehousing 
necessary to make it successful, may we suggest that you check the facil- 
ities and advantages offered by Interlake Terminals—the quick, easy and 
economical way to shorten the long supply line, cut transportation costs, 
speed deliveries and maintain proper balance between inventory and 
consumer demand. 


We are thoroughly experienced and fully equipped to function as your 
branch house unit. 


Contact nearest member or our New York office for full particulars. 


nterlake Termin avs 


GEORGE G.RODDY 271 MADISON AVE., — YORK 16 
Vice Pres. and Gen. Mgr. 
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The Cobbler Delivered His Shoes 


Somewhere in the literature of the Distributists, 

@ a small group of British politico-economists who 

attained some influence in the years between the two 

world wars, is a statement to the effect that a hundred 

old-time community cobblers who made shoes for fel- 

low villagers were potentially better citizens than a 
hundred workers in a modern shoe factory. 

The statement is at least open to debate. But there 
can be -no difference of opinion about the fact that the 
cobbler, who measured the customer’s feet, cut the 
leather and constructed the shoes was a more skillful 
craftsman than is the factory workman who masters 
merely one machine operation in a production-line 
process. Moreover, the cobbler owned his shop, bought 
his supplies, fixed his own working hours and kept his 
own accounts. Thus, if he intended to provide a living 
for himself and his family he had, in addition to his 
technical skill, to acquire some of the wisdom and 
ability of a busineess administrator. 

The nostalgic antiquary may yearn for a return 
of this combination of individual craftsman and busi- 
nessman. He may really believe that civilization was 
intellectually and spiritually superior under the way of 
life based on such occupations. But whoever hopes to 
restore such a system is incurably romantic. Short of 
complete destruction of our mechanical—and highly 
comfortable—civilization, and a rebuilding from indi- 
vidual agrarianism, it can never return. And those of 
us who are realistic enough to appreciate what the 
industrial era has brought to us in better living hope 
that may never be. 

Just how far we have come from those days—and 
from the even more recent days when the term “small 
business” meant the corner store and the town lumber 
and coal yard—is attested by the fact that the Depart- 
ment of Commerce’s present definition of a small busi- 
ness is one employing 2500 people or less; that busi- 
nesses employing between 2500 and 10,000 are classed 
as “medium sized,” and that, under Department of 
Commerce phraseology, a business does not become big 
until it has more than 10,000 employes. 

Somewhere in the process, in the course of which 
the small business changed from an individually owned 
and run enterprise to a plant employing a thousand ‘or 
two thousand workers, the line between technical skills 


and administrative abilities became more sharply 
drawn. 
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The staff, which at first consisted of the one man 
who did the work, kept the accounts and sold the goods, 
expanded so that the group consisted of workers, on 
the one hand, and the boss on the other. 

Further along, as business grew, other lines were 
drawn. There were factory workers, on the one hand, 
office workers, on the other, and, finally, the executives. 
Sometimes these lines became faint and overlapping. 
Executives, of course, had their places both in produc- 
tion and administration, and many functions other than 
straight production fell into the technical rather than 
the administrative field. 

We are not here attempting to write an elementary 
essay on industrial economics. What we have written 
is all prefatory to a brief examination of the place of 
transportation and the evolution of the function of the 
administration of it in the general industrial picture. 

There are signs today indicating that the final 
place of transportation administration in industry— 
or, to put it in other words, the place of the traffic 
manager in business—has not yet been reached. 

Indeed, at the moment, industrial traffic manage- 
ment is in a unique position; straddling, as it were, the 
line between the technical and the administrative. 


bon SITUATION can best be understood by compar- 
ing what is happening to traffic management with 


what has happened to other and newer functions in 
business. 


Among those are technical and scientific research, 
on the one hand, and personnel work, on the other. 

Until comparatively recent times, business de- 
pended for technical and scientific progress almost 
wholly on independent workers—the discoverers and 
inventors—and. on work carried on in educational insti- 
tutions. Today, however, the laboratory is an integral 
part of most businesses and the costs of carrying on 
continuing research is counted a legitimate part of pro- 
duction expense. Regardless of how this function pro- 
gresses and grows, however, it will always be the work 
of the technically skilled; it will not in any way im- 
pinge on the administration of the business. 

The same is true with the work of the modern 
personnel manager. Intelligence, aptitude and psycho- 
logical tests have been developed to a point where only 
those of the highest technical skill are competent to 
assist in the selection of workers and the decision as 
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to what work they are best fitted to perform, by en- 
dowment, education and experience. The “morale build- 
ing” and recreational side of that work falls generally 
to trained sociologists. But all of them together are 
performing a technical service for industry—a service 
wholly apart from business administration. 
Transportation had a long head start on such com- 
paratively new business functions ‘as those mentioned. 
The individual cobbler, with whom we introduced this 
editorial, delivered his shoes himself, but business 
hadn’t progressed very far before it was necessary to 
call in some outsider with a wheelbarrow or a cart to 
do that work. 
In this country, transportation reached a complexity 
that made necessary special training for traffic men 


‘almost a century ago. There may be doubt as to who 


the individual may be who first acquired or assumed 
the designation of traffic manager; but the fact is that 
there were men in business specializing in handling 
industrial traffic at the time of the Civil War. 


T= ADVENT of regulatory law in transportation, 
however, was the signai for the development of the 
industrial traffic man as we now know him. There fol- 
lowed a half century in which the administration of the 
regulatory laws proceeded to develop at a rate that 
pressed the traffic man hard to keep apace. “The final 
result is that, today, the competent industrial traffic 
man is one of the most highly trained technicians in the 
entire realm of business. 

It is to the credit of industrial traffic men collec- 
tively that they have been able to keep abreast of the 
times in transportation. Yesterday’s traffic man who 
stopped learning is useless today—but there are not 
many of that kind. 

Paradoxically, the very fact that the traffic man 
had to apply himself so closely to his technical duties 
down the years has retarded his own development, on 
the one hand, and has stood in the way of full appre- 
ciation of his work by industry, on the other. 


In self-development, the traffic man in the years 
past has had little time for other than keeping up to 
date in his work. There has been considerable cor- 
respondence in our Open Forum pages in recent months 
discussing the value of a college education in traffic 
management. Nearly all who write, while insisting that 
college training does not, per se, qualify the traffic 
beginner for a superior job, admit that such training 
is an asset. Most of those who write that way, more- 
over, do so somewhat wistfully, because almost to a 
man they admit that they themselves have had no col- 
lege training. 


Apparently, in the rise of the average traffic man- 


ager there just weren’t years available for the acquir- 


ing of the general cultural training that precedes a 
college degree. The years normally spent at college by 
today’s youth, were spent by the traffic manager at a 
rate desk where, indeed, he was getting the rudiments 
of his technical training and thus, in a sense, going to 
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school, but where there was no time or room for such 
gentler things as education in the humanities, or even 
in the useful subjects that might have fitted him for 
administrative work above and beyond his traffic de- 
partment. 

The awareness of the importance of transportation 
in the administration of business is still so new that in 
many places, even today it excites amazement. It began 
dimly a few years before the war, but its real impact 
on the economic consciousness of business is a product 
of the war years and the immediate post-war years. 

We needed the lesson of the importance of trans- 
portation in the wer to teach us the importance of the 
traffic manager. Proudly we watched our production 
rise to unprecedented heights when the supreme need 
arose, only to discover, almost over night, that it all 
might come to naught were we not to find the skill and 
the wisdom to move that production to the places where 
it was needed—and needed promptly. 


I nog ARMY and the Navy were, perhaps, the first 
to make obeisance to the traffic man; but industry 
followed quickly and, in some quarters at least, it was 
agreeably surprised that back somewhere in its own 
office sat a man fully able to handle the situation. 

Then came the immediate post-war years with 
their mutually antagonistic trends toward wage in- 
creases and price declines to convince industry that 
efficiencies and economies had to be found outside pro- 
duction. The wise ones turned their eyes toward dis- 
tribution which, some economists hold, accounts for 
more than half of each dollar the consumer spends. 
“Here,” they said, laying a tentative finger on distribu- 
tion, “is where we must go to work now, if we are to 
survive.” 

And lifting the finger, they found under it the 
traffic manager who had been working toward effi- 
ciency and economy in transportation for a generation 
or more. 

That’s where it stands today: The need is impor- 
tant, even vital to the continuance of free enterprise 
in business. But, fortunately, the man to do the job is 
on the job and trained. Business is beginning to realize 
that and is turning confidently toward the traffic man- 
ager. 


U. P. Container Engineer on 
I. P. E. A. A. Special Claim Forum 


The money paid in freight loss and damage claims by only 
one railroad, the Union Pacific Railway, could have bought 
1,136 box cars, or 19 steam passenger locomotives, or could 
have relaid 182 miles of track with 131-pound rail, Warren W. 
White, container engineer for the above road, stated at the 
special loss and damage clinic, May 1, which closed the three- 
day packaging and materials handling exposition of the Indus- 
trial Packaging Engineers Association of America, at the Sher- 
man Hotel, Chicago (see Traffic World, May 3, p. 1430). 

Mr. White was one of nine experts who participated in a 
panel discussion on claim prevention. Others were F. A. Kilker, 
freight claim agent, Chicago, Burlington & Quincy Railroad; 
Joe Lebl, Sears, Roebuck & Co.; Kinsey N. Merritt, Railway 
Express Agency; J. G. Witte, Montgomery Ward & Co.; Walter 
Belsen, public relations director, American Trucking Associa- 
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tions; William P. Whalen, Motor Cargo, Inc.; and Don Quinn, 
of Don L. Quinn Co. Robert J. Bayer, editor of Traffic World, 
pone master of ceremonies and director of the loss and damage 
clinic. 

“No claim settlement is entirely satisfactory, even when 
paid promptly and if in full,” asserted Mr. White. “Disappoint- 
ment, delays and annoyance follow in the wake of bad order 
deliveries. Consider the plight of the distributor who receives 
a periodic shipment of a scarce commodity only to find that 20 
per cent or more of the items are unsaleable. His dealers and 
their customers are “sore,” the shipper suffers loss of good- 
will and of course the carrier is damned in the bargain.” 

Mr. White explained the circumstances which led the Union 
Pacific, 18 months ago, to employ a container engineer to co- 
operate with shippers in their packaging problems. Discussing 
specific instances of packaging failures, he said: 


For example, cartons open at the flaps due to failure of sealing tape 
may be seen on almost any freight platform. Either the tape was not 
properly moistened, or it was not applied promptly. ... 

Some cartons are stitched, especially the bottom flaps. Through 
lack of supervision or carelessness, the stitching machine gets out of 
adjustment and the staples are fouled in driving. Either they do not 
penetrate the inner flap, or they are not clinched with the result that 
when transferred the bottom flaps open and contents are spilled and 
damaged. 


A common cause of failure, he said, is the use of cartons 
that are too long or too wide for the contents, Other causes 
are: Incorrect design of package; failure to use lock washers or 
lock nuts in bolting washing machines to the base of crates; 
failure to tighten screw caps on glass jugs containing liquids. 

By demonstrating what can be accomplished in the field of 
container engineering, and by encouraging shippers to avail 
themselves of the services of commercial container testing lab- 
oratories, the Union Pacific feels it is performing a needed serv- 
ice to patrons, concluded Mr. White. “If all railroads were to do 
this work, much misplaced criticism now heaped on carriers 
would be eliminated. Shippers, consignees and their eventual 
customers would have less reason to wail over damaged mer- 
chandise and the claim payout would reflect a saving mt is 
now an unwarranted economic loss.” 


New York Shippers Protest 
T. E. A.’s Chicago Hearing 


Protesting both the proposal to increase certain freight 
rates in Trunk Line Territory and the five-day notice of a 
hearing to be held in Chicago, May 8 and 9, the Commerce and 
Industry Association of New York on May 7 asked the Traffic 
Executive Association, Eastern Territory, to assign another 
later hearing for New York, with sufficient notice for shippers 
so they may have ample time for preparation. 


A letter from George E. Mace, manager of the Commerce 
and Industry Association’s transportation bureau, to John J. 
Fitzpatrick, chairman of the Traffic Executive Association, 
pointed out that notice of the public hearing to be held in Chi- 
cago was dated May 1 and was received on May 5. The letter 
continued: 


Inasmuch as the subject to be heard is a proposal by the carriers 
to increase the class rates applicable upon less-carload traffic rated 
first to fourth class, inclusive, I presume it is of interest to practically 
all shippers in Trunk Line Territory. In view of the fact that the pro- 
posed increases start with an increase of more than 100 per cent for 
five miles and gradually taper off downward as the distance increases, 
I feel strongly that the eastern shippers should have an opportunity to 
be heard without incurring the time and expense of a trip to Chicago. 
The short time allowed between receipt of notice and the hearing date 
prevents me from informing our interested members and giving them 
an opportunity to prepare their arguments. I believe you will agree 
with me that they are entitled to such an opportunity. 


The Traffic Executive Association’s hearing on carriers’ 
proposal that fourth class be made the minimum rating on all 
less-carload and any quantity exceptions ratings applying from, 
to or within Official Classification Territory is scheduled for 
10 a. m.,, May 8, at the Hotel Morrison, Chicago. The associa- 
tion’s hearing on a proposal to revise the class rates for appli- 
cation on less-carload traffic rated fourth class or higher in the 
Official Classifications, or exceptions thereto,- within Official 
Classification Territory, is scheduled for 10 a. m., May 9, at 
the Hotel Morrison. 


COULTER ELECTED PRESIDENT OF T. P. & W. 


Stockholders of the Toledo, Peoria & Western Railroad met 
May 1 and elected the railroad’s first board of directors. The 
board immediately elected J. Russell Coulter, chief traffic offi- 
cer of the St. Louis-San Francisco Railway at St. Louis, as 


president of the T. P. & W., succeeding George P. McNear, Jr., 


who was slain from ambush March 10. 
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Mr. Coulter, who had been an officer of the Frisco Line for 
20 years, resigned his Frisco post, took over his new office im- 
mediately, and announced he expects to build up the traffic 
on the T. P. & W. to the volume normally handled by the 239- 
mile feeder line. Operations were resumed April 21, following 
settlement of an 18-month labor dispute (see Traffic World, 
April 26, p. 1336). 

Luther M. Walter and Dudley Cates, both of Chicago, are 
members of the five-man T. P. & W. board. Others elected are 


Henry E. Kelley, New York City; George L. Luthy, Peoria; and 
Mr. Coulter. 


SCANDRETT ANNOUNCES RETIREMENT 


H. A. Scandrett, 71, of Chicago, president of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad, announced May 1 that 
he would retire at the end of his present term of office May 13. 
The company’s annual meeting will be held May 13 and a new 
president probably will be elected by the board at that time. 

A native of Faribault, Minn., Mr. Scandrett graduated from 
the University of Minnesota in 1898, receiving his law degree 
two years later. He entered the service of the Union Pacific 
Railrad as claim adjustor and within a few months entered the 
law department. In 1911 he was appointed assistant interstate 
commerce attorney of the Union Pacific and Southern Pacific 
railroads, and a year later became interstate commerce at- 
torney for those lines. In 1918 Mr. Scandrett was appointed 
assistant director of traffic for the Union Pacific System. During 
the First World War he served 15 months as traffic assistant of 
the central western region of the U. S. Railroad Administration. 

In 1925 he was elected vice-president in charge of valuation, 
commerce matters, the land department, and the department of 
public relations, resigning that position in 1928 to accept the 
presidency of the Milwaukee Road. He was appointed a fed- 
eral court trustee of the property in 1936, and in 1945 was 
elected president of the reorganized company. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Murray Hamilton Barnes, Topeka, Kan.; 
Louis, Mo.; John Harold Bates, Houston, Tex.;Jerome D. Berman, 
Pittsfield, Mass.; Thomas Winfield Blackwell, Jr., Winston-Salem, N. C.; 
George G. Blake, Madison, Wis.; John P. Bracken, Washington, D. C.; 
Hillard Hodgdon Buzzell, Belfast, Me.; Daniel Madison Byrd, Jr., Chat- 
tanooga, Tenn.; William A. Clineburg, Washington, D. C.; Elbridge 
Hanecy Condee, Chicago, Ill.; Matthew H. Czizek, Dubuque, Ia.; J. 
Edward Davey, Washington, D. C.; Jack Devoe, Lincoln, Neb.; Dan 
Flynn, San Diego, Calif.; William Archibald Fullarton, Washington, 
D. C.; John Clarence Fuller, Marfa, Tex.; Dwight F. Gallivan, Bluffton, 
Ind.; Lyndon Gamelson, Wichita, Kan.; Coleman Gay, Austin, Tex.; 
Glenn S. Givens, St. Louis, Mo.; A. C. Gonzalez, Jr., El Paso, Tex.; 
Louis Gaylord Greenfield, New York, N. Y.; Joseph W. Grier, Jr., 
Charlotte, N. C.; Jacob Samuel Guthman, Washington, D. C.; C. Wal- 
ter Harris, Washington, D. C.; William Hays, Winchester, Ky.; Joseph 
C. Healy, Covington, Ky.; Frederick Graham Hoffmann, Middletown, 
N. Y.; Ralph B. Hubbard, Jr., Los Angeles, Calif.; Arthur Kline, 
Cheyenne, Wyo.; Dallas W. Knapp, Coffeyville, Kan.; Edward Ross 
Lawrence, Pittsburgh, Pa.; Francis T. Maguire, Brooklyn, N. Y.; 
Francis Joseph Manning, Wood River, Ill.; Edgar John Melchione, Los 
Angeles, Calif.; Ivan E. Merrick, Pasco Wash.; Joseph C. Miller, St. 
Louis, Mo.; George P. Mueller, St. Louis, Mo.; Edgar A. Nathan, Los 
Angeles, Calif.; Charles Ashton Noone, Chattanooga, Tenn.; Jesse A. 
Pardue, Houston, Tex.; Connor Wright Patman, Texarkana, Tex.; 
Edwin §S. Phillips, Buffalo, N. Y.; W. Albert Ramey, Clearfield, Pa.; 
Albert Sherman, New York, N. Y.; Henry Sterling Sherman, Denver, 
Colo.; Monroe Tate Thigpen, Picayune, Miss.; Leslie J. Valleskey, 
Manitowoc, Wis.; James A. Wagner, Yankton, S. D.; and Arthur B. 
Weldon, Chicago, Ill, 


William R. Barnes, St. 


SANTA FE SAFETY AWARD 


A plaque symbolizing the 1946 Santa Fe safety champion- 
ship was presented to the 1,750 employes in the San Bernardino 
shops of the Atchison, Topeka & Santa Fe Railway by Gov- 
ernor Earl Warren, April 26. In winning the system award for 
the third consecutive year, the San Bernardino shops compiled 
a record of more than 3,600,000 man-hours with only four minor 
casualties, or a casualty ratio of 1.09 in comparison with a 
12.43 casualty ratio for the entire system and the 2.09 casualty 
ratio for the leading group ‘‘A”’ railroad on the national safety 
roster of the Association of American Railroads, the announce- 
ment stated. 


NEW CHICAGO POOLCAR DISTRIBUTION WAREHOUSE 


The new Poolcar Distribution Warehouse of the American 
Transportation Co., Inc., scheduled for completion May 15, will 
be the first exclusive poolcar distribution warehouse in Chicago 
completely equipped with mechanical freight hanaling devices, 
according to Harry F. Chaddick, company president. The puild- 
ing is 484 ft. in length, 45 feet wide, with accommodations for 
20 railroad cars and 40 trucks, and will have a capacity of han- 
dling in excess of 1,000,000 pounds of freight a day, Mr. Chad- 
dick said. 


May 
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Restriction Lifted on N. Y.-Newark 
Railway Express Small Shipments 


The Commission, division 5, by a report and order in MC 
66562, Sub. 702, Railway Express Agency, Inc. Extension— 
Newark-New York Unrestricted, has granted the express 
agency an amended certificate authorizing motor-carrier trans- 
portation of (1) general commodities, except articles of un- 
usual value, in shipments of 300 pounds or less, and (2) articles 
of unusual value in whatever size shipments may be offered, 
between New York City and Newark, N. J., over routes and 
serving intermediate and off-route points specified in Sub. 397, 
without observing the requirements now imposed by condition 
No. 3 contained in that certificate of an immediately prior 
or subsequent movement by air, rail, or water. Commissioner 
Patterson noted a dissent. 

The purpose of the express agency’s application, said the 
division, was to make permanent a temporary authority granted 
in Subs. 648W and 730W so that the agency might transport 
local traffic between Newark and New York over the specified 
route without the necessity of an immediately prior or subse- 
quent movement by rail, air, or water. In effect, it said, the 
application sought merely to amend the certificate in Sub. 397 
with respect to the aforementioned condition. That condition 
reads as follows: 


Shipments transported by applicant shall be limited to those mov- 
ing on a through bill of lading, or express receipt, covering, in addition 
to a motor-carrier movement by applicant, an immediately prior or 
immediately subsequent movement by rail, air, or water. 


The division amended the condition to read: 


Shipments transported by applicant shall be limited to those mov- 
ing on a through bill of lading or express receipt covering, in addition 
to a motor carrier movement by applicant, an immediately prior or 
immediately subsequent movement by rail, air, or water, except that 
the requirement for an immediately prior or immediately subsequent 
movement by rail, air, or water, shall not apply (1) to articles of 
unusual value, or (2) to any other commodity when -moving in ship- 
ments of 300 pounds or less. 


The division said about 32 per cent of the agency’s present 
traffic from Newark to New York was local, 68 per cent mov- 
ing in through service to or from points beyond. In the 
reverse direction, it said, 73 per cent of the agency’s traffic 
from New York to Newark was local and the remaining 27 
per cent moved through Newark to or from points beyond. 

Operating under its previously granted permanent author- 
ity, said the division, the agency’s method entailing multiple 
loadings and unloadings, switching of cars, and bad connections, 
resulted in delays, damage, and the separation of parts of 
individual shipments on both local and through traffic. 


Elimination of Delay Claimed 


“Delays of 24 hours or more were incurred on traffic that 
normally: should have received next-day delivery,’ said the 
division. “The separating of local from through shipments 
enabled the applicant to make but limited use of its permanent 
authority on through shipments, due to the necessity of check- 
ing each parcel for a prior or subsequent rail, air, or water 
movement.” 

The agency, said the division, claimed that making perma- 
nent the temporary authority, would provide the public an 
improved and more efficient and economical service, and that 
the agency would, and, under the temporary authority had, 
accomplished the following: 


(1) Elimination of the multiple transfers and handling, (2) elimina- 
tion of delays from one to five days and substitution of second- 
morning deliveries, (3) release of rail cars for other traffic, (4) elimi- 
nation of car switching by the rail carriers, (5) release of considerable 
space in rail terminals, (6) elimination of more than 500,000 handlings 
of through and local traffic per month at rail terminals, (7) reduction 
in damage to shipments and in claim payments, (8) enabling of lot 


- Shipments, consisting of several pieces, to be kept together, and (9) 


the effecting of an annual net saving to applicant of about $70,000 in 
cost of operation. 


The division said that while the probably lower rates of 
the agency might be some inducement to shippers to employ 
its services on small shipments, the record was convincing that 
this was not the primory factor prompting the shippers’ sup- 
port of the application, It added: 











Existing motor carriers, with a preference generally for heavier 
shipments, do not afford the expeditious service on small shipments 
required by the shippers between the points in question, The shippers 
have need of a service that will provide overnight deliveries and which 


will afford prompt and regular pick-ups. Modification of the condition 
attached to applicant’s permanent authority requiring a prior or subse- 
quent movement by rail, air or water will enable applicant, largely 
through the regularity of its pick-ups and deliveries to provide the 
required service, and at the same time to operate more efficiently and 
economically, with resulting benefits both to applicant and to the 
public. Although some traffic may be diverted from existing carriers, 
we do not believe that it was the policy of Congress for that reason 
alone to deny to the public a service which it needs and one that will 
be specialized in the expeditious servicing of small shipments. Appli- 
cant, however, wiil be restricted to a weight limitation that will enable 
it to render a bona fide small shipment express service but which at 
the same time will prevent it from invading the fields of existing car- 
riers who are adequately handling the heavier traffic. 


The division said its opinion was that the 300-pound limita- 
tion was reasonable and would enable the agency to render 
the bona fide small-shipment express service for which it was 
especially qualified and for which a need had been shown. That 
limit, it said, would be effective at the same time to prevent 
the agency from invading the heavier shipment fields in which 
existing carriers were rendering an adequate service. 


Railway Express Increase Hearing 
Set After Traffic Test 


The Railway Express Agency, Inc., having filed May 5, 
with the Commission, the, results of a traffic test required by 
the Commission’s order in Ex Parte 163, Increased Express 
Rates and Charges, 1946, in which the agency was authorized 
to make certain increases in its charges for a period of one 
year, the Commission, division 2, on that date, set the proceed- 
ing for further hearing in Washington before division 2 on 
June 10 (see Traffic World, Nov. 9, 1946, p. 1207). 


The order also referred to a supplemental petition of the 
agency filed in March in Ex Parte 163 asking increases above 
those granted to provide not less than $70,000,000 to make it 
possible for the agency to compensate the railroads for ex- 
press service. At that time it cited the $6,000,000 in annual 
cost added to payroll taxes of the railroads by the Grosser act. 
In its original petition, the agency based its request for in- 
creases in its own costs, amounting to $63,000,000 a year. 


The traffic analysis filed by the agency with the Commis- 
sion consisted of four pages covering the period January 16 to 
January 31. The first page comprises a statement of selected 
less-carload express traffic of 12 classes. It involved 83,198 
shipments weighing 4,299,028 pounds, or an average of 52 
pounds a shipment. Express charges at the rates made effec- 
tive December 13, under the decision in Ex Parte 163, were 
shown as $165,094.01, and, at the rates in effect prior to 


December 13, 1946, the analysis showed that the charges would 
have been $138,384.89. The average charge a shipment at the 
increased rates was shown at $1.98, and the rates effective 
prior to the increases as $1.66. 

The types of traffic involved in the first sheet of the sum- 
mary were: First class; second class; multiples of first class; 
traffic moving at first-class pound rates; at second-class pound 
rates; at commodity rates; daily newspapers; milk and related 
products moving at 1. c. 1. rates; traffic moving at third-class 
rates; corpses; money; and empties. 

The second sheet of the traffic test analysis was a state- 
ment showing by five-pound gradations from one to 100 pounds, 
and for the total of over 100 pounds, the cumulative ratios to 
which the number of first-class 1. c. 1. shipments in each grada- 
tion bore to the total number of first-class 1. c. 1. shipments. 
These figures were given for June 16, 1938, October 4, 1938, 
June a 1939, October 3, 1939, and for the January sampling 
period. 

The third sheet of the analysis was a statement of selected 
first-class 1. c. 1. express traffic moving between points in the 
100 pounds, inclusive, the number of shipments, total weight, 
100 pounds, inclusive, the number of shipmentt, total weight, 
express charges at the rates effective December 13, 1946, and 
at the rates effective prior to that date. 


The fourth sheet of the analysis carried the same informa- 
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tion as the third sheet, with reference to selected second-class 
1. c. 1. express traffic. 


Each of these sheets bore a notation that the traffic in-: 


cluded in the analysis was selected under a sampling procedure 
adopted after discussion with Commission representatives and 
represented approximately one per cent of the shipments han- 
dled in the period January 16-31, 1947. 


P. M. Preferred Stockholders 
Ask Merger Rehearing 


The Commission, Commissioner Mahaffie, has issued an 
order in Finance No. 15228 postponing the effective date of its 
order authorizing merger of the Pere Marquette and the Chesa- 
peake & Ohio, pending further order of the Commission. The 
order approving the merger required that the transaction be 
consummated before December 31. . 


MOTOR CONTROL INQUIRY 

By an order in MC F-3457, Geitz Storage & Moving Co., et 
al.—Investigation of Control—United Van Lines, Inc., the Com- 
mission, division 4, on its own motion, has instituted an invcsti- 
gation into and concerning possible violation of the provisions 
of section 5(4) of part IT of the interstate commerce act in the 
control or management of United Van Lines, Inc., of St. Louis, 
Mo., with a view to preventing such violation if found to exist. 

Named as respondents, in addition to United Van Lines, 
are Geitz Storage & Moving Co., Inc., of St. Louis, William E. 
Lee, Alfred J. Hicks and Otto F. Long, Jr., doing business as 
South Side Moving & Storage Co., of Kansas City, Mo., George 
B. Holman & Co., Inc., of Rutherford, N. J., G. B. Holman, the 
Andrews Furniture Storage Co., of Cleveland, O., R. W. Wood- 
ruff, Lee J. Sloan, S. E. Sloan, and T. V. Sloan. 

The Commission said it appeared that control or manage- 
ment of United Van Lines in a common interest with the afore- 
mentioned carriers, and with other carriers subject to part I, 
“may have been effectuated and may be continuing” in viola- 
tion of the provisions of section 5(4) of the act, and that the 
aforementioned persons named as respondents “may have effect- 
uated or participated in effectuating such control or manage- 
ment in a common interest.” 


SOUTH BROOKLYN RAILWAY STATUS 


In a report in Electric Railway Docket No. 20, South 
Brooklyn Railway Co., the Commission, division 3, has found 
the respondent, since August 29, 1935, not to have fallen or to 
fall within the terms of the exemption provisions of sections 
1(a) of the railroad retirement act, the railroad unemployment 
insurance act, and the carriers taxing act. Determination of 
whether the respondent came under the terms of the exemption 
provisions was asked by the Railroad Retirement Board and 
the Commissioner of Internal Revenue. The report quoted the 
provisions of the aforementioned sections, to the effect that 
the term “employer” did not include any street, interurban, or 
suburban electric railway, unless such railway was operated 
as a part of a general steam-railroad system of transportation. 

“The record is convincing that on August 29, 1935, the 
respondent was, and is now, more than a street, interurban, or 
suburban electric railway, and that during the period from 
August 29, 1935, to date, it has continued to operate as a part 
of the general steam-railroad system of transportation,” said 
the report. 


WATER APPLICATION DISMISSED 
The Commission, by Commissioner Mahaffie, in an order 
in W-930, Bernard Michael Palmer Contract Carrier Applica- 
tion, has dismissed an application of the applicant for a permit 
to operate by water in the transportation of steel, in trucks and 
trailers, between Cleveland, O., and Detroit, Mich. It said the 
applicant requested leave to withdraw the application. 


CIRCLE LINE ONE TRIP AUTHORITY 


By an order in W-962 TA, Circle Line—Sightseeing Yachts, 
Inc., Temporary Authority, the Commission, division 4, has 
granted the applicant, of New York City, temporary authority 
to operate by self-propelled vessel one trip in the transporta- 
tion of not more than 400 passengers from New York to Bear 
Mountain, N. Y., and return, on June 22. 


MESECK SEASONAL OPERATION APPROVED 


The Commission, division 4, by a report, certificate and 
order in W-958, Meseck Steamboat Co., Inc., Common Carrier 
Application, has granted the applicant, of New York City, au- 
thority for seasonal operation by water, from May to Septem- 
ber, inclusive, of each year, by self-propelled vessels in trans- 
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porting passengers on excursion cruises, between Jersey, N. J., 
New York City, and Rye, N. Y., on the one hand, and, on the 
other, Bridgeport, Conn. It said the certificate would be effec- 
tive July 21, and would cancel temporary authority granted 
March 17, in Sub. 4, TA. 


AMERICAN LIGHTERAGE APPLICATION DENIED 

By a report and order in W-102, Sub. 1, American Light- 
erage Corporation Contract Carrier Application—New Opera- 
tion, the Commission, division 4, has denied an application of 
American Lighterage Corporation, New York City, for a per- 
mit authorizing seasonal operations from April to November, 
inclusive, each year in the water transportation of lumber in 
non-self-propelled lighters and deck scows with the use of sep- 
arate towing vessels from points within the limits of New York 
harbor and contiguous harbors to ports and points on the Hud- 
son River below and including Troy, N. Y., and to ports and 
points on Long Island Sound below and including New London, 
Conn. The report said the record did not indicate that service 
accorded by other water carriers was inadequate. 


MOTOR CERTIFICATE DEFERRED 


The Commission, by Commissioner Lee, by an order in MC 
104798, Guy Olee Gwyn Common Carrier Application, on re- 
quest of Judge Colin Nebett, of the federal district court for 
New Mexico, for postponement of issuance of certificate in the 
proceeding, in order to permit the convening of a three-judge 
court in a suit to set aside the Commission’s order, has directed 
that an order of division 5, made April 10, 1946, authorizing the 
certificate, and an order made March 10, 1947, confirming the 
order by denying petitions for reconsideration, be modified to 
defer issuance of the certificate until May 31. 


CLIPPER CARLOADING ORDER ISSUED 


By an order in FF-177, Clipper Carloading Co. Permit 
Transfer, embracing FF-12, Central Package Car Co., Freight 
Forwarder Application, and FF-128, Clipper Carloading Co. 
Application, the Commission, division 4, has authorized trans- 
fer to Clipper of forwarder rights of Central granted in a 
permit issued March 30, 1944, eliminating duplications. On 
consummation of the transaction, the order said the permit and 
order of March 30, 1944, and amended permit and order of 
September 30, 1946, issued to Clipper, would be superseded 
and cancelled by a second amended permit and order issued to 
Clipper, unifying the operating rights of the two companies, 
without duplication. The transaction must, by the terms of the 
order, be consummated on or before June 1. 


PAN-ATLANTIC TEMPORARY AUTHORITY 

The Commission, division 4, by an order in W-376, Sub. 6 
TA, Pan-Atlantic Steamship Corporation Temporary Authority 
—Baltimore and Charleston, has granted the applicant, of 
Mobile, Ala., temporary authority to and including June 30, 
to operate as a water common carrier by self-propelled vessels 
in transporting passengers and general commodities between 
Baltimore, Md., and Charleston, S. C., on the one hand, and, 
on the other, Boston, Mass., New York harbor, Philadelphia, 
Pa., New Orleans, La., Mobile, Ala., Panama City, Tampa, 
Miami, and Port St. Joe, Fla. It denied authority for such 
o_o between Baltimore, Charleston, and Georgetown, 


TWO CANADIAN CONCERNS EXEMPTED 


M. Rawlinson, Limited, and Tippet-Richardson, Limited, 
both of Toronto, Canada, have been exempted from the re- 
quirements of the Uniform System of Accounts for Class I 
Common and Contract Motor Carriers and the requirements of 
filing quarterly and annual reports, until further order, accord- 
ing to an order of the Commission, division 1, in Ex Parte 
MC 17, Uniform System of Accounts for Class I Common and 
Contract Carriers of Property. 


N. Y., S. & W. REORGANIZATION 

By an order in Finance No. 11681, New York, Susquehanna 
& Western Railroad Co. Reorganization, the Commission, divi- 
sion 4, has approved $10,000 as a reasonable maximum limit of 
final allowance to be paid out of the estate of the debtor rail- 
road for services rendered in connection with the reorganization 
proceedings by Root, Ballantine, Harlan, Bushby & Palmer as 
special counsel for the debtor’s trustee, for the period between 
July 9, 1945, and December 31, 1946, inclusive. It said the 
allowance was to cover office or other overhead expenses in 
connection with the firm’s services. 


CONEY ISLAND, INC., WATER AUTHORITY 
The Commission, division 4, by an order in W-334, Sub. 
2TA, Coney Island, Inc., Temporary Authority—Point Pleasant, 
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May 10, 1947 


O., has authorized the applicant, until May 1, to operate as a 
common carrier by water, by self-propelled vessels, in interstate 
or foreign commerce, in the transportation of passengers from 
Cincinnati, O., to Point Pleasant, and return. The order, dated 
April 25, was made public at the Commission on May 1. 








Changes Proposed in Motor 
Carrier Safety Regulations 


The Commission has issued a draft of proposed changes in 
certain of its motor carrier safety regulations, revised, pre- 
pared by the section of safety of the Bureau of Motor Carriers, 
as a basis for comments or conferences as provided in the order 
in Ex Parte MC-40, (see Traffic World, Dec. 14, 1946, p. 1567). 

The proposed changes, and attached exhibits, occupy 79 
pages of mimeographed material. A “notice to the press,” 
signed by Director Blanning of the Bureau of Motor Carriers, 
after setting forth the aforementioned information, continued: 














The proposed changes include a redraft of Parts 3 and 6 of the 
safety regulations pertaining to parts and accessories, and inspection 
and maintenance, and a revision of certain rules of Parts 1, 2, 4 and 5. 
Comments, criticisms and suggestions in writing concerning the pro- 
posed changes are invited. 

Informal conferences on the drafts, on dates to be later determined, 
will be held through spring and early summer with representatives of 
State motor vehicle regulatory bodies, trade associations, insurance 
companies, manufacturers of motor vehicles and safety equipment, 
engineering societies, national organizations of motor carriers, and 
national labor unions of motor carriers’ employes. 

A redraft of Part 7 pertaining to the transportation of explosives 
and other dangerous articles by motor vehicle, will be completed in 
the near future. It will be circulated to interested parties at a later 
date. and conferences on this redraft are anticipated for early fall. 

It is contemplated that a redraft of all proposed changes in the 
safety regulations will be made after consideration of comments made 
in writing or at the conferences, which redraft will be submitted to the 
Commission as a basis for public hearing. 

















Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 








Iron and Steel Articles 


No. 29083, Peden Iron & Steel Co. vs. Texas & New Or- 
leans Railroad Co. et al. By the Commission, on reconsideration 
after reargument, Commissioner Splawn entering a concurring 
opinion, Commissioner Patterson a dissenting opinion in which 
Commissioner Mahaffie joined, Commissioner Lee noting a dis- 
sent, and Commissioners Barnard and Mitchell not partici- 
pating. Findings of division 3, in prior report, 264 I. C. C. 769, 
affirmed, namely: That the applicable domestic rates assailed, 
on shipments of iron and steel articles, in carloads, between 
November 3, 1941, and August 3, 1942, from Chicago and South 
Chicago, Ill., Hammond and Gary, Ind., and St. Louis, Mo., to 
Houston, Tex., there fabricated in transit and reshipped to 
Alameda and Oakland, Calif., for export, were unjust and un- 
reasonable for application in the circumstances stated, to the 
extent they exceeded 74 cents a 100 pounds, minimum 80,000 
pounds, subject to increase authorized March 2, 1942. Com- 
plainant found damaged and entitled to reparation. Waiver of 
collection of undercharges down to basis found reasonable 
authorized. The report said the shipments became the property 
of the Navy on delivery at the ports and it did not appear that 
the complainant could properly and reasonably have demanded 
retention of full control of the transportation and complied 
with published tariff provisions under which the export rate 
was applicable. It said that in any circumstances relating to 
control of the transportation, whether by the Navy or complain- 
ant, the latter had the right to regulations and charges that 
were wholly reasonable for the transportation of export traffic 
considering the emergency conditions and the required handling 
under those conditions. ; 


























ACTION IN MOTOR FINANCE CASES 


By a report and order in MC F-3220, Samuel L. Lebovitz— 
Control; Modern Transfer Co., Inc.— Purchase (Portion) — 
Edwin E. Clarke, the Commission, division 4, has approved and 
authorized purchases by Modern Transfer Co., Inc., of Allen- 
town, Pa., of certain operating rights by Edwin E. Clarke, dba 
Clarke Motor Express, also of Allentown, and control of such 
rights by Samuel L. Lebovitz through the purchase. The re- 
port said approval of the transaction would enable Modern 
to extend its regular route operations from Allentown to Pitts- 
burgh and conduct regular route operations over the combined 
routes. The proceeding embraced (1) the operating rights pre- 
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viously granted in MC 35469, and (2) operating rights acquired 
pursuant to Modern Transfer Co., Inc.—Purchase—Lehigh Val- 
ley, 39 M. C. C. 75. 

In MC F-3342, Raymond A. and Richard E. Doran—Con- 
trol; Ace Machinery Movers, Inc.—Purchase—Mary Alice Holt, 
et al., the Commission, division 4, has approved and authorized 
purchase by Ace Machinery Movers, Inc., of Cincinnati, O., of 
the operating rights of Mary Alice, Tom, and Mary Ann Holt, 
dba H. W. Holt & Son, of Columbus, O., and control of the 
rights by Raymond A. and Richard E. Doran. The report said 
the application was not opposed and that no public hearing was 
deemed necessary. 

By a report and order in MC F-3365, Alvin R. Holmes— 
Control—Taylor’s Express Co., the Commission, division 4, 
has approved and authorized acquisition by Alvin R. Holmes, 
dba Holmes Transportation Service or Jones Express, of Wor- 
cester, Mass., of control of Taylor’s Express Co., of Haverhill, 
Mass., through purchase of capital stock. The report said the 
application was not opposed and that no public hearing ap- 
peared necessary. Holmes, it said, was one of the larger and 
well established carriers operating between New York City 
and points in New England, and here proposed to acquire con- 
trol of another carrier operating in a portion of the same ter- 
ritory_and in additional territory in northeastern Massachusetts. 
It said no undue restraint of competition would result. By 
coordination of schedules, it said, a more efficient and ex- 
peditious service would be provided and through service offered 
between New York City and points on Taylor’s routes, with 


savings effected by elimination of separate operating facilities 
at common points. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 107054, Frank A. Dalesandro, Vineland, N. J. Certifi- 
cate granted. Household goods between points in Cumberland 
county, N. J., on the one hand, and points in N. Y., and Pa., 
on the other, over irregular routes. 

*MC 41640, Sub. 9, Christian C. Dietrich and Ernest J. 
Dietrich, dba Dietrich Brothers, Philadelphia, Pa. Certificate 
granted and dual operations authorized. Pianos, piano stools, 
and piano benches, between Philadelphia and Lester, Pa., on 
the one hand, and points in Mass., R. I., Conn., N. Y., N J., Pa., 
Del., Md., Va., and D. C., on the other, over irregular routes. 

*MC 55873, Sub. 5, Great American Transport System, Inc., 
Detroit, Mich. Certificate granted. General commodities, with 
exceptions, over described alternate routes in Mich., Ill., and 
Ind., for operating convenience in connection with presently 
authorized operations. 

*MC 42050, Sub. 4, Pioneer Transportation Service, Inc., 
Clifton Heights, Pa. Permit granted. Waxed and oiled wrap- 
ping paper and blotting paper, from Bellows Falls, Vt., to 
New York, N. Y., and to Hoboken, Newark, Jersey City, and 
Trenton, N. J., and refined was from Bayonne, N. J., to Bellows 
Falls, over irregular routes, traversing Conn., and Mass., for 
operating convenience. 

*MC 17011, Sub. 2, Marvel Transportation, Inc., Yonkers, 
N. Y. Permit granted. Liquid sugars and syrups, in bulk, in 
tank trucks, from Yonkers, N. Y., to Philadelphia, Pa., and to 
points in Conn., N. Y., and N. J., within 100 miles of Yonkers, 
over irregular routes, with return of rejected shipments. 

*MC 60888, Sub. 9, J. W. Boyles, dba Boyles Motor Lines, 
Wichita Falls, Tex. Certificate denied. General commodities, 
with exceptions, between Lawton, Okla., and Burkburnett, Tex., 
over U. S. highway 277. The report said grant of the proposed 
authority would divert needed traffic from existing carriers. 

*MC 106400, Kaw Transport Co., Sugar Creek, Mo. Cer- 
tificate granted. Petroleum and petroleum products, in bulk, 
in tank trucks, between Kansas City, Kan., and Kansas City, 
Mo., and points within 10 miles of either, on the one hand, and, 
on the other, points in Kan., and Mo., within 150 miles of 
Kansas City, Mo., over irregular routes. The report found that 
the holding by applicant of a certificate and by Blue Valley 
Transfer Co. of a permit would be consistent with the public 
interest and the national transportation policy. 

*MC 105760, Sub. 1, Arthur J. Platten, dba Trailer Trans- 
portation Co., Flint, Mich. On reconsideration, findings in prior 
report, decided January 8, 1947, modified, and certificate 
granted. Prefabricated buildings and related articles between 


points in 22 central, southern and western states, over irregular 
routes. 


MC 657, Mary L. Maher and James L. Maher, dba M-C-M 


Transportation Co., Newport, R. |. Amended certificate granted. 
On reconsideration, findings in prior report, 21 M. C. C. 335, 
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modified to authorize operation by M-C-M Transportation Co., 
Inc., as successor in interest to Mary L. Maher and James L. 
Maher, co-partners, dba M-C-M Transportation Co., as a com- 
mon carrier of general commodities, serving specified points 
in the so-called “Greater Boston” area as off-route points in 
connection with applicant’s presently authorized regular-route 
operations between Newport, R. I., and Boston, Mass. 


COMMISSION ORDERS 


MC 1504, Sub. 34, Atlantic Greyhound Corp., extension, Alternate 
route between a point near Cumberland, Va., and a point near Pow- 
hatan, Va. Reopened for purpose of amending certificate of October 20, 
1941, so as to authorize service from and to all intermediate points on 
route specified therein. 

MC 1504, Sub. 35, Atlantic Greyhound Corp., extension, Blackstone, 
Va., and Lawrenceville, Va. Reopened for purpose of amending certifi- 
cate of September 10, 1941, so as to authorize service from and to all 
intermediate points on route specified therein. 

MC 3647, Sub. 71, Public Service Interstate Transportation Co., 
Crossover, Absecon, N. J. Report and order of August 21, 1946, modified 
so as to authorize issuance to applicant on compliance with sections 
215 and 217 of act and rules and regulations thereunder, of a certificate 
authorizing operation as a common carrier by motor vehicle, in inter- 
state or foreign commerce, of passengers and their baggage, and of 
newspapers and express in same vehicle with passengers over a regular 
route, as follows: Between junction Delilah Road and U. S. Highway 
322 in Hamilton Township, N. J., and junction Delilah Road and U. S. 
Highway 30 in the City of Absecon, N. J. From junction Delilah Road 
and U. S. Highway 322 over Delilah Road to junction U. S. Highway 30 
and return over the same route. Service is authorized to and from all 
intermediate points. This order shall become effective June 2, unless 
any party-in-interest shall show cause, if any there be, in writing veri- 
fied under oath, why report and order of August 21, 1946, should not 
be modified in manner described above. 

MC 52921, Sub. 1, Red Ball, Inc., extension, Louisiana. Reopened 
for further hearing. 

MC 16682, Sub. 17, Murray and Alexander Shapiro, extension, 
Florida. Findings in report and order of April 4, 1945, modified so as to 
authorize issuance to applicants, on compliance with Sections 215 and 
217 of interstate commerce act, and rules and regulations thereunder, 
of a modified certificate authorizing operation, in interstate or foreign 
commerce, aS a common carrier by motor vehicle (irregular routes) 
store fixtures, hotel equipment, and kitchen equipment, uncrated, re- 
stricted so as not to include the transportation of gas ranges except 
when such ranges are a part of a shipment of store fixtures, hotel 
equipment, or kitchen equipment, from New York, N. Y., and Wee- 
hawken, N. J., to points in Indiana, Illinois, and Michigan; between 
New York, N. Y., and Weehawken, N. J., on the one hand, and, on the 
other, points in Maine, New Hampshire, Massachusetts, Connecticut, 
Rhode Island. New York, Pennsylvania, Maryland, Delaware, Virginia, 
West Virginia, North Carolina, South Carolina, Georgia, Florida, Ohio, 
Vermont, the District of Columbia, and points in New Jersey except 
those in Middlesex, Somerset, Union, Morris, Essex, Hudson, Bergen, 
and Passaic Counties, N. J.: between Norwalk, Conn., on the one hand, 
and, on the other, points in Maine, New Hampshire, Vermont, North 
Carolina, South Carolina, Georgia, and Florida, Damaged, refused, re- 
jected, and used or exchanged shipments of store fixtures, hotel equip- 
ment, and kitchen equipment, as specified above, from points in Indiana, 
Illinois, and Michigan to New York, N. Y., and Weehawken, N. J. Gen- 
eral commodities, except those of unusual value, and except dangerous 
explosives, household goods as defined in Practices of Motor Common 
Carriers of Household Goods, 17 M. C. C. 467, commodities in bulk, and 
those requiring special equipment, between New York, N. Y., on the 
one hand, and, on the other, points in Middlesex, Somerset, Union, 
Morris, Essex, Hudson, Bergen, and Passaic Counties, N. J. This order 
shall become effective June 3, unless any party in interest shall show 
cause, if any there be, in writing verified under oath, why report and 
order of April 4, 1945, and certificate of June 19, 1945, embracing also 
MC 16682 and MC 16682, Sub. 9, should not be modified in manner 
described above. 


MC 105760, Sub. 1, Arthur J. Platten, extension, prefabricated 
houses, Reopened for reconsideration on record as made, and order of 
January 8, denying application in part, vacated. 

MC 106756, International Express, Limited, common carrier appli- 
cation. Reopened for further hearing. 

Ww-1, Erie & St. Lawrence Corp., contract carrier application. Effec- 
tive date of second amended certificate and order of April 1, 1946, further 
postponed to July 1. 

MC-F 3128, Citizens & Southern National Bank (trustee), control; 
Modern Finance Corp., control; Modern Coach Corp., purchase, A. W. 
Lee. Order of March 31, modified to authorize Citizens & Southern 
National Bank, Charles Hilary King, Jackson Lee King, and Dorothy 
H. Richardson (trustees), in lieu of Citizens & Southern National Bank 
(trustee), to acquire control of operating rights and property of A. W. 
Lee, dba Lee’s Coach Lines, through purchase by Modern Coach Corp. 

No. 28380, Petroleum products between Kansas, Oklahoma, Arkansas, 
Missouri, and Colorado. Petition of Atchison, Topeka and Santa Fe 
Ry. Co., and Gulf, Colorado and Santa Fe Ry. Co., for modification of 
order of March 19, accepted and filed of record in proceeding, and 
replies may be filed on or before May 15. 

No. 29341, West Coast Banana Distributors vs. Pacific Electric Ry. 
Co., No. 29341, Sub. 1, W. W. Crenshaw Co., et al., vs. Pacific Electric 
Ry. Co., et al., and 29341, Sub. 2, Blase Bros. & Co., et al., vs. Pacific 
Electric Ry. Co., et al. Order of February 10, further modified to be- 
come effective July 25, on not less than 30 days’ notice, instead of 
June 20. 

MC-C 246, Transportation activities of Brady Transfer and Storage 
Co. Time within which petitions for reconsideration, rehearing, or oral 
argument may be filed, extended from April 30 to May 10. Replies to 
such petitions may be filed by any party of record on or before May 
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20. Date on or before which respondent shall comply with requirements 
to cease and desist from performing any motor carrier operations, in 
interstate or foreign commerce, which it was found to be conducting 
without appropriate authority, as more particularly specified in report 
and order of Commission, Division 5, of February 3, further extended 
from April 30 to May 10. 

MC-F 3046, Ted V. Rodgers, control; Rodgers Motor Lines, Inc., 
purchase, Roy Ovens. Applicants’ petition for reconsideration and for 
extension of expiration date of authority granted by order of June 14, 
1946, for lease by Rodgers Motor Lines, Inc., of operating rights and 
property of Roy Ovens, dba Ovens Transfer, filed as of May 1. Second 
ordering paragraph of order of September 19, 1946, vacating lease 
authority granted by prior supplemental order of June 14, 1946, as 
amended by orders of November 14, 1946, January 17, and February 3, 
further amended to make effective date of said second ordering para- 
graph May 31, instead of May 1. 

1. & S. M-2720, Truckaway rates over King Transport. Suspension 
Order of February 11, vacated and proceeding discontinued. 

1. & S. 5473, Intra-terminal switching at Knoxville. Petition by 
Tennessee Valley authority, protestant, for issuance of subpoenas and 
for issuance of an order to take depositions, denied. 

MC 107997, P. C. Gerhart and Karel F. Gerhart, contract carrier 
application. Reopened for further hearing. 

MC-C 360, Minimum class rate restrictions, Central and Eastern 
States. Orders of March 15, 1945, and September 27, 1945, further 
modified to become effective July 1. 

MC 16502, Sub. 5, Clay Robinson, extension, Mississippi. Report and 
order of March 10, modified so as to delete words ‘‘and commodities in 
bulk’’ from findings in said report and to insert in lieu thereof words 
“‘commodities in bulk, and those requiring special equipment.’’ This 
order shall become effective June 14, unless any party-in-interest shall 
show cause, if any there be, in a writing verified under oath, why report 
and order entered on March should not be modified in manner de- 
scribed above. : 

MC 59272, Sub. 21, Carl R. Bieber, extension, various commodities. 
Report and order of March 26 modified so as to delete in item (3) of 
findings word ‘‘Kutztown’’ and insert in lieu thereof words ‘‘West 
Leesport.’’ This order shall become effective June 14, unless any party- 
in-interest shall show cause, if any there be, in a writing verified under 
oath, why report and order entered on March 26, should not be modified 
in manner described above. 

MC-F 3272, L. R. Martin, control; Northern Transportation Co., 
purchase (portion), Consolidated Copperstate Lines. Report and order 
of Deecember 2, 1946, modified by substituting, in lieu of condition set 
forth in first proviso of penultimate paragraph of said report, the fol- 
lowing: provided, however, that if the authority herein granted is ex- 
ercised, the temporary operating rights granted to Northern Transpor- 
tation Co., in MC 1849, Sub. 17 TA, and MC 1849, Sub. 40 TA, shall be 
canceled, such cancellation to become effective on date authority is 
exercised. 

MC-F 3416, Peasley Transfer & Storage Co., purchase, R. Mowbray 
Davidson. Application dismissed without prejudice. 


MOTOR FINANCE CASES 


MC F-3440, Dana L. Clark, Jr.—Purchase (Portion)—Bernard Free- 
man Sanderson. Application for authority under section 210a(b) of Dana 
L. Clark, Jr., doing business as Blue Line Express, of Nashua, N. H., 
for temporary operation of a portion of the motor-carrier rights of 
Bernard Freeman Sanderson, doing business as B. F. Sanderson, of 
Brattleboro, Vt., granted. with conditions. 


FINANCE APPLICATIONS 


MC F-3458, Gibbons Motor Express, Washington, Pa., asks author- 
ity to purchase certain contract carrier operating rights of Subler 
Transfer, Versailles, O., and for conversion of such rights to common 
carriage when transferred. 

MC F-3459, W. J. Dillner Transfer Co., Pittsburgh, Pa., asks 
authority to purchase household goods common carrier rights, under 
MC 47553, of Guthridge Transfer Co., Winchester, Va. 

FF-95, Sub. 2, Lifschultz Fast Freight, Chicago, Ill., asks extension 
of its present freight forwarder operations to include transportation of 
general commodities, through use of rail and motor common carriers, 
between points in Connecticut, Delaware, Illinois, Indiana, Maine, Mary- 
land, Massachusetts, Michigan, New Hampshire, New Jersey, New York, 
Ohio, Pennsylvania, Rhode Island and Vermont, on the one hand, and 
points in Texas, Minnesota and North Dakota, and Arizona, California, 
Nevada and New Mexiao, on the other. 

FF-179, Matilda P. Burns, executrix of the will of J. R. Burns, 
of Lumberton, N. J., and T. J. Sullivan, Jr., of Providence, R. I., 
trading as Providence-Philadelphia Dispatch, Philadelphia, Pa., ask 
authority to transfer the freight forwarder permit issued in FF-99 to 
Providence-Philadelphia Dispatch, Inc., Philadelphia, Pa. The appli- 
cation said as no legal partnership existed formerly, ‘‘this application 
to transfer said permit is made by the present joint owners of said 
permit.’’ 

MC F-3460, Navajo Freight Lines, Inc., of Los Angeles, Calif., asks 
authority to lease certain operating rights of Nevada Consolidated Fast 
Freight Corporation, also of Los Angeles. M. B. Howe, in control of 
Navajo, joins the application. 

MC F-3461, Lyon Van & Storage Co., and Lyon Van Lines, Inc., 
California corporations; Lyon Van & Storage Co., Inc., an Oregon cor- 
poration; Lyon Van & Storage Co., and Lyon Van & Storage Co. of 
Tacoma, Wash., ask authority to transfer and consolidate operating 
rights and to eliminate duplications. The applicants said the steps were 
being taken pursuant to the Commission’s directive in MC F-2689, Lyon 
Van & Storage Co.—Control—Lyon Van & Storage Co, of Washington, 
et al., in which control of the involved companies was authorized. 

MC F-3462, Great Lakes Greyhound Lines, Inc., of Indiana, Detroit, 
Mich., asks authority to merge the Cincinnati & Lake Erie Transpor- 
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tation Co., of Dayton, O. The Greyhound Corporation, of Chicago, joins 
in the application. 

Finance No. 15699, Verde Tunnel & Smelter Railroad Co. asks 
authority to reduce its authorized capital stock from $1,100,000 to $220,- 
000 and its issued and outstanding stock from $700,000 to $140,000 by 
decreasing the par value of each share from $100 to $20, and to dis- 
tribute $315,000 of the surplus so made available to the only stockholder, 
Phelps Dodge Corporation. The applicant said ore reserves of the 
United Verde mine of the corporation were nearing exhaustion, that 
production was constantly decreasing, and that there was every indi- 
eation the mine would be closed down within the next two years. 

MC F-3463, Toronto-St. Catharines Transport Limited, St. Catha- 
rines, Ontario, Canada, and Central-Ontario.Transports Limited, To- 
ronto, Ontario, Canada, jointly ask authority to merge into a new 
company to be known as Consolidated Truck Lines Limited, of St. 
Catharines, Ontario. The authorized capital of the amalgamated com- 
pany is to consist of 140.000 shares of stock without nominal or par 
value. 

MC F-3464, Viking Freight Co., St. Louis, Mo., asks authority to 
purchase operating rights under MC 69789, betweeen Oklahoma City, 
Okla., on the one hand, and Dallas and Fort Worth, Tex., on the 
other, for $45,000, of K. M. Fisher, of San Antonio, Tex., and tem- 
porarily to operate. 































PETITIONS FOR REHEARING, ETC. 
MC-C 848, Diamond T. Motor Car Co. vs. Hawkeye Motor Express, 
Inc. Complainant asks Commission to reject and decline to receive 
reply brief of Hawkeye Motor Express, Inc., of April 17. 

1. & S. M-2723, Middlewest General Increases. Middlewest Motor 
Freight Bureau and respondents ask Commission to vacate its order 
instituting an investigation and suspending provisions of Supplements 
54, 55 and 57 of Middlewest Motor Freight Bureau Agent, MF-I. C. C. 
27 in so far as they publish provisions applicable in connection with 
Items 4665, 4670 and 4685 series. 

MC-F .3046, Ted V. Rodgers, Sr., Ted V. Rodgers, Jr., control, 
Rodgers Motor Lines, Inc., purchase, Roy Ovens, Applicants ask for 
reconsideration and extension of expiration date of authority granted 
by order of June 14, 1946. 

No. 27766, et al., Alden Coal Company, et al., vs. C. R. R. of N. J., 
Trustees of New York, Ontario and Western Ry. Co. (supplemental), 
ask for orders modified so that railroad and others added may file on 
less than statutory notice, rates on anthracite coal free on docks at 
Weehawken, N. J., consigned for reshipment by ocean-going vessels. 

MC-C 246, Brady Transfer & Storage Co. Irregular Common Car- 
riers Association of Ohio, Inc., asks for reconsideration. 

W-1, Erie & St. Lawrence Corp., contract carrier application. Ap- 
plicant asks for further postponement of effective date of that part of 
order relating to coastwise operations, 

1. & S. 5374, Smoke flue cleaning compounds, Transcontinental. 
Robert G. Allen Company and G. N. Coughlan Company, protestants, 
ask for reconsideration of -Finding 2, of its report of March 3. 

No. 29354, Corporation Commission State of Oklahoma, Arkansas 
Public Service Commissions vs, Missouri Pacific R. R. Co., et al. Libbey, 
Owens, Ford Glass Company, intervenor, asks for rehearing and re- 


opening of case and that pending such action Findings 2 and 3 of the 
order by Division 3 be set aside. 


No. 29451, International Minerals & Chemical Corp. vs. Atlantic 
Coast Line R. R. Co., et al., No. 29452, Davison Chemical Corp. vs. 
Atlantic Coast Line R. R. Co., et al., No. 29475, Swift & Company vs. 
Albany and Northern Ry. Co., et al., No. 29475, Sub. 1, Armour and Co. 
vs. Albany and Northern Ry. Co., et al., No. 29492, Tennessee Valley 
Authority vs. Atlantic Coast Line R. R. Co., et al., and No. 29703, 
Monsanto Chemical Co. vs. Atlantic Coast Line R. R. Co., et al. Mon- 
santo Chemical Co. asks for leave to file supplementary date under Rule 
102 of general rules of practice before Commission in proceedings under 
Interstate Commerce Act and relateed acts. 


1. & S. 5474, Grain, to Illinois and Ohio River Crossings. Illinois 
Lines asks Commission to vacate its suspension order of March 24, as 
to local rates, also local rates used as proportion rates, on grain and 
grain products, C. L., from Illinois origins to Cairo, Joppa, Thebbes, 
Metropolis, Ill., Evansville, Jeffersonville, New Albany, Ind., Louisville, 
Ky., and Cincinnati, O., also proportional rates from Illinois origins to 
Louisville, Ky., on traffic destined to points in Southeastern and Caro- 
lina territories. 




































































































































Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2743, Iron or Steel Scrap—Oklahoma City to 
St. Louis, from April 30, to and including November 29, certain 
schedules published in supplement No. 8 to MF-I. C. C. No. A-3 
of Warren G. Shayler, Oklahoma City, Okla. The suspended 
schedules proposed to establish a local commodity rate of 30 
cents a 100 pounds, minimum 20,000 pounds, on iron or steel 
scrap, from Oklahoma City, Okla. to St. Louis, Mo. They were 
protested by southwestern railroads and the Middlewest Motor 
Freight Bureau (see Traffic World, April 26, p. 1304).. 

I. and S. No. 5490, Road Scrapers—Southern Territory, 
from May 4, to and including December 3, certain schedules as 
published in supplement No. 8 to Agent Robert E. Boyle’s tariff 
I. C. C. No. 103. The suspended schedules propose to increase 





















tween points in Southern Territory. 





the rates on road scrapers, horse-drawn or tractor-drawn, be- 
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I. and S. M-2744, Machinery—Mass. Points to N. J. and 
N. Y., from May 5 to and including December 4, certain sched- 
ules published in supplements Nos. 33 and 40 to joint tariffs 
MF-I. C. C. Nos. A-9 and A-10, respectively, published by 
Eastern Motor Freight Conference, Inc., agent, West Hartford, 
Conn. The suspended schedules propose to establish new com-. 
modity rates on machinery or machines, or parts thereof, from 
Holyoke, Mass., to certain points in New Jersey and New York, 
for the account of Connecticut Transfer, Inc. 


Railroad Abandonments 


Hartwell Railway Co. 


A certificate permitting abandonment by the Hartwell Rail- 
way Co. of its entire line in Hart county, Ga., issued November 
11, 1944, has been vacated and the application dismissed by the 
Commission, division 4, by an order in Finance No. 14396, Hart- 
well Railway Co. Abandonment. It said the carrier had not 
availed itself of the permission granted, but expected to con- 
tinue operation. 


C.1& L. 


The Chicago, Indianapolis & Louisville Railway Co. has 
applied to the Commission, in Finance No. 15702, for authority 
to abandon its single-track main line extending 6.65 miles be- 
tween Armour, Ind., and Lowell, Ind., and to construct, in lieu 
thereof, a new single-track main line over a new route between 
the same points for approximately 6.71 miles. Applicant said it 
desired to abandon the line because of “hazards of operation 
and operating delays due to a bog over which the line passes, 
slowing down of operation due to excessive curvatures in the 
line, and heavy maintenance expenditures due to the bog.” 


E. P. & S. 


By a report and certificate in Finance No. 15641, El Paso & 
Southwestern Railroad Co. Abandonment, the Commission, divi- 
sion 4, has authorized the applicant to abandon, and the South- 
ern Pacific Co. lessee, to abandon operation of, the so-called 
Cloucroft branch, 31.66 miles, extending from Almagorda Junc- 
tion to the end of the line at Russia, in Otero county, N. M. 
Conditions were prescribed for the protection of employes. 


COMMISSIONER BARNARD RETURNS 


Commissioner Barnard returned to his duties in Washing- 
ton April 29, following an absence caused by injuries suffered 
in an automobile accident after he was nominated by President 
Roosevelt, but before he was confirmed by the Senate, in 1944. 
A flare-up of the consequences of the accident made it neces- 
sary for Commissioner Barnard to submit to treatments during 
the summer of 1946. He attempted to return to his duties in 
the latter part of the year, but found that further treatments 
were necessary. 


Western Passenger Fare Increase 


By special permission No. 33334, the Commission has au- 
thorized railroads operating west of the Mississippi River to 
increase passenger and_Pullman fares, effective June 10, on 
not less than 10 days’ notice. Citing increased costs of operation 
as making necessary the increases, the railroads proposed an 
increase of 15 per cent in present round-trip transcontinental 
first class fares and specific increases in fractions of a cent a 
mile for twelve other fare classifications. The application for 
special permission, filed by H. W. Sidall and V. T. Corbett, said 
in no case were the proposed increases in excess of 3.3 cents a 
mile in sleeping cars, or 2.2 cents a mile in coaches, as pre- 
scribed by the Commission. 


Midwest Motor Bureau Asks Partial 
Vacation of I. and S. M-2723 Order 


The Middlewest Motor Freight Bureau and motor carriers 
respondents in I. and S. M-2723, Middlewest General Increases, 
have asked the Commission to vacate its order of suspension 
and investigation in that proceeding insofar as it has suspended 
the provisions of section 1, note 1, item MI-200-D of supplement 
28, and section I, item M-200-E of supplement No. 29 to 
Middlewest Motor Freight Bureau, Agent, MF-I. C. C. No. 23 
(see Traffic World, March 1, p. 656). It said the provisions 
covered by this request named increases on dairy products 
from origins in Minnesota, North Dakota and South Dakota to 
destinations in Illinois, Indiana, Minnesota, North Dakota and 
Wisconsin. 


The involved traffic, said the respondents, was back-haul 
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traffic for the motor carriers and as such was not only highly 
desirable but had been the subject of much rate-cutting in times 
past. 

The respondents said that considering the fact that the 
basic rates that were sought to be increased in the instant pro- 
ceeding were exceedingly low; that the increases proposed to be 
established since that time were nominal; and that the pro- 
posed increases had not Kept pace with increases in expenses 
which motor carriers had experienced since the conclusion of 
the Commission, division 3, was reached in Dairy Products in 
the Northwest, 28 M. C. C. 267, it was apparent that the 
suspended provisions not only did not exceed but were far 
from a maximum reasonable basis. The respondents added: 

It is also pointed out that the tendency of rates on back-haul traffic 
is not to exceed maximum reasonable rates but rather to depress below 
minimum reasonable rates. The movement of dairy products between 


the points in question is no exception to this rule, as division 3 well 
found. 


Water-Rail Rate Hearing 
Opens May 26 in San Francisco 


The Commission has assigned proceedings involving com- 
petitive transcontinental rail and water rates, and those involv- 
ing competitive rail and water rates on the Pacific Coast, for 
hearing at the Railroad Commission of California, San Fran- 
cisco, beginning May 26. Hearing in the coast-to-coast rates 
will immediately precede hearing in the Pacific Coast case No. 
29663, Transcontinental Rail Rates, and related cases, will be 
heard first by Commissioner Alldredge and Examiner Hosmer, 
evidence to be confined as far as possible to proposed interim 
rates. Another hearing will be. held in Washington, June 11, 
in that case. 

The commission said shippers and others would have op- 
portunity to present evidence with respect to the broader pro- 
— of the water carriers at hearings to be assigned after 
July 1. 

Hearing in No. 29721, All-Rail Commodity Rates between 
California, Oregon and Washington, and related cases, will be 
before Commissioner Alldredge and Examiner Pyne. 

The coast-to-coast proceedings were assigned for oral argu- 
ment before the Commission at Washington, June 12, with 
argument in the Pacific Coast cases assigned for June 13 at 
Washington. Memorandum briefs supplemental to or in lieu of 
oral argument may be filed on those dates. 


Maximum or Minimum Motor Rates 
for New England Argued 


The Commission, division 2, heard argument May 7 in Ex 
Parte MC-22, Motor Carrier Rates in New England. In that 
proceeding, Examiner Paul Coyle, on further hearing, respect- 
ing classifications and class rates of motor common carriers 
between points in New England, and between points in New 
England, on the one hand, and points in eastern New York and 
northeastern New Jersey, on the other, recommended that 
present classifications should be continued and present class 
rates be found unreasonable to the extent they exceeded those 
at the bases of maximum reasonable rates recommended for the 
future (see Traffic World, May 18, 1946, p. 1485). 

Time for argument was alloted to Ralph H. Cahouet, for 
the New England Motor Rate Bureau, Inc.; Charles E. Cotterill, 
for motor carrier respondents of Eastern Motor Freight Con- 
ference, Inc.; J. Frank Dickson, Jr., for H. B. Church Truck 
Service Co.; Frederick E. Brown, for the Port of New York 
Authority; N. W. Ford, for the Manufacturers Association of 
Connecticut, Inc.; and James F. Knudson, for the Department 
of Agriculture. 

Mr. Cahouet asserted that the motor carriers of New 
England had for a long time developed a system of non-dis- 
criminatory rates and he asked that in deciding this case, the 
Commission not “strike down” this work. He asked that a 
minimum rate order be issued, as did Mr. Cotterill. In the 
course of his argument, Mr. Cotterill questioned the validity 
of any maximum rate order based on the record or findings 
in the proceeding. He based his request for a minimum rate 
order on the emergence of competition and rate-cutting. 

Mr. Brown asked modification of the recommended findings 
to avoid, he said, the imposition of penalty surcharges or in- 
flated rate scales against the New York metropolitan area, its 
shippers and receivers. For H. B. Church Truck Service Co., 
Mr. Dickson asked that if a maximum rate order was issued, 
it be not made applicable to the irregular route common carrier. 

Mr. Ford took the position that there should be a motor 
carrier classification based on weight and density as against the 
National Motor Freight Classification, which, he said, gave the 
greatest emphasis to value as a classification element. He said 
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his association would like to see the Commission prescribe a 
“completely new” classification, together with applicable rat- 
ings and rules, and if it did not desire to go that far, it should 
at least require the carriers to improve the New England 
classifications somewhat after the pattern of the decision in 
No. 28310, Consolidaed Freight Classification. 

He expressed the preference of the association for maxi- 
mum rather than minimum rates, on the ground, largely, that 
shippers needed an order that would stabilize rates by placing 
a roof over them. He contended that a minimum rate order 
would permit the carriers to publish commodity rates lower 






















than the minimum class rates, since the commodity rates were Exa 
not involved in this proceeding. j = 
E. J. Scott, speaking for the Department of Agriculture in °) 
place of Mr. Knudson, asked the Commission to adopt the A 
examiner’s report. rights 
® more 
Mohegan Asks Reinstatement of Rober 
i. = ; ry 
Forwarding Permit (Port: 
Asserting that commodities consigned for export must still Co., E 
be placed aboard vessels at scattered ports as space becomes the IV 
available, and “invariably on very short notice,” Mohegan In-: comm 
ternational Corporation has asked the Commission in FF-3 to New 
— until October 22, a permit that expired September 30, J jotwe 
The applicant was authorized in January, 1944, to forward ce 
commodities generally when consigned for export from New y. 
York, N. Y., to United States ports on the Atlantic Coast south daily 
of Norfolk, the Gulf of Mexico and Pacific coasts, and to Laredo, J axam 
Tex, It said the granting of the limited permit was based, § jar 
among other things, on the fact that it was providing for ex- in the 





pedited transportation of shipments consigned for export, that 
normally would move through the Port of New York, but which, 
“during the present national emergency must move through 
other ports where vessels are available.” 

_ Statements as to use of the Mohegan service from four 
shippers were attached to the petition. 
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No. 29735, United States of America vs. Aberdeen & Rockfish, et al. 



































Alleges ‘‘wilful’’ refusal of defendants, 964 named railroads, in nah. 
the period from June 3, 1941, until October 1, 1946, to accord Recc 
storage-in-transit arrangements with respect to their published ex- celer 
port rates at intermediate interior storage-in-intransit points, estab- reas 
lished by complainants to meet emergency needs of its export traffic | 1946 
(military and naval), on compliance with reasonable terms and con- a 
ditions and payment to defendants of just and reasonable transit Rail 
and out-of-line charges, in violation of section 1 (see elsewhere). Rail 
Asks determination of ‘‘just and reasonable’ charges and repara- on I 
tion. (David O. Mathews, special assistant to the Attorney General). and 

MC C-886, Sub. 1, New England Motor Rate Bureau, Inc., Boston, Mass., nah 
vs. T. Poroto & Sons, Inc., Wallingford, Conn., et al. side: 

Alleges “‘unjust and unreasonably low’’ rates established by de- . < 
fendants between points in New England territory on electric cable, ms 
wire, and rods, brass, bronze or copper, as described in the com- wer 
plaint, in truckléad and less-truckload quantities. Asks investiga- said 
tion of such rates and establishment of the level that existed prior exis 
to the reductions complained of. (Ralph H. Cahouet, 262 Washing- rier 
ton St., Boston, Mass.) coul 

No. 29652, Sub. 2, Cudahy Packing Co., Chicago, IIl., vs. Santa Fe, et al. 

Alleges demurrage charges on 15 refrigerator cars containing 
various commodities, delivered to complainant at plants in South 
Omaha, Neb., Wichita, Kan., Denver, Colo., and Los Angeles, Calif., 
unloading of which was delayed by a strike of complainants’ em- son, 
ployes, in violation of section 1. Asks waiver of charges exceeding Gd 
ms a car a day. (Frank J. Madden, 221 N. LaSalle St., Chicago, mis 

No. 29734, L. E. Lichford, Lynchburg, Va., vs. C. & O., et al. 

Ratés on beer, from St. Louis, Mo. (East St. Louis, Ill.) to Lynch- nat 
burg, and on empty beer containers, in reverse direction, in viola- at 
tion of sections 1, 3, and 4. Asks cease and desist order, rates, and Fre 
reparation on shipments moving two years prior to filing of com- Ans 
plaint, and during pendency. (W. G. Burnette, 1104-5 Peoples unc 
National Bank Bldg., Lynchburg. Va.) 1 7 

MC Sng — Mills, Union, S. C., vs. Cooper Motor Express, Th 
ne., et al. 

Alleges charges on 13 shipments of scoured wool, made in the uct 
months of February and March, 1942, from Boston and Norwood, ogt 
Mass., to Union, S. C., totaling $5,120.42, were $584.23 in excess of in 
legally applicable charges, Asks finding that refund is due under rat 
section 217(b); also determination whether refusal to comply with cis 
that section constitutes a violation of section 222(a), and whether rat 


penalties provided by that section should be invoked. (L. O. Kim- 
berly, Jr., 22 Marietta St. Bldg., Atlanta, Ga.) 
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Examiner Recommends Unification 
of Rights in Through Route 


Authority to unify separately-purchased motor carrier 
rights to perform a through service between Boston and Balti- 
more will be granted if the recommendations of Examiner 
Robert H. Murhphy, in a proposed report in MC F-3389, Thomas 
J. Lyons—Control; Shoe City Express Co., Inc.—Purchase 
(Portions)—J. Normal Marshall and Holland Transportation 
Co., Inc., are followed by the Commission. 

The examiner said Express would purchase a portion of 
the Marshall rights authorizing the transportation of general 
commodities, with exceptions, over regular routes between 
New York and Baltimore via two routes, and Holland rights 
between Boston and New York via two routes. The proposed 
unification, he said, would afford Express an opportunity to 
perform a through service between Boston and Baltimore. 

As to the opposition of E. J. Scannell, Inc., operating a 
daily service between Boston, Brockton, and Baltimore, the 
examiner said the evidence showed it would probably lose some 
traffic to Express as a result of the purchases. The evidence 
in the latter connection, he said, had not been supported by any 
specific figures. He said the protestant’s operations had been 
profitable. Considering the importance of the territory in- 
volved, the present demand for transportation facilities, and 
the traffic potentialities of the territory and over the consid- 
ered routes, together with the fact that the shipping public was 
entitled to the improved service that would result from uni- 
fication, the examiner said he was not convinced by the evi- 
dence that the additional competition would so seriously affect 
the revenues of protestant as to impair its ability to continue 
rendering its present service. The fact that some loss of revenue 
to competing carriers might result was not sufficient reason 
for denial of the application, he said. 


Proposed Reports 


Naval Stores 


I. and S. No. 5443, Naval Stores to Jacksonville and Savan- 
nah. By Examiners Frank C. Weems and Otto A. Hanson. 
Recommended that Commission order suspended schedules can- 
celed, discontinue proceeding, and find not shown just and 
reasonable, schedules filed to become effective November 29, 
1946, and suspended until June 29, 1947, by which the Southern 
Railway Co., and its affiliate the Georgia Southern & Florida 
Railway Co., propose to establish reduced rates a 100 pounds 
on naval stores, in carloads, from certain stations in Florida 
and Georgia on the G. S. & F., to Jacksonville, Fla., and Savan- 
nah, Ga. The proposed rates, said the examiners, were con- 
siderably lower than the present normal rates on naval stores 
in Southern Territory and would be applied over routes that 
were from 227 per cent to 407 per cent circuitous. It appeared, 
said the examiners, that the disruption that would occur in the 
existing rate structure would result in revenue losses to car- 
riers generally far greater than the revenue gains that possibly 
could result from the rates proposed. 


Grain and Grain Products 


No. 29488, California Milling Corporation et al. vs. Atchi- 
son, Topeka & Santa Fe Railway Co., et al. By Examiners 
G. J. Hall and John H. Colgren. Recommended that the Com- 
mission find the assailed combination rates and transit restric- 
tions on shipments of grain and grain products from central 
Montana and transcontinental groups F to J, inclusive, to desti- 
nations in California south of and including King City and 
Fresno, when moved over routes through and transited at Los 
Angeles, are, and for the future will be, unreasonable and 


_ unduly prejudicial to the extent they exceed rates of 68 cents 


a 100 pounds plus subsequently authorized general increases. 
The examiners said that in its report in Grain and Grain Prod- 
ucts, 129 I. C. C. 261, 264, pp. 442 to 446, the Commission rec- 
ognized as proper the necessity for wide equalization of routes 
Mm connection with the Montana and transcontinental group 
rates there prescribed by it, and at page 450 of the same de- 
cision specifically required application of the Montana group 
rate to California over the short as well as over the longer 
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routes of the originating carriers through Seattle, Wash., and 
Portland. They said the routes through Los Angeles to King 
City and Fresno from Montana and transcontinental origins 
were as short as, and in many instances shorter than, a number 
of the present routes from these origins to destinations in the 
California group via Portland and other northern gateways. 
No higher rates, said the examiners, were therefore warranted 
on shipments from and to the same points via Los Angeles. 
They said the desire of the defendants to cancel or curtail free 
back-hauling transit privileges in California was understand- 
able, but that such action, if otherwise justified, should be uni- 
formly applied as between competing shippers and localities 
and not piecemeal as in this proceeding. There was plainly no 
justification, said the examiners, for curtailing the rates and 
routes on transited shipments while continuing the present 
liberal routing and free back-haul privileges maintained by 
defendants in connection with shipments of grain and grain 
products from Montana and transcontinental origins to Cali- 
fornia, diverted or reconsigned. 


Motor Proposed Reports 


(Recommended rders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Ohio (Elyria)—-MC 108230, John J. Kenska. Certificate 
proposed. New road building machinery and equipment and 
parts thereof, from points in Lorain county, O., to all points in 
U. S., with returned or rejected shipments in the opposite di- 
rection, and used road building machinery and equipment be- 
tween all points in U. S., over irregular routes. 

New York (Keyport)—-MC 108188, Rollo Trucking Corpo- 
ration, Inc. Certificate proposed. Petroleum and petroleum 
products, in bulk, in tank trucks, from Port Socony, N. Y., to 
points in defined areas of N. Y., and N. J., over described 
Prem n subject to request for revocation of permit in MC 

Indiana (Gary)—MC 108181, G. E. Riddle, dba Riddle 
Cartage. Permit proposed. Structural clay products, sand, 
stone, and cement between points in Cook county, IIl., on the 
one hand, and points in Lake, La Porte, Porter and St. Joseph 
counties, Ind., on the other, over irregular routes. 

New York (Hancock)—MC 108126, Sub. 1, Milton H. Doo- 
little and David J. Pritchard, dba McGranaghan Taxi. Certifi- 
cate proposed, subject to revocation of certificate in MC 108126. 
Passengers and baggage, over regular routes, between specified 
points in N. Y., and Pa. 

INinois (Marion)—MC 107983, William H. Fawcett, dba 
Ohio Valley Creamery Co. Permit proposed. Butter, cheese, 
condensed milk, ice cream mix, raw milk and cream, in con- 
tainers and empty dairy product containers, between points in 
Tll., on the one hand, and points in Ark., Fla., Ga., Ind., Ky., 
La., Mich., Miss., Mo., O., Tenn., and Wis., on the other, over 
irregular routes. 

Pennsylvania (Philadelphia)—-MC 107747, Earnest A. Aus- 
tin. Certificate proposed. Passengers, in charter operations, 
beginning and ending in Philadelphia, Pa., and points in Pa., 
N. J., and Del., within 30 miles of Philadelphia, and extending 
to cemeteries in Pa., N. Y., N. J., Del., Md., Va., and D. C., 
and corpses, flowers, accessories used in connection with funer- 
als, and undertaker’s supplies and equipment, in the same vehi- 
cle with passengers, from Philadelphia and points in Pa., N. J., 
and Del., within 30 miles of Philadelphia, to cemeteries in Pa., 
N. Y., N. J., Del., Md., Va., and D. C., and undertaker’s supplies 
and equipment on return movements in the same vehicle with 
passengers, over irregular routes. 

Virginia (Pulaski)—-MC 107567, T. J. Gemmell and M. M. 
Gemmell, dba Gemmell’s Transfer. Certificate proposed. House- 
hold goods between Pulaski, Va., and points in Va., within 25 
miles of Pulaski, on the one hand, and, on the other, points in 
N. C., Tenn., Va., and W. Va., over irregular routes. 

Wisconsin (Sheboygan)—MC 102970, Sub. 1, Wenzel 
Marsch. Certificate proposed. Passengers and baggage in round- 
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trip charter operations, beginning and ending at points in She- 
boygan and Ozaukee counties, Wis., and extending to points in 
Ill., over irregular routes. 

New York (Brooklyn)—MC 92330, Sub. 13, H. A. Schult 
and John M. Schult, dba H. A. Schult Co. Certificate proposed. 
Coal tar, coal tar distillates, water gas tar, paving tar and 
asphalt, in bulk, in tank trucks, from and to specified points 
and territories in N. J., N. Y., and Conn., over irregular routes. 

Washington (Seattle)—-MC 88433, Sub. 9, Dependable Auto 
Transport Co., Inc. Denial of certificate proposed. Motor trucks, 
in secondary movement, in driveaway and/or towaway service, 
between Spokane, Wash., and points in Utah and Calif., and 
motor vehicle trailers, trailer chassis, semi-trailers, semi-trailer 
chassis, accessories and equipment therefor, in initial and sec- 
ondary movements, in driveaway and/or towaway service, be- 
tween Spokane and points in Calif., and in initial movements, 
in driveaway and/or towaway service, from Spokane to points 
in Wash., Ore., Ida., Mont., and Utah, over irregular routes. 

Rhode Island (Newport)—-MC 60251, Sub. 2, Richmond C. 
Dennis, dba P & D Transportation Co. Denial of certificate 
proposed. Fish, including shell fish, and fish products, between 
points in Newport county, R. I., on the one hand, and Prov- 
idence, R. I., New Bedford, Mass., and New York, N. Y., on 
the other, over irregular routes, with return of rejected ship- 
ments and empty containers. 

Colorado (Walsh)—MC 59860, Sub. 2, L. E. Walker. (Su- 
persedes recommended report issued April 23). Certificate pro- 
posed. . Livestock, livestock feeds and feedstuffs, farm imple- 
ments and farm machinery and parts therefor and agricultural 
commodities, over irregular routes, between points in a de- 
scribed area of Colo., on the one hand, and, on the other, Dodge 
City, Kan., and points in a defined area of Kan., subject to 
conditions restricting service and eliminating duplicating rights. 

New York (New York)—MC 58813, Sub. 3, Selman’s Ex- 
press, embracing Sub. 4, Same. Certificate proposed. Ladies’ 
wearing apparel, and materials and machinery used in the man- 
ufacture thereof, between Newark, N. J., on the one hand, and, 
on the other, Cobleskill and Frankfort, N. Y., and between 
Jersey City, N. J., on the one hand, and, on the other, Oneonta, 
Hudson Falls, and Little Falls, N. Y., over irregular routes. 

Wisconsin (Waupun)—MC 52995, Sub. 4, L. Hinshaw, dba 
Waupun Dray Line. Permit proposed and dual operations rec- 
ommended. Insecticides, dry earth, paint, and animal and 
poultry tonics and medicines, from Quincy, IIl., to points in Wis., 
over irregular routes, with return of rejected shipments and 
empty containers. , 

Kentucky (Pikesville)—MC 52947, Sub. 10, Pinson Trans- 
fer Co., Inc. Certificate proposed. Household goods between 
points in Pike, Letcher, Floyd, Martin, Johnson and Lawrence 
counties, Ky., on the one hand, and, on the other, points in the 
lower peninsula of Mich., over irregular routes. 

New Jersey (Newark)—MC 44796, Sub. 1, John J. McCann, 
dba McCann’s Express. Certificate proposed. Glass products, 
from Port Allegany, Pa., to New York, N. Y., and points in 
Bergen, Passaic, Essex, Hudson, Somerset, and Middlesex coun- 
ties, N. J., and rejected shipments of glass products, and ma- 
terials and supplies used in the manufacture of glass products, 
in the opposite direction, over irregular routes. 

Wlinois (Chicazo)—-MC 39521, Sub. 5, Chicago Southern 
Transportation Co. Permit proposed. Dairy products, from Chi- 
cago to points in Ala., Fla., Ga., and Miss., fresh and frozen sea 
food, from points in described areas of La., Miss., Ala., and Fla., 
to points in Ill., and frozen foods, from Chicago to points in 
Ala., Fla., Ga., and Miss., and empty containers and rejected 
shipments on return movements from points in the aforemen- 
tioned destination territories to respective points of origin, 
traversing Ark., Ky., and Tenn., for operating convenience, 
over irregular routes. 

Indiana (Indianapolis)—-MC 23024, Sub. 9, Ellis Trucking 
Co., Inc. Certificate proposed. General commodities, with ex- 
ceptions, over five specified routes between points in Mich., for 
operating convenience, subject to condition. 


Pennsylvania (Phoenixville)—-MC 5649, Sub. 12, Kulp and 
Gordon, Inc. Certificate proposed. Insulating materials, from 
Port Kennedy, Pa., to points within 150 miles of Port Kennedy 
in N. J. (except those within 35 miles of New York, N. Y.), Md., 
Del., and D. C., over irregular routes, with return of rejected 
shipments. 

New Jersey (North Haledon)—-MC 108107, Leonard Wil- 
liams, dba Lenny’s Trucking. Permit proposed. Such mérchan- 
dise as is dealt in by chain retail department stores, and in 
connection therewith, equipment, materials, and supplies used 
in the conduct of such business, under individual contracts or 
agreements, from points in Passaic county, N. J., to points in 
N. Y., within 50 miles of Paterson, N. J., over irregular routes, 
with return of rejected shipments. 

Massachusetts (North Andover)—MC 107619, Edward 
Mozsenko. Dismissal proposed on finding applicant’s operation 
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not to be that of a common or contract carrier by motor ve- 
hicle subject to part II of the act. Applicant sought authoriza- 
tion, if deemed necessary, to operate as a common carrier of 
such merchandise as is dealt in by retail filling stations, and 
storage tanksy compressors, pumps and such other equipment, 
material, and supplies as is used in the conduct of such business, 
between points in Mass., and N. H., and sand, gravel, and stone, 
in bulk, in dump trucks, from points in Mass., to points in N. H., 
over irregular routes. The report concluded that applicant’s 
primary business was that of a contractor, and that his opera- 
tion was that of a private carrier. 

New Jersey (Newark)—-MC 106528, Harry N. Menter, dba 
Arrow Messenger & Delivery Service. On further hearing, rec- 
ommends modification of findings in prior report (order of 
August 7, 1946), and grant of certificate. Printed matter, photo- 
graphs and photographic materials and supplies, in packages not 
exceeding 24 inches in length, width, or depth, or 50 pounds in 
weight, between points in N. J., on the one hand, and, on the 
other, New York, N. Y., and general commodities, with excep- 
tions, including the aforementioned, between Newark, N. J., 
and points in N. J. within 20 miles of Newark, on the one hand, 
and, on the other, New York, N. Y. 

Pennsylvania (Philadelphia)—-MC 31444, Sub. 27, Samuel 
Schreiber and Mrs. Harry Schreiber, dba Schreiber Trucking 
Co. Certificate proposed, provided applicants request revoca- 
tion of a specified portion of certificate in Same, Sub. 1. Over 
irregular routes, (1) canned, preserved, and prepared foodstuffs, 
and beans in bags, from specified N. J., N. Y., and Md., points 
to Pittsburgh and points in Pa. within 50 miles of the Point 
Bridge in Pittsburgh; (2) general commodities, with except'ons, 
to and from Oakfield, N. Y., in connection with applicants’ 
presently authorized regular-route operation between Silver 
Creek and Batavia, N. Y. 































Southern Pacific Proposes Refund 
of San Francisco Terminal Bonds 


The Southern Pacific Co., in Finance No. 15700, has asked 
the Commission for authority to issue not exceeding $22,500.000 
of new San Francisco Terminal First Mortgage Bonds, Series A. 
The proceeds, with other funds, according to the application, 
will be used for the redemption and retirement of $24,767,600 
of terminal bonds due April 1, 1950. The old bonds will be 
redeemed at 105. 

The S. P. said creation of a new San Francisco Terminal B 
first mortgage was a further step in its six-year program to 
improve its debt structure and that of its subsidiary. It said 
the refunding would have the effect of extending by about 25 
years the debt now due April 1, 1950, insuring the company 
“between now and 1950” against a rise in the general level of 
interest rates. In addition, it said, it would benefit from the 
creation of an improved financing instrument “which will be a 
medium for financing capital expenditures in the San Fran- 
cisco area within the limitations of the proposed mortgage.” 
The new mortgage, according to the application, will provide 
that $35,000,000 of terminal bonds may be outstanding at any 
one time. New bonds may be issued for not exceeding 75 per 
cent of the cost of acquiring additional lines of railroad and 
other properties, for terminal or other railroad purposes, in the 
city and county of San Francisco, and in San Mateo county, 
Calif., and additions and betterments made after June 1, 1947. 

The new bonds will be offered at competitive bidding, ac- 
cording to the application, which said the redemption rate of 
the new bonds under the sinking fund provisions of the new 
mortgage would be calculated when the public offering price 
of the bonds had been fixed. The new bonds will be dated 
June 1, and the old bonds called for redemption October 1 





























OFFICIAL-W. T. L. DIVISIONS ARGUMENT 


The Commission heard oral argument May 1 in two pro- 
ceedings involving the lawfulness of divisions between rail 
carriers in Official and Western Trunk Line territories. In 
those proceedings, No. 28277, Frank O. Lowden, James Gorman 
and Joseph B. Fleming, trustees of the estate of the Chicago, 
Rock Island & Pacific Railway Co. vs. Ahnapee & Western 
Railway Co., et al., and No. 28589, Baltimore & Ohio Railroad 
Co. et al. vs. C. R. I. & P. et al., Examiner Howard Hosmer 
recommended a method of division different than that proposed 
in a 1944 report by Examiner Arthur R. Mackley (see Traffic 
World, No. 30, 1946, p. 1425). 

Time for argument was assigned to Bryce L. Hamilton, 
for the complainants in No. 28277 and the same carriers as de- 
fendants in No. 28589; Carson L. Taylor for certain western 
Trunk Line carriers; James A. Gillen, for certain western rail- 
roads; and Joseph F. Eshelman and John J. Fitzpatrick for the 
eastern railroads. 
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Exceptions to Morgan Water Carrier 
Proposals Filed with I. C. C. 


National Industrial Traffic League objects to report as 
a whole and to the individual legislative recommenda- 
tions. Houston port terminal operators ask Commission 
not to accept recommendation for regulation of such 
operators. Maher Coal Bureau opposes regulation of 
Great Lakes bulk carriers 


The National Industrial Traffic league, in exceptions to the 
so-called ‘““Morgan report” in Ex Parte No. 165, Problems in 
the Regulations of Domestic Transportation by Water, has 
summed up its general grounds of objection to the report and 
the recommended conclusions in eight numbered paragraphs. 

Exceptions to the report have also been filed by Harris 
County Houston Ship Canal Navigation District, Gulf Atlantic 
Warehouse Co., and Manchester Terminal Corporation, jointly; 
an ~ the Maher Coal Bureau. 

| Fhe 480-page printed report, embodying the results of an 
investigation instituted in 1944, carried proposed recommenda- 
ti hs for amendments to existing legislation that would bring 
empt transportation under regulation, with certain conditions. 
The opinion was also expressed that no necessity existed for 
imposition of a commodities clause in connection with domestic 
water transportation; that water-rail and rail-water rail differ- 
ential adjustments be inventoried; and that the interstate com- 
merce act be made applicable to all port terminal operators 
serving common carriers in interstate transportation (see Traf- 
fic World, Jan. 18, p. 166). 

The League said the 14 paragraphs of proposed findings, 
including nine ‘‘separate specific amendments” of the act and 
other statutes, with the suggestion that consideration be given 
to other amendatory legislation, did not respond to any demands 
of the shipping public, or needs or desires expressed by carrier 
managements. There appeared no warrant for initiating con- 
sideration of such legislation at this time, the League said. 

Experience could not be said to have shown the need for 
changes, said the League, because in view of war and early 
post-war conditions there had been no normal experience and 
hence no true test of the present statutory provisions. Its third 
general objection said the conclusions and proposed findings 
were purely the product of private research by members of the 
Commission’s staff, based solely on a study of selected data 
and material, not on proven circumstances, conditions, or neces- 
sities. The report did not disclose what qualifications or experi- 
ence the Commission’s research men might posses to exercise 
informed judgment or to use “that sound discretion which can 
be exercised only by men who have had practical background 
in proposing such sweeping changes or innovations,” said the 
League. 

The printed report was described as that of C. S. Morgan, 
chief carrier research analyst of the Commission’s Bureau of 
Transport Economics and Statistics; and an accompanying no- 
tice issued by the Commission at the time the report was made 
public, listed the names of other Commission staff members 
and one former member, who had given aid in preparation of 
the report. 5 

No Formal Investigation 


The league said the report did not represent the results of 
such an investigation as contemplated by the basic procedural 
provisions of the act, did not reflect such inquiry as Congress 
intended in section 304(b) of the act of September 18, 1940, 
and that the introductory language of the report summarized 
the three main chapted and disclosed that “there has been only 
an informal study” by staff members of the bureau. The Com- 
mission itself authorized no formal investigation, continued the 
League, adding that “quite evidently” the staff addressed itself 
to questions considered by Congress when the transportation 
act was passed. It said members of the Commission’s staff 
“apparently feel that Congress did not legislate wisely in 1940,” 
and that, accordingly, by correspondence, reading of literature, 
conferences with various persons not identified in the report, 
and general research, data had been assembled purporting to 
require or justify the fourteen numbered paragraphs of direct 
or conditional recommendations. 

Its fifth general objection was based by the league on a 
statement that there was no formal record of data or evidence 
considered as supporting the report and its recommendations, 
making specific refutations in accordance with the Commis- 
Sion’s rules of practice difficult. It continued: 


The authors of the report present figures and facts derived in part 
from official and from semi-official sources, also quotations from reports 
of congressional hearings preceding the passage of the transportation 
act of 1940. They also refer to what may fairly be described as anony- 
mous sources in that the parties have no practical means of identifying 
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or going to the correspondence, reports, and sources in questions. 
Recommendations of the importance of those here made ought not to 
be adopted by the members of the Commission when not supported by 
any formal record to which interested parties may refer in exceptions 
or in supporting arguments. This is particularly so when such recom- 
mendations, if transmitted to the Congress, will appear to be based 
upon special investigation and public hearings, not usually undertaken 
in connection with such recommendations for satutory changes. The 
report will inevitably give that appearance, erroneously. 


Claiming no license to speak for the “whole public,” the 
League said it had not developed any sentiment in support of 
the conclusions of the report and that of favorable comments. 
It said if favorable comments to the extent of substantial sup- 
port for the recommended conclusions, it urged public hearing 
before adoption or final serious consideration of the report. 

Its seventh general objection was to the effect that the 
judgment and discretion imposed on the Commission by law 
was not vested in the members of the Commission’s staff, but 
rested on the Commissioners ‘‘voting as an administrative en- 
tity.” The League said it assumed the eleven Commissioners 
individually possessed very little information concerning the 
“endless details of the proposed report,’ and that they had not 
taken the time and “can hardly spare the time’ from other 
duties to make intensive study of the report “essential to ex- 
pressing judgment and discretion of the Commissioners on the 
numerous recommendations.” One might question, said the 
League, whether the individual Commissioners and members of 
the Commission’s legislative committee, if called to~testify be- 
fore House and Senate committees, “would feel warranted in 
testifying that there had been any real experience, not under 
pressure of war or early post-war conditions, which demon- 
strates the error or insufficiency or the weakness of the laws 
heretofore enacted by the Congress and now in effect.” 

As its eighth objection, the League said that it “poses the 
question,” whether adoption of the report and its transmission 
to Congress as supporting recommended legislation (not advo- 
cated by shippers or carriers) would be to the credit of the 
thoroughness and completeness of the Commission’s work and 
methods and the soundness of its administrative judgment. 
From that standpoint, said the League, it objected to the report 
as a whole and submitted that it should not be approved or 
entered by the Commission. 

Before setting forth its argument on each of the 14 recom- 
mendations, to which it objected, the League said that ‘‘consid- 
ering the character and limitations of the antecedent studies” 
and the nature of the recommendations, organizations or indi- 
vidual shippers or carriers should not be expected to go to 
considerable expense and effort in preparing elaborate data 
in refutation or rebuttal of the recitals of the proposed report, 
at least not until some measure of support for the recommended 
findings had been expressed by carriers or users of transporta- 
tion. The League said it had not gone to the expense of 
assembling data and offered nothing in the way of tendered 
evidence against the proposed report. 


Commission Surprised? 


It said the Commission’s staff had had more than two years 
in which to gather material and prepare the report, that it was 
“suddenly released” to the public in January, “most unexpected- 
ly,” and that with all the hearings that had been going on and 
the difficulties and problems in transportation, shippers had had 
little opportunity to work up any rebuttal against the report. 
It then prefaced its discussion of the recommendations by a 
general section of fifteen pages, in the course of which, after 
reciting events leading up to what it said was apparently the 
only action the Commission had taken, to vote that a study be 
made, and the time expended in the study, the League said 
that “the circumstances strongly suggest that the commission- 
ers must have been somewhat surprised when this report 
reached them, with its far-reaching proposals for new legisla- 
tion.” It said “all this” was greatly in contrast with the ordi- 
nary procedure commonly followed by the Commission. 

At another point in this general argument, the League 
observed that, in spite of a plea by the director of the Office 
of Defense Transportation, written October 15, 1946, that in 
its next annual report the Commission recommend that Con- 
gress amend the act to bring under regulation the transporta- 
tion of commodities in bulk, the Commission had not included 
any such proposal in its list of ‘rather numerous recommenda- 
tions for legislation” in its annual report. It continued: 


Really, the letter of the distinguished and able director of the 
Office of Defense Transportation contributes no reasons whatever for 
considering repeal of certain of the bulk exemptions; and as to grain on 
the Great Lakes—the only particular movement mentioned, his plea 
amounts to little more than that regulation must be broadened—con- 
trols must be tightened—greater power imposed in the Commission, so 
that the government may run things better than they have been run 
under private managements! Complete co-operation of shippers and 
earriers is one thing; complete government control is quite another. 
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In its conclusion, the League said its officers and com- 
mittee chairmen had discovered a vast amount of criticism and 
opposition to the report as a whole, and, neither among the 
League members or other shippers, any substantial sentiment 
favorable to the specific recommendations or approving the 
report as a whole. 

The League said it should be understood, however, that 
there might be merit in or need for some specific clarifications 
or changes in the water carrier act, that some features re- 
mained controversial, and that the statute was by no means to 
be regarded as perfect. If the Commission was impatient to 
bring'to a head all questions or deficiencies or imperfections 
in the water carrier act, it said, the public was entitled to be 
heard and that an investigation should be conducted, with hear- 
ings, before the Commission put itself on record with legisla- 
tive recommendations. If substantial support developed, the 
League said oral arguments should be had before any Commis- 
sion action. 


Houston Terminal Operators Object 


The Houston terminal operators excepted to the Morgan 
recommendation that the interstate commerce act be so 
amended as to apply to all port terminal operators performing 
service for common carriers engaged in interstate transporta- 
tion. Observing that the Supreme Court of the United States 
had held that port terminal operators not owned or operated 
by carriers were subject to the Maritime Commission under 
the shipping act of 1916, they said any attempt to place them 
under the jurisdiction of the Commission in any respect would 
create an “intolerable situation resulting from two regulating 
bodies asserting jurisdiction over and attempting to regulate 
such operators.” As a result of being governed by two masters, 
possibly issuing conflicting orders, the Houston interests said the 
port terminal operators would be hampered in their operations 
and unable to operate their facilities efficiently. They cited 
California et al. vs. United States et al., 320 U. S. 577, in 
support of their position. They said the Maritime Commission 
had power to prohibit preferential and unreasonable practices, 
citing decision of that commission. They also said the Commis- 
sion, in Ex Parte 144, Status of Wharfingers, 251 I. C. C. 613, 
had recognized that Congress had placed with the Maritime 
Commission jurisdiction over wharfingers under the shipping 
act of 1916, as amended. 


The Houston operators, as did the League, observed that 
only two pages in the 480-page report, were given over to this 
topic and said Morgan completely ignored the jurisdiction of 
the Maritime Commission. They also said the Commission, in 
exercising its jurisdiction over the charges and practices of 
carrier-owned or operated port terminal facilities, could bring 
about uniform compensatory port charges for all port terminal 
operators by not allowing carrier-owned or operated facilities 
to reduce their charges to unreasonable low levels resulting in 
charges not compensatory to them or to competitive public or 
privately owned port terminal facilities. The jurisdiction of the 
Commission and the Maritime Commission, they said, was suffi- 
cient properly to regulate all port terminal operators and that 
there was no need for amendment of the interstate commerce 
act or any other law to accomplish this purpose. They asserted 
that the present jurisdiction of the Maritime Commission had 
proven effective in preventing preferential and unreasonable 
practices. 

They concluded their report by observing that the Federal 
Coordinator of Transportation on several occasions, and there- 
after the Commission had recommended that all wharfingers 
be regulated under the interstate commerce act, and that Con- 
gress on several recent occasions had considered legislation 
such as recommended by the report and each time had deter- 
mined there was no need for any such amendment of the 
interstate commerce act. The conditions under which Congress 
acted at those times had not changed and there was no reason 
that could be advanced by proponents of regulation under the 
interstate commerce act that had not already been considered 
by Congress and found wanting, said the Houston operators. 

The National Industrial Traffic League called the proposed 


finding “highly controversial,” and said the report indicated: 


that fact and that there were strong differences of opinion. 
The League had considered the question on several occasions, 
it said, and had not been able to come to a final conclusion 
concerning the proper treatment of wharfingers and port ter- 
minal operators. It also observed that the authors of the report 
quoted two decisions of the Commission inolving certain phases 
of the question, but “curiously” omitted any mention of Ex 
Parte 144. Also, it said, they failed to mention the jurisdiction 
of the Maritime Commission and its decisions, and the decision 
of the Supreme Court in Status of California et al. vs. United 
States et al. supra. This decision should be considered, it said, 
“as bearing on the strange situation if port terminal operators 
were made subject to the interstate commerce act and remain 
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subject to the shipping act as regards other traffic over which 
the Maritime Commission has jurisdiction.” 


Maher Coal Exceptions 


Maher Coal Bureau reviewed the refusal of Congress to 
provide exemption of bulk carriers, and excepted to this recom- 
mendation of the report, and said the arguments presented for 
exemption of the Great Lakes “boat freighters” that prevailed in 
1940 applied with at least equal force today. Saying there was 
apparently some thought at times that they would be exempt 
either by enactment of an outright exemption or by an admini- 
strative order of the Commission, the bureau said there was no 
point in urging repeal of the exemption if it was to be continued 
in another form. Need for regulation of those carriers must 
be shown before the extension of the Commission’s power to 
include this hitherto exempt class of carriers could be justi- 
fied, it said. 

At one point, the bureau said that ‘“‘the real consideration 
and basis for Dr. Morgan’s recommendation seems to lie princi- 
pally in what is perhaps a custom of thinking, an acceptance, 
through familiarity, of regulation as the normal condition rather 
than one specially occasioned... .” 

In urging that the Commission refuse to make proposed 
findings 2 and 3 of the report, the bureau said it was dependent 
on the bulk carriers for the major portion of its transportation 
services. Its business was dependent entirely on their mainte- 
nance of operations and service and of reasonable and non- 
discriminatory rates, it said, adding that “if we felt that we 
had any reason to fear the failure of either, we would be the 
first to seek, rather than to oppose, such extension of the 
regulatory powers as here proposed.” 


Support for Bulk Transport Regulation 


The only support of the idea of regulation of bulk -trans- 
portation, among the first fourteen parties filing exceptions was 
that offered by the Great-Lakes-New York State Barge Canal, 
a division of the Northeastern Inland Waterways Association. 
While making known the support of those operators, the asso- 
ciation emphasized that it was expressing only their point of 
view because, it said, ‘we are fully aware that what would be 
beneficial to those operators may be injurious to the interests 
of other water carriers.” 

The carriers making up that division of the association had 
unanimously resolved, at a special meeting, that the association 
endorse Dr. Morgan’s proposal that the bulk exemptions in part 
III of the act be cancelled insofar as they applied to carriers 
serving the Great Lakes-New York State Barge Canal area, 
the association said, adding that the reasons underlying the 
resolution were fully developed in the report and need not be 
repeated. It added that “implicit in the resolution is the recom- 
mendation, of course, that the bulk exemptions be likewise 
cancelled insofar as they apply to routes and carrier services 
that are competitive with the routes and services of the carriers 
for whom we are now speaking.” 

The association said it believed that an administrative type 
of exemption, such as Dr. Morgan recommended, would effect 
the delared policies of the act and that such an exemption 
would enable the Commission to grant exemption whenever 
a particular carrier could show the exemption would not 
jeopardize the public interest. 

The question of “grandfather” rights would raise a prob- 
lem, it said, and that a generous formula should be devised 
that would reflect the inherent nature of water transportation. 
The present method of fixing a particular date was calculated 
to work hardship in some instances, it said, because regularity 
of water service was much less prevalent than in the case of 
other forms of transport. 


It also referred to “the wholly unsatisfactory character in 
practical application” of the distinction now drawn in the act 
between a common and a contract carrier, adding that “the 
evils that flow from such obscurity in application are plain to 
see.” In the light of experience, it urged the Commission to 
recommend to Congress that the distinction be eliminated and 
that all for-hire carriers be treated as common carriers for 
regulatory purposes. 


American Rolling Mill for Free Economy 


Taking the position that the public had received no benefit 
from the regulation of water carriers and that it could be said 
with “reasonable assurance of its correctness” that the “direct 
opposite had resulted from the present regulation,” and adding 
that any further regulation would be detrimental to the public 
interest, Armco said it opposed the idea. Dr. Morgan had 
disregarded in “his effort to justify regulation of all water 
transportation” a basic principle, said Armco, and continued: 


It is the position of Armco that regulation of any particular ac- 
tivity of private citizens should depend entirely upon the need therefor 
in the public interest and regulation for the sake of regulating does 
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not in any sense ‘‘promote the public welfare.’’ Free men, operating 
in a free economy, should suffer no restraints in their pursuits unless 
and until they stay progress or create conditions detrimental to the 
best interests of the people as a whole. 


In support of its position it cited a statement by former 
Commissioner Eastman, as federal coordinator of transporta- 
tion, that the test of regulation must be the public interest. 
There was no monopoly in the transportation of bulk or exempt 
commodities on inland waterways, said Armco; that there 
was no call from the public for policing such transportation; 
no restraint on any person using the waterways for similar 
transportation; no inconvenience to the public in obtaining 
service in the movement of like articles; and the business of 
those engaged in such movements was not “clothed with a 
public interest” of a character calling for regulation of the 
“price” for such transportation. 

Those were the prime factors that had been and should 
be considered in regulating any form of business activity, it 
said, adding that they were not present in connection with 
the movement of bulk commodities, adding that the report 
had not shown otherwise “regardless of the straining and 
tugging of the author” to create a foundation for his recom- 
mendations through statements that “possibilities” existed or 
“assumptions” not fortified by facts, and that clearly disre- 
garded basic principles. 

Congress had found it necessary to regulate the railroads 
for the public good, it said, and that the only demand for motor 
carrier regulation had come from that industry. Armco added 
that it was “the position of those who had grown large that 
regulation would serve a useful purpose in placing restriction 
on others not so engaged and, thereby, create to a certain ex- 
tent a practical monopoly for their benefit.” Time and ex- 
perience, it said, had demonstrated that “such has been the 
net result of the regulation of motor carriers.” It continued by 
saying regulated motor carriers had not lost hope of having 
Congress legislate to restrict private motor carrier in such a 
way as to make it “most inconvenient, if not impossible,” for 
private carriers to operate. 


No “Clamor” for Water Carrier Regulation 


Regulation of water carriers did not result from public 
clamor or from request by the industry, said Armco, but be- 
cause of agitation from the other modes of transportation, in 
particular the railroads who, it said, contended, in a measure, 
that it was unfair to them that Congress subjected the railroads 
to regulation and did not place like restrictions on those using 
waterways for transportation. Armco said it thought the agita- 
tion of the other transportation agencies was under the theory 
that “to regulate is to restrain and, therefore, reduce in time 
the quantity and quality of water transportation.” Also, it 
said, the other modes of transportation felt that publication of 
rates by water carriers would enable them to determine not 
how but how high they might keep their rates and “still cap- 
ture tonnages moving via water.” If that was a correct state- 
ment, and Armco said it thought it was, it expressed the 
view that the public suffered from the regulation of water 
carriage “and such was not in the public interest.” 

If there had not developed in 140 years a demand from 
the public for protection from the “possibilities,” said Armco, 
a serious question existed as to the need for the present regula- 
tion. After a digest of the report, it said, ‘one is further im- 
pressed that the Congress erred in placing the present regula- 
tion in effect, and, therefore, it would be more proper to repeal 
part 3 of the interstate commerce act insofar as it concerns 
inland waterways carriage than to extend such regulation.” 

Armco observed that, operating as a private carrier, trans- 
porting its own raw materials or finished products, it could 
not if exempt commodities were regulated transport them for 
other private carriers even as an emergency and without detri- 
ment to prompt movement of its own commodities, adding that 
other private carriers could not handle exempt commodities for 
Armco. Cooperation among private transporters reduced the 
number of vessels and barges otherwise required, eliminated 
the necessity for larger terminal and mooring facilities and 
saved barge-days, said Armco. 

It asserted that, although the federal coordinator had said 
numerous favorable factors would come to the water carrier 
industry through establishment of joint through rates between 
water carriers themselves and between them and other forms 
of transportation, there had been little interchange between 
water carriers and “absolutely no additional through routes 
and joint arrangements between the water carriers and other 
modes of transportation.” 


Great-Lakes Opposition 


The Great Lakes Harbors Association and the Lake Car- 
riers’ Association also excepted to regulation of now exempt 
transportation. The City of Milwaukee’s Board of Harbor Com- 
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missioners adopted the exceptions of the Great Lakes Harbors 
Association. 

The two associations based their exceptions on similar 
grounds: That there was no public or legislative demand for 
such regulation; no abuses or discriminations to justify such 
regulation; no natural or actual competition between bulk 
Great Lakes carriers and other modes of transportation; that 
there was substantial competition between United States and 
Canadian carriers on the Great Lakes, with the Canadian car- 
riers unregulated; and that the Great Lakes carriers had met 
the needs of the country through depression, prosperity and war. 


Ocean Carriers Object 


The National Federation of American Shipping, Inc., and 
American Merchant Marine Institute, Inc., a member of the 
M. F. A. S. said they were opposed to repeal of sections 303(b) 
and (d), respectively exempting carriage in ocean-going vessels 
of not more than three bulk commodities in any one cargo 
and exemption of carriage of liquid cargoes in bulk in tank 
vessels. The Institute said the task of replying specifically to 
the report’s “vague but voluminous charges, philosophies and 
speculations in the time allowed is well nigh impossible.” It 
said adoption of Dr. Morgan’s proposal, after Congress had 
exempted the classes of transportation in question, would “con- 
stitute a refusal by the Commission to accept the Congres- 
sional mandate and an attempt, not based upon any showing 
of any changed circumstances, by a creature of Congress to 
upset the announced policy of that body.” The Commission, 
it said, would be in the position of saying to Congress that it 
was “wrong in 1940” and was still wrong. 

Referring to the recommendation in the report that con- 
sideration be given to regulation of transportation to, from and 
between territories and possession of the United States, the 
Institute and the association objected. The association said 
extension of jurisdiction to offshore trades, where there was 
no competition from railroads and trucks, would be incon- 
sistent with the purpose of the transportation act of 1940. Such 
regulation, it said, would involve complex questions concerning 
the economies of the territories and insular possessions not 
within the experience of the Commission. The only argument 
advanced, it said, was the “so-called protective benefits” ac- 
cruing from requirements of certificates of public convenience 
and necessity. If those requirements were of any value, it said, 
adding ‘‘and considerable doubt exists on that score,” they 
could readily be incorporated into the relevant shipping acts 
without change in the administrative agency. 

The Institute said many carriers serviced the territories 
and possessions as part of a service to foreign service. It said 
the confusion of having one part of the vessel’s operations sub- 
ject to the Commission and the other major portion subject to 
Maritime Commission supervision and conference agreements, 
would result in greater inconvenience. It also observed that 
such transportation was not competitive with railroads or other 
forms of transportation subject to the Commission. 


Northwest Towboat Association 


The Northwest Towboat Association opposed the recom- 
mendation for regulation of exempt transportation, the recom- 
mendation that port terminal operators performing service for 
common carriers in interstate transportation be placed under 
regulation, and the recommendation for a study of the desir- 
ability of amending section 302(i) of the act, providing that 
no different policy, rule of rate making, system of accounting, 
or method of determining costs of service, value of property, 
or rate of return be applied to any carrier owned or controlled 
by — United States than to carriers not so owned or con- 
trolled. 


It approved the recommendation for amendment of section 
303(g) (2), exempting small craft from regulation at the Com- 
mission’s discretion. The association said the present regula- 
tory provisions of the act did not fit into Puget Sound opera- 
tions and a further expansion of regulation would only further 
complicate an already unsatisfactory situation. 


Taking issue with what it said the report stated in effect: 
that allegations that regulation led to increased costs was 


nn and had not been substantiated the association 
said: 


We respectfully submit that the records of the Interstate Commerce 
Commission and the official tariff files will prove that regulation does 
lead to increased costs, and, in consequence, to increased rates. The 
rate tariffs of the rail carriers, the motor carriers and the water car- 
riers will conclusively demonstrate that regulation has resulted in a 
constant upward surge in rates. We find with reference to traffic in 
Puget Sound, that rates on regulated traffic have increased more than 
rates on exempt traffic (this means type of traffic—not whether it is 
interstate or intrastate). 

Therefore, if regulation leads to increased costs and in turn, to 
increased rates to the public, where then is the benefit to the public 
in broadened regulation? 
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Saying it was known some regulated common carriers by 
water particularly on inland rivers and canals favored sub- 
stantially the same repeal of present exemptions as recom- 
mended in the report the association said if after “grandfather” 
rights had been adjudicated and certain of the carriers until then 
exempt were to petition for a certificate to transport commodi- 
ties generally the present regulated carriers would be in a 
relatively worse position than today even with the occasional 
“chiseling” it said occurred. It did not avail to argue that the 
Commission would not grant these “new” carriers the right to 
transport commodities generally said the association because 
“contrary examples to the contrary can be cited in rights 
granted under the 1940 amendments to the act.” 

It suggested a prohibition against “for-hire’”’ transportation 
by a private carrier and the enactment of a broad commodities 
clause might well be a better solution to the situation. 

The association also said the report “lightly dismisses” the 
cost of securing and protecting operating rights as .. . “matter 
is of small importance and not a recurring item.’’ The carriers 
on Puget Sound did not agree with that statement it said, and 


before the Commission in order to establish their rights to 
transport certain traffic which is now exempt.” 


American Waterways Operators 


The American Waterways Operators, Inc., an association 
of privately-owned domestic water carriers and operators serv- 
ing the inland rivers, intracoastal canals and waterways, and 
the bays, sounds and harbors of the U. S., said it found itself 
in disagreement with the Morgan findings and recommenda- 
tions. It asked the Commission to reject the findings and rec- 
ommendations as well as the entire report. 


Ohio Coal Association 


The Ohio Coal Association, composed of producers of bitu- 
minous coal in that state, also excepted to the recommendation 
to remove exemption from regulation of bulk carriers. In sup- 
port of its position, the association called attention to the out- 
standing performance of the coal-carrying barges on the rivers, 
and especially of the coal-carrying bulk freighters on the Great 
Lakes in the critical war period. It said its opinion was that, 
without the freedom from regulation enjoyed by such trans- 
port facilities, no such result would have been accomplished. 


their freedom to contract for carriage of coal by river barges 
and Great Lakes freighters “without the restriction of regula- 
tion” was necessary to accomplishing the task of furnishing 
“a vital basic commodity” to those in need of it, and with the 
dispatch called for by the conditions continuously confronting 
shippers of coal. 

Port of Oakland 


The Board of Port Commissioners of Oakland, Calif., took 
exception to the recommendation that port terminal operators 
be placed under regulation. It said the implications contained 
in the report did not represent the view of marine terminal 
operators on the Pacific Coast, at least. It said they were in 
practical unanimity insofar as rates and practices were con- 
cerned, were truly competitive for business, but that the rates 
were uniform within the two respective areas of the coast— 
the Pacific Northwest and the California area. It added “we 
are approaching a combined uniformity.” 


“We ask you to leave us alone,” said the Oakland commis- 
sioners. 


All public ports were established with a view to develop- 

ment of the community, they said, adding that “you can know 
very well that we shall not establish charges that will impede 
the movement of cargo to and from our respective communi- 
ties,” and that “that would belie the very basis for the ex- 
istence of public port authorities.” 
° Port operators did not want federal regulation, they said, 
and that the Commission had only to refer to its record in Ex 
Parte 144, Status of Wharfingers, 251 I. C. C. 613, to note the 
vigorous opposition on that question. It continued: 


We can see in Dr. Morgan’s report only one thesis, that the com- 
mon people are unable to take care of themselves and that we must 
have the benevolent, guiding hand of Washington, wherein all wisdom 
lies, if we are to have salvation. 

And the question then arises, salvation from what? 

The salvation, if you please, is from the decision of this Commis- 
sion that it did not have jurisdiction over the marine terminal opera- 
tions and charges of the railroads on the Atlantic Coast. 

And that situation, the device by which the railroads there give 
free terminal service by the pretense of including the cost in line-haul 
rate, is the only possible reason for any legislation on the subject. For 
that mistake of the Commission, the report proposes that all whar- 
fingers should be subjected to remote control. 

It’s like cutting off the hand to remove a hang-nail. 


As a wharf or pier was essentially local, immobile, and part 





did not wish to be “forced into another round of proceedings ° 


The members of the association were of the opinion that 
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of the real estate. it should have a peculiar right to exemption 
from federal dictation, said the board, observing that, although 
interstate commerce moved over it, no one had suggested that 
because interstate commerce moved over city streets, Congress 
had the power to regulate local vehicular traffic, or the inter- 
state commerce over the San Francisco-Oakland bridge and 
the tubes and bridges under and over the Hudson River. 

They objected to what they said the possibility having to 
“come to Washington” for a certificate of public convenience 
and necessity before construéting a new wharf or pier, adding 
that had such been the situation in 1927 when the Port of Oak- 
land was established “there never would have been a Port of 
Oakland.” No necessity, except for local use, could have been 
shown, they said, but that in the war years “our military au- 
thorities were thankful no such certificate has been required.” 
In conclusion, the board said: 


We do not believe any legislation is required. There is no problem 
that cannot be cleared up without it. A reversal of the Commission’s 
position in the railroad terminal case would remove any reason for it. 
And if the Commission still adheres to its previous view of the law, 
then why not a simple bill giving it jurisdiction over the rates and 
practices at such terminals, and administer it in a manner conceived 
to achieve uniformity in any given locality? 


Federal Barge Lines 


The Inland Waterways Corporation, operating the Federal 
Barge Lines, said the report had been read, but because of the 
press of other matters and the date exceptions were due, it was 
not prepared at this time “to favor the Commission without re- 
actions toward the report.’”’ It reserved comments for such time 
as the subject might be considered by the Commission in oral 
argument “or other method adopted by the Commission, if and 
when such procedure is subsequently inaugurated.” 

Observing that a majority of its members are opposed to 
further regulation, the National Water Carriers’ Association, 
Inc., has filed “comments” with the Commission in Ex Parte 
No. 165. The association said ‘congressional policy was to pre- 
serve the inherent advantages of each mode of transportation 
and that it was believed further regulation of transportation by 
water of bulk commodities might diminish the inherent advan- 
tages of water transportation, thereby weakening the position 
of the tug and barge industry in the competitive field. 





Eastport, Me.-Norfolk, Va., Water 
Carrier Service Proposed 


Hugh F. McGoldrick, of Boston, Mass., in W-965, has asked 
the Commission to authorize a common carrier operation by 
water, in the transportation of property over regular and ir- 
regular routes, the year around, twice weekly between Portland, 
Me., on the one hand, and, on the other, Boston, Providence, 
New York City, Philadelphia, N. Rutherford, N. J., Wilmington, 
Del., Washington, D. C., and Norfolk, Va. The applicant said 
it was proposed to serve all points and ports along the Atlantic 
Coast and all points and ports located on navigable waters 
along the coast between Eastport, Me., and Norfolk, Va. 

The application said a corporation would be organized 
prior to hearing and that the corporation would be substituted 
as applicant. 

Mr. McGoldrick said he had been engaged as owner and 
operator of a motor carrier line operating in New England 
states and New Jersey from 1926 to 1942, and had been engaged 
since 1945 in the motor carrier business. He served in the naval 
reserve from 1942 to 1945, according to the application. 


P. M. Preferred Stockholders 
Ask Merger Rehearing 


Pere Marquette preferred stockholders have filed two 
petitions for rehearing by the entire Commission in Finance No. 
‘15228, Pere Marquette Railway Co. Merger, etc., in which the 
Commission, division 4, approved merger of the properties and 
franchises of the P. M. into the Chesapeake & Ohio for owner- 
ship, management, and operation, and acquisition of control of 
the P. M. by the Alleghany Corporation (see Traffic World, 
April 5, p. 1075). 

The Pere Marquette preferred stockholders’ protective com- 
mittee said the applicants’ primary concern in any merger was 
“their own enrichment and gain.” In effect, it said, the report 
and order permitted the applicants to reorganize the P. M., 
under the guise of a merger plan. As to permission for the 
issuance of new cumulative preferred shares, the committee 
said the applicants had shown by their treatment of the cumu- 
lative dividends on the P. M. preferreds that the term was 
without meaning to them and that to permit them to issue 
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such shares “after their callous disregard for the cumulative 
provision of the Marquette preferreds, can only result in the 
perpetration of a hoax upon the investing public. .. .” 

No P. M. stockholders were consulted in the development 
of the merger terms, it said. Later it asserted the report and 
order proposed to “remit the dissenting Marquette shareholders 
to litigation in pursuit of their rifts,” adding that this “would 
fit perfectly the pattern of applicants’ strategy.” 

A petition filed on behalf of Albert E. Schwabacher and 
others associated with him asked, if the: petition was denied, 
that the effective date of the order be stayed so they might 
have opportunity to protect their rights “by the institution of 
appropriate proceedings therefore.” That petition asserted pro- 
vision for the protection of rights of dissenting stockholders 
did not meet the Commission’s standards. 


The Schwabacher petition also asserted that P. M. holders - 


of common stock were being treated more favorably than the 
holders of preferred stock who said the terms of the merger 
would cause a loss of $76.25 a share to the preferred share- 
holders. 


Virginian Asks Traffic Information 
in N. Y. C.-C. & O. Merger Plan 


Based on its contention that a merger of the New York 
Central System, and the Chesapeake & Ohio System, as set 
forth in recent petitions of the C. & O. for permission to vote 
directly N. Y. C. stock owned by it, and of Robert R. Young, 
chairman, and Robert J. Bowman, president, of the C. & O., to 
hold dictatorships of the N. Y. C., would stifle competition, the 
Virginian Railway Co. has asked for certain traffic information 
from the involved railroads. The Virginian was recently per- 
mitted to intervene in the aforementioned proceedings. 

The Virginian’s petition was filed in Finance No. 14692, 
Chesapeake & Ohio Railway Co. Purchase, etc., in which the 
C. & O. and the Alleghany Corporation asked that 400,000 
shares of N. Y. C. stock owned by the C. & O. be released from 
a voting trust into which the Commission required the C. & O. 
or Alleghany to place’ all owned stocks of lines not affiliated 
with the C. & O. system; in Finance No. 11923, Sub. 2, and 
Finance No. 6281, Sub. 6, applications of Mr. Young and Mr. 
Bowman, respectively, to be permitted to serve on the board 
of the N. Y. C., while continuing to serve on the C. & O. board. 
Because it was proposed that stock of the Nickel Plate be 
substituted for the N. Y. C. stock in the voting trust, the Vir- 
ginian included the Nickel Plate in its request for traffic infor- 
mation. (See Traffic World, April 12, p. 1171.) 

Before dealing with specific points at which the Virginian 
alleged competition between the N. Y. C. and the C. & O. 
systems, and asking for 1946 traffic information between those 
points, the Virginian made the following request: 


Inasmuch as it is the contention of this intervener that the Chesa- 
peake & Ohio and its stockholders will be severely injured by consoli- 
dation with the New York Central System, unless there is a very sub- 
stantial diversion of freight from existing channels, and since other 
railroads will be seriously injured by any such substantial diversion 
of their traffic under the proposed scheme, both the Chesapeake & Ohio 
and the New York Central should furnish in detail, for the record, the 
precise source and nature of the new or diverted traffic anticipated 
through the consolidation of the two systems. 


Asserting the C. & O. and N. Y. C. systems were directly 
competitive between Chicago and Cincinnati, and that this com- 
petition would be seriously impaired or entirely eliminated on 
the granting of the petitions, and that “in any event would be 
completely stifled and eliminated if the two systems were 
merged (which said petitions admit is the ultimate purpose of 
the relief sought herein), the Virginian asked for a statement 
of loaded cars of freight handled in 1946 originating or passing 
through Chicago, and the Cincinnati-Covington area and moved 
to or beyond the corresponding point of destination, stated sep- 
arately as to coal and all other freight. It also asked for sched- 
ules with respect to such freight other than coal, defining the 
term “schedules” as used throughout the petition to mean train 
schedules for the movement of traffic mentioned between the 
points specified, including schedules applying to livestock, per- 
ishable merchandise and other high-class freight. References 


to points of origin or destination were intended to include the‘ 


entire switching district of specified points, the petition said. 

With the same assertions as to the competitive situation 
between Toledo and Cincinnati and Covington, the Virginian 
asked for a statement of loaded cars of Lake coal handled in 
1946 originating at or passing through Toledo or the Cincinnati- 
Covington area and moved to or beyond those points. 

Dealing with movements of coal to Lake ports from mines 
in Ohio, Kentucky, Virginia and West Virginia, and repeating 
the assertion as to direct competition, the Virginian asked the 
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same information as to the movement of coal between Charles- 
ton, W. Va., and Columbus and Toledo; from Columbus to 
Toledo, or Toledo to Columbus, together with schedules with 
respect to freight other than coal. 

It asked for the same information as to freight handled 
between the Buffalo-Niagara frontier, on the one hand, and 
Detroit, Toledo, and Chicago on the other; also between Chi- 
cago and Toledo, between Chicago and Detroit, and between 
Toledo and Detroit, with schedules with respect to such freight 
other than coal; and as traffic between Chicago and common 
points on the two systems in Michigan, together with traffic 
between Detroit and each common point in Michigan and traffic 
between common points in that state. 

The Virginian also asked the total number of loaded cars 
of freight originated or terminated by each system, moving 
over the Nicholas, Fayette & Greenbrier Railroad, which the 
Virginian said was owned jointly and equally by the N. Y. C. 
and the C. & O. systems. 

Contending that if the C. & O. disposed of its interests in 
the Nickel Plate and became affiliated with the N. Y. C., the 
Nickel Plate would suffer “such substantial losses in traffic and 
earnings as to impair seriously its ability adequately to serve 
the public,” the Virginian asked that the Nickel Plate furnish: 


1. Statement for the year 1946, showing Nickel Plate’s tonnage and 
revenue, stated separately as to coal and all other freight, with respect 
to all traffic received from and delivered to the Chesapeake and Ohio 
System which originated at or passed through, and moved to or beyond, 
each of the following points: Cleveland, Toledo, Chicago, Michigan City, 
Ind., Indianapolis, St. Louis. 

2. Statement of total number of loaded charges. interchanged with 
the Chesapeake and Ohio System at Fostoria, O., during each of the 
years 1920-1946, inclusive, shown separately as to the cars delivered and 
cars received, and shown separately as to coal and all other freight. 


The Commission has permitted the city of Norfolk, Va., to 
intervene in Finance No. 14692, and the two related applicants 
to permit Robert R. Young and Robert J. Bowman to serve on 
the New York Central board while retaining their positions on 
the Chesapeake & Ohio. 

In its petition for leave to intervene, Norfolk said the C. & 
O. had its eastern terminus at Newport News, Va., serving Nor- 
folk by means of carfloats and lighters. It said the Virginian 
connected with the N. Y. C. at Deepwater, W. Va., and that 
control or absorption of the N. Y. C. by the C. & O. would be 
against the public interest of Norfolk and the state of Virginia 
‘in that it would not only eliminate competition between those 
carriers, but would also eliminate (a) the only existing western 
outlet by an independent line, i.e., the New York Central, for 
Virginian Railway traffic; and (b) the formation of a highly 
desirable and essential additional trunk line between tidewater 
Virginia and the middle west through a consolidation of the 
Virginian with the New York Central.” 


TRAILER TRANSPORT BETWEEN N. Y. TO ALBANY 

Trailerships, Inc., of New York City, in W-964, has filed 
with the Commission an application for authority to transport 
trailers between the ports of New York and Albany, N. Y., by 
daily service each way. The applicant said it had purchased two 
LST vessels for $75,000 each, paid for in full, and which would 
be reconditioned, a loan not to exceed $190,000 having been 
arranged with the Bank of the Manhattan Co. The proposed 
operation was said to be for the benefit of the trucking industry. 

The applicant said it is contemplating charging a rate of $1.35 
a lineal foot of length of each trailer. Each vessels, it said, 
would carry about 50 trailers of an average length of 30 feet, 
making the estimated gross revenue a voyage about $2,000. It 
said the records of the New York State Port Authority showed 
about 1,600 automotive vehicles moving between New York and 
Albany over the highways each 24 hours. 

The applicant said the service would be confined to trans- 
portation between New York and Albany and the vessels would 
be operated wholly within the waters of the state of New York. 
Therefore, it said, it was uncertain whether or not it had the 


right to claim exemption, and reserved that right if entitled to 
it. 


PENALTY DEMURRAGE ORDERS AMENDED 


The Commission, division 3, on May 2, issued a corrected 
amendment No. 11 to fourth revised service order No. 180, 
Demurrage on Refrigerator Cars, naming $5.50 a car a day or a 
fraction thereof as the charge for the second day. 


CHANGE IN DOCKET 


Hearing in MC 20697, Sub. 14, assigned for May 8, at Indianapolis, 
Ind., was cancelled. 

Hearing in MC 108064, Sub. 3, assigned for May 2, at Norfolk, Va., 
was postponed to May 14, at Washington, D. C., before Examiner 
Peterson. 
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REFRIGERATOR FOR BOX CAR ORDER AMENDED 


The Commission, division 3, has issued amendment No. 5 to 
fourth revised service order No. 104, Substitution of Refriger- 
ator for Box Cars, altering the destination territory to which 
refrigerator cars may be substituted for box cars on westbound 
shipments, and providing billing rules on certain movements. 

Effective at 12:01 a.m., May 9, the amendment substituted 
the following paragraph (a) (iii) and added the following par- 
agraph (f): 


(iii) Or westbound shipments in carloads originating in the states 
of Michigan (lower peninsula only), Indiana (excluding Chicago switch- 
ing district), Kentucky, Tennessee, or Mississippi, or east thereof, 
and destined to Kansas City, Missouri or to points in the states of 
Iowa, Kansas, Oklahoma and Texas, or west thereof, but not when 
destined to points in the states of Minnesota, North Dakota, South 
Dakota, Montana, Washington, Oregon or northern Idaho (north of the 
Union Pacific main and branch lines across southern Idaho including 
the line from Pocatello to the Montana-Idaho state lines and the 
branches north of Blackfoot, Idaho). 

(f) Westbound shipments in carloads originating in the states of 
Michigan (lower peninsula only), Kentucky, Tennessee, or Mississippi 
or east thereof, and destined to points in the states of California, 
Arizona, Nevada, Utah or southern Idaho (on the Union Pacific main 
and branch lines across southern Idaho, including the line from Poca- 
tello to the Montana-Idaho state line and the branches north of Black- 
foot, Idaho) may be billed to Chicago, Ill., or St. Louis, Mo., providing 
such cars are rebilled within 48 hours after actual or constructive 
placement. When those cars are not rebilled within the 48 consecutive 
hours, rates to apply will be those applicable to the refrigerator cars 
used without benefit of substitution for box cars. 


The Commission, division 3, has issued corrected amend- 
ment No. 5 to fourth revised service order No. 104, adding 
“Indiana (excluding Chicago switching district),’’ to the origin 
areas added in paragraph (f) in the original amendment. 


PENALTY DEMURRAGE ORDERS AMENDED 


From 7:00 a. m.,’May 2, to 7:00 a. m., June 1, the Com- 
mission, division 3, by amendment No. 11 to fourth revised 
service order No. 180, Demurrage on Refrigerator Cars, has 
set the following demurrage charges on refrigerator cars held, 
after free time provided by tariffs (subject to modification by 
service orders), for orders, bill of lading, payment of freight 
charges, reconsignment, diversion, reshipment, inspection, for- 
warding directions, loading or unloading directions: $2.20 a car 
a day or a fraction thereof for the first day; $4.50 a car a day 
or a fraction thereof for the second day; and $11 a car a day 
or fraction thereof for each succeeding day. 

The reduction of the penalty demurrage charges in the 
period named, it was said at the Commission, was made in view 
of the expected lighter loading in May. It was also said a cor- 
rection would be issued naming $5.50 as the charge for the 
second day or fraction thereof. 

At the same time the Commission issued amendment No.9 
to revised service order No. 188, Refrigerator Car Demurrage 
on State Belt Railroad of California, effective for the same 
period, providing the same demurrage charges, after expiration 
of 48 hours’ free time after car is first placed for loading and 
until shipping instructions are tendered and/or after 48 hours’ 
free time after car is first placed for unloading and until such 
car is unloaded and released. 


RECONSIGNMENT ORDER EXTENDED 


By amendment No. 5 to service order No. 70, Fresh Fruit 
and Vegetable Reconsignments Restricted, the Commission, 
division 3, has extended from May 10 to December 1 the expira- 
tion date of the order. 

Originally issued in 1942, the order restricts the number 
of diversions or reconsignments permissible on refrigerator 
cars loaded with fresh or green fruits or vegetables. 


WHEAT PRIORITY ORDER VACATED 

Effective at 11:59 p.m., May 4, the Commission, division 3, 
has issued service order No. 647-D, vacating revised service or- 
der No. 647, Priority for Wheat in Pacific Northwest. Under 
the revised order, priority for wheat loading had been ordered 
on instructions of the President to government agencies to put 
into effect emergency measures to help meet urgent needs for 
foodstuffs abroad. At the Commission’s office, it was said that 
the general movement involved in the revised order had ended. 


0. D. T. SAYS GRAIN TRANSPORT IMPROVED 


The Office of Defense Transportation has announced that 
the country is now, at the beginning of the 1947 grain season, 
in a better position with respect to transportation of the new 
grain crop than in any year since 1944, It added: 


While there have been widespread complaints by the grain and 
milling interests about the box-car supply and the failure of the rail- 
roads to move the tremendous grain crop, there is no substantial 
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amount of grain in position still pressing for transportation. Moreover, 
the stocks of grain on the farms are the lowest for any year since the 
dust bowl days of the early thirties. 

The total production of grains last year was the largest in his- 
tory—approximately 420 million bushel over the record crop of 1945. 
Stocks of grain on farms April 1, represented only 32.7 per cent of the 
total production of all grains the previous year. 

From April 1, 1946, to April 1, 1947, a total of 2,461,254 carloads of 
grain and grain products were loaded by Class I railroads. 242,577 car- 
loads or 8.6 per cent of the total grain and grain products were deliv- 
ered to ports for export. 


OIL BURNER EXPORT CONTROL 


Domestic conversion oil burners over six gallons hourly 
capacity. will be removed from export license control, effective 
May 1, the Office of International Trade, Department of Com- 
merce, has announced, adding: 


Export control will be retained over domestic conversion oil burners 
of six gallons or less hourly capacity because of their importance to the 
housing program and their use in converting from other types of fuel 
to oil. Removal of export controls over the larger-size burners is not 
expected to interfere with the housing program. 

All other oil burners and oil-burning units, including ranges, have 
already been decontrolled, and no longer require export licenses. 


RAT POISON BY MAIL 


The Post Office Department has amended its regulations 
governing the mailing of poisons, etc., by adding the following 
thereto: 


Rat poison having a low percentage of alphanapthylthiourea (Antu) 
as the active ingredient, and not containing other substances that are 
unmailable, may be mailed in quantities not to exceed 5 pounds of the 
low percentage preparation in any one parcel. The inside container 
must be of metal, glass or fiberboard, surrounded with cushioning 
material and placed in an outside container of metal, wood or fiber- 
board, tightly closed and securely fastened. The inside container must 
be plainly labeled to show its contents and marked ‘‘Poison’’ with the 
antidotes for first aid treatment. The label on the inside container 
must also bear the name and address of the manufacturer. 


TRUCKING INDUSTRY LABOR CONTRACTS 


Outlining results of the American. Trucking Association’s 
third labor relations forum, Benjamin R. Miller, director of the 
association’s industrial relations department, has announced the 
formulation of labor contract provisions which would set up 
machinery for efficient handling of grievances and disputes. 

An analysis of grievance procedures in current trucking in- 
dustry labor agreements was prepared by the industrial rela- 
tions department and submitted to representatives of the indus- 
try at sessions held in Denver, Chicago and Washington, said 
Mr. Miller, adding: 


There was general agreement that the majority of trucking industry 
contracts now in effect contain totally inadequate provisions to govern 
grievances and disputes. As a result of the discussions, there was 
unanimous agreement on a set of specific recommendations which are 
being submitted for the serious consideration of management and labor 
in the trucking industry. 

There also was unanimous agreement that their adoption in con- 
tract all over the country will be a potent force in easing difficulties 
between management and labor in the future. 


RAIL WAGE MOVEMENT IN SECOND ROUND 

Negotiations between 17 railroad unions and individual 
carriers throughout the nation for a 20-cent hourly wage in- 
crease to more than a million non-operating employes have 
ended, unsuccessfully and the unions are preparing for handling 
the dispute on a national basis, rail labor leaders have an- 
nounced. 

The unions have formed an Employes’ National Conference 
Committee and are awaiting creation by the railroads of a sim- 
ilar management committee. G. E. Leighty, president of the 
Railroad Telegraphers, is chairman of the employes’ committee. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation of $351,252,656 paid to 
1,332,259 employes as of the middle of January, 1947, according 
to a compilation of wage statistics of those roads, statement 
M-300, prepared by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. 

The employment was a decrease of 61,218, or 4.39 per cent, 
under the number reported for January, 1946. The total num- 
ber of hours paid for was 5.96 per cent less and the total com- 
pensation was 12.93 per cent more in January, 1947, than in 
January, 1946. A comparison of the number of employes who 
received pay in the month with the total hours paid for showed 
207 hours an employe in January, 1947, and 206 hours in Janu- 
ary, 1946. Employes paid on an hourly basis in January, 1947, 
received pay for 18,739,963 hours of overtime, which was 7.41 
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per cent of the straight time paid for. The corresponding per- 
centage for January, 1946, was 9.75. 

Compensation for “time paid for but not worked” for 
January, 1947, was reported as follows: Executives, officials 
and staff assistants, $62,348; professional, clerical, and general, 
$231,801 (daily basis), $2,050,072 (hourly basis); maintenance 
of way and structures, $13,281 (daily basis), $541,518 (hourly 
basis); maintenance of equipment and stores, $83,432 (daily 
basis), $2,277,988 (hourly basis); transportation (other than 
train, engine, and yard), $44,097 (daily basis), $751,278 (hourly 
basis); and transportation (yardmasters, switch tenders, and 
hostlers), $83,457 (daily basis), $99,478 (hourly basis). 

In the train and engine service, compensation for January, 
1947, was reported as follows: Straight time actually worked, 
$68,714,996; straight time paid for, $82,833,337; overtime paid 
for, $10,227,148; constructive allowances, $5,271,092; total, 
$98,331,577. Miles actually run totaled 507,438,080 and miles 
paid for but not run totaled 60,438,236. 


Rail Net $87,200,000 Reported 
for First 1947 Quarter 


Class I railroads of the United States in March, 1947, had 
an estimated net income, after interest and rentals, of about 
$43,600,000 compared with a deficit of $33,300,000 in March, 
1946, according to reports filed by the carriers with the Bureau 
of Railway Economics of the Association of American Railroads. 

Operating expenses for the month of March, 1946, were 
overstated to the extent of the inclusion of about $97,000,000 
charged in that month as retroactive wage payments applicable 
to the months of January and February, 1946, said the A. A. R., 
and, for that reason, the net earnings shown for March, 1946, 
are somewhat understood, thus affecting the comparison be- 
tween March, 1946, and March, 1947. It continued: 


In the first three months of 1947, they had an estimated net in- 
come, after interest and rentals, of $87,200,000 compared with a net 
income of $19,000,000 in the corresponding period of 1946. 

Class I railroads in March, 1947, had a net railway operating in- 
come, before interest and rentals, of $72,782,112 compared with a net 
railway operating deficit of $5,702,877 in March, 1946. 

Class I railroads in the first three months of this year had a net 
railway opearting !ncome, before interest and rentals, of $174,095,470 
compared with $110,718,526 in the same period of 1946. 

In the twelve months ended March 31, 1947, the rate of return on 
property investment averaged 3.03 per cent, compared with a rate of 
return of 3.14 per cent for the twelve months ended March 31, 1946. 

The earnings reported above as net railway operating income rep- 
resent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies and cash, less 
accrued depreciation. 

This compilation as to earnings for the first three months of 1947 


is based on reports from all Class I roads, representing a total of 
227,679 miles. 


Total operating revenues in the first three months of 1947 totaled 
$2,039,308,947 compared with $1,866,454,829 in the same period of 1946, 
or an increase of 9.3 per cent. Operating expenses in the first three 
months of 1947 amounted to $1,597,733,863 compared with $1,567,879,401 
in the corresponding period of 1946, or an increase of 1.9 per cent. 

Thirty-eight Class I railroads failed to earn interest and rentals in 
the first three months of 1947, of which seventeen were in the eastern 
district, six in the southern region and fifteen in the western district. 


Eastern District 


Class I railroads in the eastern district in the first three months of 
1947 had an estimated net income, after interest and rentals, of $23,400,- 
000 compared with a deficit of $7,800,000 in the same period of 1946. 
For the month of March alone, their estimated net income after interest 
and rentals, was $16,000,000 compared with a deficit of $12,200,000 in 
March, 1946. 

The same roads in the first three months of 1947 had a net railway 
operating income, before interest and rentals of $64,015,887 compared 
with $31,097,222 in the same period of 1946. Their net railway operat- 
ing income, before interest and rentals, in March amounted to $30,188,- 
136 compared with $655,649 in’ March, 1946. 

Operating revenues of the Class I railroads in the eastern district 
in the first three months of 1947 totaled $937,119.618, an increase of 13.5 
per cent compared with the same period of 1946, while operating ex- 
penses totaled $757,353,356 or an increase of 5.2 per cent above 1946. 


Southern Region 


Class I railroads in the southern region in the first three months of 
1947 had an estimated net income, after interest and rentals, of $18,800,- 
000 compared with a net income of $6,200,000 in the same period of 
1946. or the month of March alone, they had an estimated net income, 
after interest and rentals, of $7,600,000 compared with a deficit of 
$6,600,000 in March, 1946. 

Those same roads in the first three months of 1947 had a net rail- 


way operating income, before interest and rentals, of $30,872,705 com-’ 


Pared with $22,762,697 in the same period of 1946. Their net railway 
operating income, before interest and rentals, in March amounted to 
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$11,804,233 compared with a net railway operating deficit of $840,015 
in March, 1946. 

Operating revenues of the Class I railroads in the southern region 
in the first three months of 1947 totaled $297,400,583, an increase of 8.1 
per cent compared with the same period in 1946, while operating ex- 
penses totaled $228,670,846, an increase of 2.8 per cent above 1946. 


Western District 
Class I railroads in the western district in the first three months of 
1947 had an estimated net income, after interest and rentals, of $45,000,- 
000 compared with $20,600,000 in the same period of 1946. For the month 
of March alone, they had an estimated net income, after interest and 


rentals, of $20,000,000 compared with a deficit of $14,500,000 in March, 
1946. 


Those same roads in the first three months of 1947, had a net rail- 
way operating income, before interest and rentals, of $79,206,878 com- 
pared with $56,858,607 in the same period of 1946. Their net railway 
operating income, before interest and rentals in March amounted to 
$30,789,743 compared with a net railway operating deficit of $5,518,511 
in March, 1946. 

Operating revenues of the Class I railroads in the western district 
in the first three months of 1947 totaled $804,788,746, an increase of 5.1 
per cent compared with the same period of 1946, while operating ex- 
penses totaled $611,709,661, a decrease of 2.2 per cent under 1946. 


Revenue Freight Loading 


Revenue freight loading the week ended May 3 totaled 
882,684 cars, according to the Association of American Rail- 
roads. This was 1.2 per cent below the preceding week; 31.5 
per cent above the corresponding week last year and 1.9 per 
cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 43,951 cars, 3,627 below preced- 
ing week and 8,523 above corresponding 1946 week. 

Live stock, 15,479 cars, 197 below preceding week and 
2,920 below corresponding 1946 week. 

Coal, 178,672 cars, gel — preceding week and 146,066 
above corresponding 1946 week. . 

Coke, 14,650 cars, 364 above preceding week and 8,904 
above corresponding 1946 week. q 

Forest products, 47,267 cars, 285 below preceding week and 
1,388 above corresponding 1946 week. 

Ore, 65,884 cars, 2,860 below preceding week and 38,717 
above corresponding 1946 week. : 

Merchandise, L. C. C., 124,149 cars, 1,683 below preceding 
week and 6,131 below corresponding 1946 week. ; 

Miscellaneous, 392,632 cars, 2,683 above preceding week 
and 16,826 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 

Four Weeks of January........ 3,168,397 2,883,863 3,003,655 
Four Weeks of February....... 3,179,198 2,866,876 3,052,487 
Five Weeks of March........... 4,170,420 3,982,240 4,022,088 
WORE GE BN Bi 5oc ns ca cwssens 715,159 643,644 765,672 
i. oe errs 758,166 649,298 847,013 
i ke el eee 865,846 650,843 864,700 
Woek Gf April 36; . .. 2.00.05. 008 893,776 660,264 899,950 

Wind. : Gaseunks cheba s 13,750,962 12,337,028 13,455,565 


April Freight Car Deliveries Up 


Deliveries of domestic freight cars by the railway car 
builders in April totaled 3,489, an increase of nearly 50 per’ 
cent over March, S. M. Felton, president, American Railway 
Car Institute, announced May 7. Deliveries from railroad shops 
were 634 cars, making total production for the month 4,123. 

“During April, steel companies began rolling freight car 
type steel in increased volume and a further increase in rolling 
is scheduled for July, on a 10,000-cars-a-month level,” said 
Mr. Felton. “While these increases in metal supply cannot 
immediately be reflected in car deliveries, the production trend 
should continue to climb sharply, assuming that we get the 
necessary steel in full car sets.” 

The backlog of domestic freight cars now on order and 
undelivered reached 102,085 as of May 1. New orders this year 
have been at a monthly rate of 11,645 compared with a monthly 
average of 5,744 during 1946, said he. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 2,969 
freight cars and an average daily shortage of 18,792 freight 
cars for the week ended April 26, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 227; flat, 225; gondola, 21; hopper, 27; and miscellaneous 
cars, 2,469. 

The shortage was made up as follows: Plain box, 8,755; 
auto box, 16; flat, 162; gondola, 3,360; hopper, 6,439; and mis- 
cellaneous cars, 60. 
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MOTOR PASSENGER STATISTICS 


Intercity and local or suburban Class I motor carriers of 
passengers, in number, reported net income before income 
taxes of $15,338,225 and net income after income taxes of 
$9,239,847 for the fourth quarter of 1946, as against net income 
before income taxes of $19,470,244 and net income after income 
taxes of $6,050,473 for the corresponding quarter of 1945, ac- 
cording to a compilation by the Commission’s Bureau of Trans- 
port Economics and Statistics of revenues, expenses, other in- 
come, and statistics of those carriers, statement Q-750. The 
compilation covers 266 intercity carriers and 87 local or sub- 
urban carriers. 

The carriers reported total operating revenues of $121,- 
751,242 and expenses amounting to $106,728,779, leaving net 
operating revenue of $15,022,463 for the 1946 quarter. Other 
income amounted to $1,532,504 and other deductions totaled 
$1,216,742. For the 1945 quarter, operating revenues totaled 
$115,398,839 and expenses amounted to $94,887,633, resulting 
in net operating revenue of $20,511,206. Other income totaled 
$860,833 and other deductions amounted to $1,901,795. 


PUBLIC MERCHANDISE WAREHOUSING 


The Bureau of the Census of the Department of Commerce 
has reported that the ratio of occupied to occupiable space in 
public merchandise warehouses showed slight change in March 
compared with February. The current index of 88.6 per cent 
compares with 88.8 per cent occupied as of February 28, and 
87.7 per cent recorded March a year ago. 

A total of 605 cooperating firms reported 1,877 merchandise 
warehouse buildings as operated during March, with a total of 
46,190,000 square feet of occupiable space intended for public 
warehousing of general merchandise, of which 40,917,000 square 
feet were reported as occupied. 


Truman Asks $644,000 to Finance 
O. D. T. Until June 30, 1948 


President Truman has transmitted to Congress a request 
for an appropriation of $644,000 to maintain operations of the 
Office of Defense Transportation through the fiscal year ending 
June 30, 1948. The President noted that the budget for the 
fiscal year 1948 did not include such an item. 

An explanation of the supplemental estimate for the 
O. D. T. was set forth in a covering letter of the Budget Bu- 
reau Director, James E. Webb, to the President. It contained 
the advice that “the critical rail transportation situation brought 
about through a shortage of car supply will require continued 
attention in 1948,” and urged extension of “the applicable pro- 
vision of the second war powers act.” A bill to continue in 
effect, for one year beyond June 30, 1947, title III of the second 
war powers act for the purpose of allocating the use of trans- 
port equipment and facilities by rail carriers recently was in- 
troduced by Chairman Wolverton, of the House interstate and 
a commerce committee (see Traffic World, April 26, p. 


The material part of the Budget Director’s letter to the 
President concerning the proposed supplemental appropriation 
for the O. D. T. follows: 


The budget for the fiscal year 1948 did not contain an estimate for 
the Office of Defense Transportation in view of the expiring second war 
powers act and the consequent anticipated termination of the activities 
of the agency during fiscal year 1947. Since the submission of the bud- 
get . . . it has become apparent that the critical rail transportation 
situation brought about through a shortage of car supply will require 
continued attention in 1948 and that the applicable provision of the 
second war powers act should be extended. 


The transportation situation with respect to the shortage of freight 
cars is now more serious than during the war years. In 1946 the rail- 
roads were able to furnish only about 85 per cent of the shippers’ re- 
quirements for cars and this condition has been further aggravated since 
the construction of new cars has failed to keep pace with the number 
of worn-out cars being removed from service. At the same time the 
volume of railroad traffic is increasing. To alleviate this situation the 
Office of Defense Transportation is now engaged not only in the very 
serious problem of car allocation and distribution but also in the en- 
couragement of the manufacture of new cars. The present rate of pro- 
duction of new cars is less than 3,000 per month. No improvement in 
the transportation situation can be expected until the production rate 
equals at least 10,000 per month. In view of the gains being made by 
this agency, in cooperation with manufacturers and the railroad indus- 
try, toward the solution of these problems it is important that these 
functions be continued in the fiscal year 1948. 


TAXES AND TRANSPORTATION 
Delegate Farrington, of Hawaii, has introduced in Con- 
gress H. R. 3318, to repeal the tax on amounts paid for the 
transportation of persons. 
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House Committee Hears Differing 
Views on Overseas Air Service 


Proposed consolidation of American-flag airlines operating 
on foreign routes into a single, privately-owned company gained 
support of labor union spokesmen but met continued opposition 
by the government’s Air Coordinating Committee and by a 
State Department spokesman as hearings on legislation to bring 
about such consolidation remained in progress before the House 
interstate and foreign commerce committee (see Traffic World, 
April 26, p. 1323, and May 3). 

The committee had under consideration H. R. 2827, intro- 
duced by Chairman Wolverton, and three other bills to author- 
ize establishment of a “community company” as the interna- 
tional air carrier for the United States, as well as three other 
bills, designed to bring about removal of existing barriers to 
entry of steamship lines into overseas air transport service— 
H. R. 939, introduced by Representative Celler, of New York; 
H. R. 2851, introduced by Representative Miller, of Connecticut, 
and H. R. 3079, introduced by Chairman Bradley, of the House 
merchant marine committee. 


Position of A. F. L. and Railway Clerks 


Hartman Barber, legislative representative of the Brother- 
hood of Railway and Steamship Clerks, etc., appeared before 
the committee on behalf of George M. Harrison, president of 
the brotherhood. Mr. Barber noted that Mr. Harrison was also 
a vice president of the American Federation of Labor, and 
quoted the following from a statement he said had been issued 
by the A. F. L. executive council: 


The solution for our postwar air transport problem lies in the 
establishment of a strong, unified, single company in which all airlines 
in the United States would have an interest and contribute to the suc- 
cess of such a consolidated effort. We urged that the United States 
create a single American-flag, privately owned international air trans- 
port system. 


Mr. Barber said the clerks’ brotherhood was deeply con- 
cerned over the impact of low-wage foreign airlines on U. S. 
wage earners and labor standards. He said it was estimated 
that in the next year the share of international traffic to and 
from the United States that would be carried by U. S.-flag 
aircraft would approximate $250,000,000. He averred that if 
the domestic pickup and distribution network were integrated 
with the American-flag international airline system, “rather 
than dissipated to foreign-flag companies” as at present, it was 
estimated that the load factor per plane would be increased by 
at least 10 per cent. An increase in the load factor from 50 to 
60 per cent, he said, would approximate savings of at least 
$50,000,000 a year—‘“‘a sum sufficient, it is estimated, to offset 
the substantia! labor differential against the United States car- 
rier.” 

George R. Nelson, grand lodge representative of the Inter- 
national Association of Machinists, advised the committee of 
I. A. M. support for unification of American overseas airlines. 
He, like Mr. Barber, expressed concern over employe-protec- 
tion provisions of the considered legislation, with respect to 
employes of airlines that would be merged, and suggested cer- 
tain revisions of the language of the bills, to insure such pro- 
tection. 

Testimony for Delta Line 


Donald Macleay, Washington, D. C., attorney, appearing 
as counsel for The Mississippi Shipping Co., Inc., operator of 
the Delta Line, a steamship company engaged in the trade 
between U. S. Gulf ports and the east coast of South America, 
said that that company favored a thoroughly coordinated inter- 
national air system which would confine its activities to foreign 
service and “work with, rather than in competition with, do- 
mestic carriers.” He endorsed what he described as an “agency 
arrangement” for steamship lines under such legislation, and 
said that “the proposal that ship lines acquire a substantial 
interest in the international air carrier is corollary to the pro- 
posal that they act as agents for the airline.” He said that 
immediate coordination of schedules at the ports by domestic 
air carriers was desirable and could be accomplished. The Mis- 
sissippi Shipping Co. had taken no definite position as to pro- 
posals that shipping companies themselves go into the airline 
business, Mr. Macleay said. 


H. M. Horner, president of the United Aircraft Co., East 
Hartford, Conn., in testimony he presented, expressed no opin- 
ion on the “community company” or “wings for ships” pro- 
posals, but advocated allocation of government funds for con- 
‘struction of “prototypes” of new transport planes and for de- 
velopment and research involved in connection therewith. De- 
velopment of a medium size transport, of 60,000 to 80,000 
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pounds, with the building of two “prototypes,’’ he estimated, 
would cost about $20,000,000. 


Trippe Answers Questions 


Juan Trippe, president of Pan American Airways, returned 
as a witness before the committee, to answer a number of 
questions by committee members concerning his advocacy of 
the “community company” proposal. Answering a question by 
Representative Harless, of Arizona, as to why Pan American 
Airways, if it was now operating successfully, was willing to 
lose its identity and face the prospect of loss of their present 
positions by its officers through formation of a “chosen instru- 
ment” airline, Mr. Trippe said the idea was not his alone, but 
had the unanimous endorsement of Pan American’s board of 
directors; that the company was not losing money now, but 
that “we know that it (the community company) is the only 
thing that will preserve the position of the American flag first 
on the airways of the world.” 

“Under the present system,” said Mr. Trippe, “I am con- 
fident that the subsidies will soon reach a point where Con- 
gress will say, ‘We cannot go any further,’ and then we will 
begin to slip and slip, and as we begin slipping, we will slip 
accumulatively. ... When you begin to cut subsidies, you have 
7 y service far faster than the subsidy requests are re- 

MGCH. s.3 

His contention was that the “community company” would 
fill the long-range need of the United States in international 
aviation, although “this year, and maybe next year, things are 
going to be very good for us, probably.” 


Fears “Subsidy Race” 


Garrison Norton, Assistant Secretary of State, who also 
had testified earlier, returned to reassert his opposition and 
that of the Air Coordinating Committee, headed by him, to the 
consolidated air carrier proposal. He submitted a letter, ad- 
dressed to Chairman Wolverton by Mr. Norton as Air Coordi- 
nating Committee chairman, reiterating the view that “the 
existing policy of regulated, limited competition . . . should be 
continued” and setting forth the contentions that “experience 
to date in both the economic and foreign relations field war- 
rants the continuation of competition between the United States 
airlines in the international field” and that “from the point of 
view of national defense, there are no factors making a step to 
the chosen instrument necessary at the present time.” 


“What we are basically interested in,” he said, “is mass 


world air transport at the lowest possible rates, with the small- 
est subsidy possible.” 


He added that he believed the “chosen instrument” or 
“community company” airline would be “an invitation to other 
nations to start in a subsidy race with us in order to survive.” 

__ Asked by Representative Rogers, of Pennsylvania, what 
difference there would be between subsidizing three American 
airlines and subsidizing only one, Mr. Norton said that, under 
present conditions, each American-flag airline operating on a 
foreign route had to stand on its own feet and had to meet the 
problem of costs its own way. When raising or lowering a mail 
rate, he said, the Civil Aeronautics Board considered all the 
financial data of each carrier, and, when one company might 
be an outstanding example of economical and efficient manage- 
ment, the subsidy (mail pay) granted by the C. A. B. was 
likely to be determined on the basis of the record of the most 
efficient company. With a single company, he said, “you lose 
those yardsticks that the C. A. B. now uses.” 


Views of Burden 


“The main issue raised in H. R. 2827 and the several iden- 
tical bills being considered by this committee is whether the 
United States should abandon its present national policy of 
limited and regulated composition in our international air trans- 
portation in favor of a privately-owned monopoly under govern- 
ment regulation,” said William A. M. Burden, Assistant Secre- 
tary of Commerce. “This issue has had a long history and has 
been exhaustively examined by the administrative agencies 
of government and by the appropriate committees of Congress.” 

Mr. Burden, after briefly pointing to highlights of the his- 
tory to which he referred, took up provisions of H. R. 2827, 
saying that it stated in part that the United States should con- 
duct its international air transport as a monopoly because we 
must “avoid destructive rivalries between American companies 
abroad and present a united American front against the com- 
petition of foreign air monopolies.” 

Submitting that monopoly was not the most efficient method 
of operation for the United States, Mr. Burden asserted that 
competition had “brought us to a leading position in world 
aviation.” In his opinion, he continued, the United States was 
justified in allowing several U. S. carriers to enter the interna- 
tional field and to permit a limited amount of competition be- 
tween them where traffic justified, He denied that foreign 
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chosen-instrument monopolies were really more efficient than 
our privately-owned companies, and offered testimony in sup- 
port of that position. 

“While I believe that our present policy for international 
air transport to be completely sound, I do not necessarily feel 
that its administration cannot be improved in the light of 
experience,” said he. “To say that the adoption of a monopoly 
by the United States would be unwise in the extreme is not to 
claim that our present international route pattern is perfect 
and that it must remain unchanged until the end of time.” 

Mr. Burden pointed out that in all twelve American com- 
panies had been certificated to operate internationally. Routes 
were three across the North Atlantic, two across the Pacific, 
two in South America (three if Pangra be considered independ- 
ent), five in the Caribbean, and three round-the-world, said he. 


“IT am frank to say that I would have been happier if a 
smaller amount of direct and indirect American competition 
to American services had been provided in certain areas until 
we knew more definitely what the traffic potential was likely 
to prove in practice, just as an increasing amount of competi- 
tion in the domestic field was slowly developed as the traffic 
built up,” said he. ‘However, the present certifications were 
made after careful hearings and detailed examination of data 
on potential traffic; and it may well prove that, as traffic ex- 
pands over the next few years, the vast majority of them will 
prove justified. After all, we already have over 100,000 trans- 
atlantic air passengers a year compared to the 2,250 timidly 
forecast in 1938. The fact that time may prove—and it may 
well prove the contrary—that there has been a certain degree 
of over-certification is no argument for rushing blindly off in 
the opposite direction and establishing a monopoly. Such a step 
would, as I have explained, strike at the very root of America’s 
success in civil air transport. To throw away the priceless in- 
centive which competition provides in order to get rid of a few 
temporary problems would indeed be throwing out the baby 
with the bath.” 


T. W. A. Views 


“The United States domination of world-wide transporta- 
tion is due solely to the initiative and efficiency resulting from 
competitive operations,” said Gerald B. Brophy, general coun- 
sel for Transcontinental and Western Air, Inc.; in opposing the 
“chosen instrument” bill. 


Mr. Brophy said that T. W. A., Pan American and Amer- 
ican Overseas Airlines were presently operating 53 round trips 
a week across the Atlantic as contrasted to a total of only 13 
flights being operated by four foreign carriers. T. W. A. alone 
was carrying more passengers across the Atlantic than all the 
foreign airlines combined, said he. He charged that the “chosen 
instrument” system in Europe had resulted in failures. 


“Despite the depths to which European economy has de- 
scended, and despite the heights to which American aviation 
has risen, Mr. Juan Trippe, president of Pan American Air- 
ways, prefers the pattern of Europe to that of the United 
States,” said he. “From the state of political and economic 
confusion in Europe, Mr. Trippe wants to borrow from their 
wreckage a policy which has, in fact, contributed to the stag- 
nation in the field of aviation. He advocates a change to a 
policy that is a product of European despair.” 


One American Line Favored 


Charles A. Rheinstrom, aviation consultant, submitted a 
statement in support of one American flag line in foreign 
service. 

“Only if the selling power of all U. S. agencies is turned 
in support of one company against the individual foreign car- 
riers, can we hope to obtain our proper share of the business 
sold in this country to which we are entitled,” said he. “Only 
if we get our proper share (at least two-thirds) of the business 
sold in this country, can we overcome the natural advantages 
in sales, service and operations due to superior ‘know-how’ and 
low cost labor which the foreign flag carriers will still have. 

“With the incentive of commission payments, together with 
a stock interest and a voice in the management of a new world- 
wide U. S. airline, the other airlines in the U. S. can be ex- 
pected fully to support the new company. If there is one new 
company operating all the international services under the U. S. 
flag, it will not compete with the U. S. domestic carriers. ... 
It would be much easier for other airlines, transportation com- 
panies and travel agents to sell one U.'S. flag line than many... 

“The U. S. flag international lines, operating as they are, 
in competition with one another, as well as with foreign com- 
panies, cannot expect an annual world-wide combined passenger 
and cargo load factor exceeding 50 per cent—in fact, this load 
factor which must be the average of all routes everywhere, 
strong and weak, and all seasons good and bad for a full year, 
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will be difficult even to reach at any time under the present 
system.” 


Sea-Air Committee’s Views 


Tirey L. Ford, chairman of the Sea-Air Committee repre- 
senting eleven major steamship lines of which nine have had 
their applications for air routes denied by the Civil Aeronautics 
Board, urged enactment of the Bradley bill that would amend 
the civil aeronautics act to direct the C. A. B. to consider appli- 
cations of steamship companies for air routes on the same basis 
as other applications. 

“We are asking only for the simple justice of equal treat- 
ment,” said Mr. Ford. 

“To maintain an adequate merchant marine we must trans- 
port our full share of the world’s overseas commerce under the 
American flag. In order to secure this commerce for ships of 
our flag we must have a complete transportation service to 
offer which will match the best competitive efforts of foreign 
nations. To thus develop commerce, the steamship companies 
must use the airplane as an essential adjunct to their trans- 
portation operations. 

“In the light of their pioneering efforts in the field of air 
operations, in the field of trade development, in the field of 
passenger travel promotion, the C. A. B.’s attitude in turning 
the business which they have developed to the airline clique is 
neither sound government policy nor in accordance with an 
American spirit of fair play... . Yet many of the foreign air- 
lines to which they have already granted permits to fly aircraft 
to and from our shores, are owned by, controlled by or closely 
affiliated with steamship interests. . . . The steamship and the 
airplane are not competitive, they are supplementary.” 

: Mr. Ford contended that, with the granting of steamship 
‘ air applications, the ship subsidy would not be increased but 
that the air mail subsidy would be materially reduced because 
the efficiencies in the combined operations would produce 
a substantial savings in costs which could not fail to reduce 
the need for air mail pay.” 


“Chosen Instrument” Hearing 


The Senate interstate and foreign commerce committee 
has announced that its aviation subcommittee, headed by Sen- 
ator Brewster, of Maine, will begin hearings May 19 on S. 987, 
the “chosen instrument” airline bill introduced by Senator 
Brewster for himself, Chairman White, of the committee, and 
Senators McCarran, of Nevada, and McMahon, of Connecticut 
(see Traffic World, April 5, p. 1105). 

Representative Cole, of Kansas, has introduced H. R. 3317, 
to amend the civil aeronautics act so as to accord to any 
“carrier other than an air carrier” the same status before the 
Civil Aeronautics Board, with respect to certificate applications 
filed by such carrier, as is accorded to air carrier applicants. 

Representative Welch, of California, a member of the House 
committee on merchant marine and fisheries, said in his testi- 
mony that the United States stood alone among the maritime 
nations in “placing a handicap upon its merchant marine that 
destroys its opportunity to meet competition of foreign-flag 
shipping lines.” He said that “we should be removing every 
restriction possible from the American merchant marine” and 
that “we should lend every assistance possible to insure its 
growth and expansion.” 

Hubert A. Schneider, attorney, of Washington, D. C., ap- 
pearing on behalf of Caribbean-Atlantic Airlines, of San Juan, 
Puerto Rico, said that unless the considered ‘chosen instru- 
ment” legislation were amended it would result in destruction 
of Caribbean-Atlantic, which he described as an American-flag 
carrier operating over about 200 miles of routes between points 
in Puerto Rico and between Puerto Rico and the Virgin Islands. 
He said that the definition of the term “international air trans- 
portation” in the “chosen instrument” bills was such that, if 
Caribbean-Atlantic should seek to expand its service to the 
neighboring country of the Dominican Republic or to foreign 
possessions in the Caribbean area, this would be international 
transportation from which Caribbean-Atlantic Airlines would be 
excluded by law and in which only the “chosen instrument” 
company could engage. 

Chairman Wolverton announced that he was placing in the 
hearing record a number of letters and telegrams the committee 
had received, commenting on the “sea-air” and “chosen instru- 
ment” legislation. 


Position of Post Office Department 


In one of the letters in question, J. M. Donaldson, Acting 
Postmaster General, assailed proposals for permitting steamship 
lines to operate airline services, suggesting that establishment 
of competition for certificated air carriers on foreign routes 
would decrease the traffic of such carriers and increase their 
need for mail compensation, with the possible result that there 
would be an increase in mail compensation to all carriers, in- 
cluding the ocean carriers that operated airlines. 
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With respect to the “chosen instrument” bills, Mr. Donald- 
son said the Post Office Department opposed those bills because, 
in its judgment, the existing policy of regulated, limited com- 
petition should be continued. He added that “experience to 
date in both the economic and foreign relations fields warrants 
the continuation of competition between the U. S. airlines in 
the international field.” 


Comment by Secretary Harriman 


In another letter, Secretary Harriman, of the Commerce 
Department, opposed the “chosen instrument” proposal. He re- 
ferred to a report transmitted to the Senate commerce commit- 
tee in April, 1946, by the Civil Aeronautics Board chairman of 
that time, in which it was stated that “the existence of . . . for- 
eign competition is not . . . in our opinion an adequate reason 
for abandoning the present statutory policy.” Mr. Harriman 
said that a total of ten carriers, exclusive of Pan American Air- 
ways, had been awarded new international routes in C. A. B. 
proceedings. 

“It is too early,” he said, “to determine the volume of traf- 
fic which will be available to international air carriers as their 
services become established and world conditions become more 
normal. Information available on postwar international opera- 
tions to date indicates that U. S. carriers are securing a satis- 
factory proportion of the total available international traffic 
and that competition between U. S. carriers has not been a con- 
trolling factor in the financial difficulties which certain of our 
international lines are experiencing. . . . The proposed policy 
assumes that monopoly is the most effective for the United 
States in the international transport field. The Department of 
Commerce does not agree with this contention. . . . If the degree 
of competition at present is judged to be excessive, adjustments 
to the present pattern can be accomplished by administrative 
action or by encouraging certain mergers even in advance of 
the time when the present temporary certificates expire .. .” 

Secretary Harriman said that airline subsidies proposed in 
the “chosen instrument” legislation apparently were modeled 
on the methods used for subsidizing the U. S. merchant marine, 
as they included “operating differential’ and “construction d ‘ffer- 
ential” subsidy provision, and that “such an involved system of 
subsidization would be extremely difficult and complex to ad- 
minister.” He said that if future experience proved that U. S. 
international aviation required more liberal subsidies than it 
now received, they could be provided by the methods estab- 
lished in the present civil aeronautics act. He believed that a 
consolidated international airline would necessarily become sub- 
ject to more and more stringent regulation and that the possi- 
ble outcome might be government ownership of the airline. 


The Houston Maritime Association and the Transportation 
Club of Buffalo, N. Y., advised the committee of their support 
of legislation to place steamship lines on a parity with airlines 
as to foreign air transport certificates. The Galveston, Tex., 
Chamber of Commerce, said, in a letter, that it did not feel 
that surface carriers, either water or rail, should be precluded 
from owning or operating air services. James A. Farrell, of 
New York City, president of the American South African Line, 
Inc., said that his company supported the “sea-air’” proposal, 
and that, if Congress rejected that view, the proper alternative 
was the “chosen instrument.” 


Testimony by C. A. B. Member 


Appearing before the Wolverton committee on May 7, 
Oswald Ryan, vice chairman and acting chairman of the Civil 
Aeronautics Board, said that the second proviso of section 408 
of the civil aeronautics act placed on the board a requirement 
that, before granting an application of a surface carrier to 
acquire an air carrier, it must find that the transaction would 
promote the public interest by enabling such surface carrier 
to use aircraft to public advantage in its surface transport 
operation and would not restrain competition. 

“This requirement, remember, is applicable not only to 
the case where the surface carrier undertakes to acquire an 
existing air carrier, but also to the case where the surface 
carrier organizes a subsidiary company for the purpose of 
engaging in air transportation,” said Mr. Ryan. “Now let me 
add that this is not the board’s interpretation; it is the interpre- 
tation of the U. S. Circuit Court of Appeals for the Second 
circuit, which construed this section of the act in the American 
Export Airlines case. The board in that case, by a 4 to 1 deci- 
sion, had upheld the interpretation advanced by American Ex- 
port Lines adopting a construction of the act which permitted 
any steamship company to acquire a subsidiary air carrier by 
organizing one without the necessity of obtaining the board’s 
approval of the acquisition; and the board held to that in- 
terpretation of the law, which was favorable to surface carrier 
applicants, until the U. S. Circuit Court of Appeals declared 
that the interpretation was in error... .” 

Mr. Ryan said that in “the two cases which came before 





May 


the b 
in air 
appro 
comps 
in wl 
steam 
not bi 
opera 


L 
which 
rathe: 


It 
were t 
surface 
to whi 
requir 
that tl 
the m 
cern oO 
develo 
tages | 
the tré 
The fe 
vision: 
other 
and p 
gressic 
ment 


loyalti 


I 
said 1 
boarc 
that 
inter 
eyes 
ship 
mitte 
ing f 


confli 
unde: 
appli 
legis] 
ferre 
If ste 
see n 
the s 

I 
air t1 
ment 
term: 


he sé 
State 
sized 








y 7, 
Civil 
1 408 
ment 
sr to 
vould 
irrier 
sport 


ly to 
‘e an 
rface 
se of 
t me 
rpre- 
>cond 
rican 
deci- 
1 Ex- 
nitted 
er by 
yard’s 
it in- 
arrier 
lared 


yefore 





May 10, 1947 


the board in which a steamship company undertook to engage 
in air transportation through a subsidiary” the board denied 
approval of the proposed transactions because the steamship 
company was operating in an entirely different area from that 
in which its proposed air service would operate “and the 
steamship company, of course, under such circumstances, would 


not be able to use aircraft to public advantage in its steamship 
operation... .” 


Explanation of C. A. B. Position 


_ Dealing with C. A. B. interpretation of the law in cases in 
which a surface carrier applied directly for an air certificate, 
rather than through a subsidiary, Mr. Ryan said, in part: 


It has seemed clear to the board that if the air transport industry 
were to fall under the domination or control of the older and established 
surface transportation interests, a very serious question would arise as 
to whether the full and aggressive development of air transportation 
required by the civil aeronautics act could be realized. We have felt 
that the incorporation in the civil aeronautics act of the language of 
the motor carrier act must undoubtedly have reflected a general con- 
cern on the part of Congress that the air transport industry should be 
developed with a view to the preservation of its own inherent advan- 
tages and in a manner which would not subordinate its development to 
the traffic concerns and financial requirements of surface transportation. 
The fact that Congress wrote into the civil aeronautics act specific pro- 
visions for controlling interlocking relations between air carriers and 
other carriers . . . and the provisions . . . which restrict acquisitions 
and purchases of air carriers by surface carriers—all indicate a con- 
gressional concern over what could and might happen to the develop- 
ment of this new transportation were it to fall under the control of 
the older transportation interests... 

Now, in what manner has the Interstate Commerce Commission 
construed its statutory duty in connection with the entrance of rail- 
roads into the motor carrier field? . . I am going to let the Inter- 
state Commerce Commission itself answer that question. For it gave 


its answer only a year ago in the Rock Island Motor Transit Company 
case... 


It is “clear that the interpretation which the Interstate Commerce 
Commission has thus placed upon the provisions of the motor carrier 
act from which the similar provisions of the civil aeronautics act were 
borrowed bears a substantial resemblance to the board’s interpretation 
in the American President Lines opinion... 

The Civil Aeronautics Board feels that the present congressional 
policy which seeks the over-all development of air transportation inde- 
pendent of other transportation interests is a sound policy and should 
not be abandoned. ... The board feels that the destiny of this new 
transportation, particularly during its developmental period, should 
continue to be the responsibility of those whose interests and whose 
loyalties are undivided. ... 


Opposition to Bradley Bill 


In discussion of the Bradley bill, H. R. 3079, Mr. Ryan 
said that the present civil aeronautics:act, as construed by the 
board, placed all applicants on the same legal footing and 
that he thought that H. R. 3079 might be susceptible of the 
interpretation that the board would be required to “close its 
eyes to the fact that the applicant in question was a steam- 
ship operator” and, in reaching a decision, would not be per- 
mitted to consider any disadvantages or any advantages aris- 
ing from that fact. 

“If the board is to be precluded from any consideration of 
conflicting interests or any other disadvantages which might 
under the circumstances of the case attach to the steamship 
applicant’s proposal,” he said, “the effect of the proposed 
legislation would be to accord to steamship applicants a pre- 
ferred, or privileged, status in a proceeding under section 401. 
If steamship applicants are to be given a preferred status, I 
see no reason why railroads, for example, should not be given 
the same status.” 

In the course of his presentation Mr. Ryan said that the 
air transport industry was still in a dynamic stage of develop- 
ment—young not only in years of its existence, but also in 
terms of financial strength and importance. 

“In business volume, as measured by operating revenues,” 
he said, “the entire domestic airline industry of the United 
States three years ago was the equivalent of a single, medium- 
sized railroad. Thus, in 1944 the operating revenue of the 
Norfolk & Western Railroad was $160,000,000; that of the Erie 
Railroad was $162,000,000; that of the Atlantic Coast Line 
$156,000,000, and that of the Illinois Central. $223,000,000. In 
that same year the combined revenue of all of the domestic 
airlines of the United States showed a total of only $158,500,- 

0... . The combined total revenue of the domestic air trans- 
port industry last year was approximately $312,250,000, or 
about 4 per cent of the combined total revenue of the Class I 
Tailroads.” 

James C. Buckley, chief of the planning bureau of the 
Port of New York Authority, said that international air trans- 
portation was making such inroads on the business of Amer- 
ican steamship lines that their ability to furnish adequate 
Service would be seriously affected unless they were permitted 
to institute air services. He said that existing airlines pro- 
vided no direct service between New York City and the east 
Coast of South America or between New York and the north 
Coast of South America and the British West Indies. 
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One-Company and Ship Line Ownership 
of U. S. Overseas Airlines Debated 


John M. Franklin, president of the United States Lines Co., 
testified before the Wolverton committee April 30 in support 
of the Bradley bill, H. R. 3079, proposing amendment of the 
civil aeronautics act so as to give American ship lines the same 
rights before the C. A. B. as were enjoyed by other applicants 
for overseas air routes. 

“The United States Lines Co.,” said Mr. Franklin, “joins 
with other American flag companies in the conviction that no 
American flag steamship company should be estopped from 
operating airplanes overseas, provided the steamship company 
applying for a certificate can show that it has the ability, finan- 
cial resources and knowledge necessary to operate airplanes.” 


Favors “Chosen Instrument” 


With respect to the considered bills for establishment of a 
consolidated airline to represent the United States in overseas 
aviation, Mr. Franklin voiced a belief that ‘one national Ameri- 
can company operating aircraft overseas, which has the sup- 
port of our domestic airlines and railroads, can better meet 
such competition than can a number of separate competing 
American flag companies.” 

“We believe,” he continued, “that a unified operation by a 
consolidated national company will have the result of tremen- 
dously reducing the necessary maintenance and organization 
expenses . . . and that the financial results of one company, as 
against several, will mean tremendous savings to the American 
traveling public and taxpayers. 

“It seems to me fundamental that Congress should not 
grant subsidies to competing American carriers to the same 
areas. It is clear that foreign governments will furnish all the 
competition that is needed and that the American strength 
should not be divided.” 

Mr. Franklin suggested that the four considered bills pro- 
posing a consolidated American-flag overseas airline be amended 
so as to enable steamship companies to ‘‘join in such a national 
enterprise,” and he submitted such an amendment for the com- 
mittee’s consideration. 


House Unit Slashes Funds Asked 
for C. A. A. and C. A. B. for 1948 


The House committee on appropriations has reported to the 
House H. R. 3311, carrying appropriations for the fiscal year 
ending June 30, 1948, for the Departments of State, Justice, and 
Commerce, in which it recommends an appropriation of $119,- 
507,000 for the Civil Aeronautics Administration. 

The committee report said that the budget estimates to- 
taled $189,994,000 and that this was reduced $70,487,000. The 
committee said the estimate for the C. A. A. contemplated a 
total personnel of 18,657 permanent positions and 667 man- 
years for temporary and part-time employment, or a total of 
19,324 positions. It said this compared with a total of approxi- 
mately 14,560 positions authorized for the current fiscal year, 
of which 12, 177 were filled on a permanent basis, with 1,097 
temporary employes as of February 28, 1947. 


With respect to the actual operation and maintenance of 
air navigation facilities, the committee said the amount of $48,- 
151,000 was included. It said the estimated cost a mile of opera- 
tion of federal airways, as proposed in the budget for the fiscal 
year 1948, amounted to $1,065, exclusive of deferred mainte- 
nance of $172 a mile, as compared with a cost of $334 a mile 
in 1941. The cost a mile of normal operation and maintenance 
in the current fiscal year, the committee said, was $844, which 
figure included statutory salary increases and certain operating 
costs borne by the army and navy in the war period. The com- 
mittee said that detailed information furnished to it explained 
satisfactorily about $83 of the increase per mile as between 1947 
and 1948, but that the remaining difference of $138 per mile 
could not be explained by C. A. A. officials. Accordingly, it said, 
it was recommending the amount of $883 a mile for the opera- 
tion of an estimated 51,210 miles of airways. 


Pay for Control Tower Operation 


The committee said it deducted $4,849,000 estimated as the 
cost of operating air traffic control towers. It said it was of the 
same opinion as it was last year, that was, that the full cost of 
operating these towers should be defrayed by the cities and 
municipalities in which the airports were located and which 
derived the benefit from the traffic of the airports. 


“While there was some suggestion during the recent series 
of air accidents that the C..A. A. was inadequately provided 
with funds, such thoughts concerning this matter as may have 
existed in the minds of some people would seem to have no basis 
in fact,” said the committee. “Air accidents will only be elimi- 
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nated, it seems to the committee, when the people stop flying. 
They could be reduced approximately by 70 per cent if the hu- 
man factor were eliminated.” 

“Considerable information has come to the committee that 
the industry is being over-regulated,” it said. ‘“While detailed 
regulations were perhaps required during the formative period 
of the industry to insure safe operating standards and to protect 
the public, it would seem this problem could well be handled 
by permitting the transfer of detailed responsibility for airline 
operations to the carriers. The government should retain its 
general responsbiliy in this field by establishing specific stand- 
ards for the safe conduct and operation of the carriers. Other- 
wise, it would seem that this matter of the cost of safety regu- 
lations may reach tremendous proportions. The committee is 
not unaware of the steps that have already been taken by the 
C. A. A. in this regard, but the program should be greatly ac- 
centuated. The carriers in the final analysis are the ones hav- 
ing greatest concern for safety in the industry.” 

The committee said that for the establishment of air navi- 
gation facilities the recommended appropriation of $17,638,000 
was a reduction of $18,670,000 under the budget estimate. 

The committee said it had included in the bill the amount 
of $32,500,000, or one-half of the total requested, for the fiscal 
year 1948 for class 4 and larger airports in carrying out the 
federal-aid airport program. 

For the Civil Aeronautics Board, the committee said it 
recommended $2,535,000, a reduction of $845,000 under the 
budget estimate. It said the estimates for 1948 contemplated a 
personnel of 718 as compared with the authorized strength of 
563 for the current fiscal year. As of December 31, 1946, the 
board had on its rolls a total of 502 employes, according to the 
report. 

Secretary of Commerce Harriman said May 7 that the fa- 
cilities and programs affected by the reductions proposed by 
the House committee in the appropriation for the C. A. A. “are 
essential to the growth of civil aviation and safety in air trans- 
portation.” He referred to various services and activities he 


said would have to be curtailed if the reductions became effec- 
tive. 


“Teamwork” on Rail Reorganization 
Bill Discussed by Its Sponsor 


Representative Reed, of Illinois, in a statement he issued 
in connection with the introduction by him of H. R. 3237, pro- 
posing revision of railroad reorganization procedure, said that 
the bill was “the result of several months’ intensive study by 
the proponents in both Houses of Congress and their assistants 
and of the legislative assistants of the President” and that 
Senators Reed, of Kansas, and Myers, of Pennsylvania, would 
offer amendments to S. 249 (introduced January 15 by Chair- 
man White, of the Senate interstate and foreign commerce 
committee) which would revise that bill so as to make it sub- 
stantially identical with H. R. 3237. 


The White Bill, S. 249, embodies recommendations made 
by Commissioner Mahaffie, of the I. C. C., in the 79th Con- 
gress, to facilitate debt adjustment of railroads without resort 
to court procedure (see Traffic World, Jan. 18, p. 184). Provi- 
sions of the original so-called “Mahaffie bill” were incorporated 
in S. 1253, the rail rerganization bill which President Truman 
rejected last August by a pocket veto and as to which he issued 
a “pocket veto message” setting forth his objections to the 
legislation but expressing approval of its objectives. 

Representative Reed, in his statement, recalled that “on 
February 3, 1947, Senator Reed, acting also for Senator Myers 
and Representatives Hobbs and Reed had a most agreeable 
conference with President Truman” and said it was agreed at 
that time that the President would instruct his assistants to 
confer with the members of Congress and lend any aid they 
desired in preparing new legislation that would meet the objec- 
tions the President had directed against S. 1253. 

__“We believe that the legislation now proposed will accom- 
plish the equitable and reasonable ends sought, without injustice 
to any class or group,” Representative Reed concluded. 


Rail Reorganization Bill Offered 
to Meet Truman's Views 


H. R. 3237, introduced in the House by Representative 
Reed, of Illinois, is designed to meet President Truman’s views 
as expressed in the statement he issued when he pocket-vetoed 
S. 1253—referred to as the Wheeler-Reed bill of the 79th Con- 
gress, acocrding to a joint statement issued by Senator Reed, 
of Kansas; Senator Myers, of Pennsylvania, and Representative 
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Hobbs, of Alabama, and Representative Reed. The text of the 
President’s statement telling why he withheld approval of S. 
1253 appearel in the Traffic World of August 17, 1946, p. 463. 

In their joint statement the congressmen said H. R. 3237, 
which has been referred to the House judiciary committee, was 
a revision of S. 1253 and that, like that bill, it was designed not 
only to correct existing railroad reorganization procedures but 
to establish standards and methods of avoiding rail insolvencies 
and bankruptcies in the future. Continuing, the congressmen 
said: 

Section 1 of the present bill, which applies to roads not now in 
reorganization proceedings, is substantially the same as in the former 
bill. A railroad desiring to modify its financial structure and able to 
get the consent of substantial majorities of the creditors affected may 
do so with approval of the Interstate Commerce Commission without 
having to go into bankruptcy or receivership. The Commission must 
decide that the plan is reasonable and just and in the public interest, 
and not unfair to any class of security holders, before giving approval. 
The provisions for judicial review of order of the Commission approving 
such plans have been broadened somewhat in H. R. 3237. 

The preamble of the bill- states that it is designed among other 
things ‘‘to assist railroads now involved in proceedings under section 
77 of the bankruptcy act ... to establish a sound financial structure 
without further proceedings under said section 77 and without the 
unnecessary sacrifice or forfeiture of securities of or investments in 
such railroads.’’ The general procedure provided for accomplishing 
those objectives is similar to that of the Wheeler-Reed bill. Section 2 
provides that roads now in reorganization proceedings under section 77 
of the bankruptcy act whose properties are in the custody of United 
States Courts upon the effective date of this proposed act and whose 
earnings during the 7-year period 1939-1945, inclusive, equaled or ex- 
ceeded their fixed charges, shall (within 18 months) file an application 
under section 1 of the bill for the alteration or modification of their 
obligations. Thus, such roads are given the same opportunity to adjust 
their obligations (and emerge from bankruptcy) as is given to roads 
not in bankruptcy to avoid it. Pending proceedings under section 77 
relating to plans of reorganization are discontinued and the carrier then 
proceeds under this bill to accomplish such reorganization as may be 
necessary in view of its present financial condition. While such roads 
are retained in the custody of the bankruptcy courts, the boards of 
directors of the roads are in effect substituted for the court-appointed 
trustees for the remainder of the proceeding. As in the former bill, 
H. R. 3237 emphasizes the right of these railroads to reduce their debt 
by the purchase of their obligations in the open market and to nego- 
tiate adjustments of their obligations with their creditors. It reintro- 
duces into railroad capital practices the principles of flexibility and 
negotiation, which were largely dissipated and discarded under the 
operation of section 77. 

General Comparison of H. R. 3237 with the Wheeler-Reed Bill (S. 1253, 
79th Congress) and the President’s Objections to the Latter Bill 

H. R. 3237 differs from the Wheeler-Reed bill in the following main 
respects: 

1. Railroads in bankruptcy to which applicable. In his memoran- 
dum the President expressly objected to the restriction in the Wheeler- 
Reed bill which made it inapplicable to a railroad in section 77 bank- 
ruptey proceedings unless its gross operating revenues in any of the 
years 1942-1944, inclusive, had been in excess of $50,000,000. That 
restriction has been eliminated in H. R. 3237. Other provisions of the 
former bill which exempted certain carriers from that bill and author- 
ized the issuance of option warrants under certain circumstances by 
carriers then under the jurisdiction (but not the custody) of the bank- 
ruptcy courts have also been omitted from the present bill. As a result 
of all of these omissions, H. R. 3237 is made uniformly applicable to 
all carriers whose properties are in the custody of United States courts 
under section 77 proceedings upon the effective date of this proposed 
act and whose earnings during the 7-year period 1939-1945, inclusive, 
equaled or exceeded their fixed charges. 

It appears that among the railroads now in section 77 proceedings 
that will meet the requirements of these provisions are the New York, 
New Haven & Hartford; Chicago, Rock Island & Pacific; Missouri 
Pacific (including its subsidiaries such as the Gulf Coast Lines); St. 
Louis Southwestern; Wisconsin Central; Central Railroad of New 
Jersey; and Central of Georgia. 

2. Control of reorganized carriers. The President expressed the 
view in his memorandum that reorganizations should ‘‘place control 
of railroads in persons primarily concerned with transportation for the 
communities served and for the nation as a whole, without any strings, 
direct or indirect, conditional or otherwise, to institutions or others in 
distant financial centers.’’ 

H. R. 3237 provides that a majority of the boards of directors 
(which are to be elected within 60 days of the effective date of the act), 
and a majority of any boards subsequently elected during the pendency 
of proceedings under the act, shall consist of members who now reside 
and for at least seven years past have resided in the territory served 
by the carrier, and who, during such period, shall have been either 
(a) stockholders of the carrier or (b) actively connected with the 
management of the carrier or with the reorganization proceedings. 

During proceedings under this bill, holding companies and other 
interests (except another operating carrier) which control a railroad 
to which the bill applies, or holds 10 per cent or more of the voting 
stock of such railroad, are prohibited from voting for more than a 
number of directors proportionate to their holdings, and in no event 
may vote for more than one-third of the directors. 

The bill contains provisions which would prohibit the inclusion or 
use of voting trusts in any plans of alteration or modification promul- 
gated thereunder. The device of the voting trust was used in most 
plans of reorganization under section 77 to continue the control of 
carriers in the hands of specified interests long after the consummation 
of reorganizations. 


3. Protection against forfeitures. The President, stated in his 
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memorandum that the Wheeler-Reed bill failed ‘‘to provide full protec- 
tion against forfeitures of securities and investments.”’ 

The present bill expressly states that it does not authorize the 
involuntary elimination or forfeiture of (a) any part of the lawful 
claims of creditors, or (b) of the carrier’s stock. It does authorize the 
lawful satisfaction of claims (in a manner practically identical with 
the Wheeler-Reed bill) by the substitution of securities or the altera- 
tion or modification of present obligations under the bill. For example, 
interest previously fixed may be made contingent, or bond maturities 
may be postponed; but lawful satisfaction must be made in full. 

4. Reduction of interest rates. Another objection to the Wheeler- 
Reed bill stated in the President’s memorandum was that it failed to 
direct the reduction of excessive interest rates now wasting the funds 
of roads in section 77 proceedings. 

The present bill directs that only such recognition shall be given 
to the allowance of interest on any obligations during the period of 
bankruptcy as equity and the law may require, having due regard to 
earnings on the mortgaged properties, interest rates paid on com- 
parable obligations of roads not in bankruptcy, Federal Reserve redis- 
count rates in applicable districts, and all other relevant factors. The 
extensive provisions of the former bill for the adjustment of future 
interest rates have been retained. 

5. Termination of fees and expenses. The Wheeler-Reed bill was 
objected to by the President on the further ground that it did not 
contain affirmative provisions to curb the evil of excessive allowances 
for fees and expenses in section 77 cases. 

H. R. 3237 requires the prompt determination of the final allow- 
ances to be made under section 77 as of the effective date of this bill, 
and prohibits further allowances for services rendered or expenses 
incurred after such date. 

6. Purchase of own stocks prohibited. Meeting another objection 
of the President to the Wheeler-Reed bill, H. R. 3237 expressly pro- 
hibits carriers rearganhizing under the bill from using funds directly or 
indirectly for the purchase of their own stocks in the market, and also 
prohibits the inclusion of funds for such purpose in any prpoosed plan 
of alteration or modification. 


C. I. O. Assails House Committee 
“Cut” in Funds for Rate Suits 


In a statement issued at headquarters of the Congress of 
Industrial Organizations, in Washington, Nathan Cowan, leg- 
islative director of the C. I. O., charged that the House ap- 
propriations committee, by reducing by $30,500 a deficiency 
appropriation request of the Justice Department’s anti-trust 
division to finance work of that division’s rate unit on repara- 
tion suits against the nation’s railroads (see Traffic World, 
May 3), had “endangered government efforts to collect a pos- 
sible billion dollars in alleged overcharges by U. S. railroads 
during the war” and had “weakened the entire enforcement 
activities of the Department of Justice anti-trust division.” 

The anti-trust division had requested $60,500 for the fur- 
ther conduct of its rate unit’s work of preparing reparation 
cases for filing with the Interstate Commerce Commission, but 
the House appropriations committee, in its report on the second 
deficiency appropriation bill for the-current fiscal year, recom- 
mended limitation of the amount of appropriation to $30,000. 

After stating that the anti-trust division sought to recover 
“an estimated $300,000,000 to $1,000,000,000 in overcharges 
during the war,” Mr. Cowan said that “to jeopardize the re- 
covery of so large a sum for a saving of $30,000 is colossal 
stupidity.” : 

“The House should restore the full budget request when it 


acts on the second deficiency appropriation bill,” he said, 
adding: 


At the same time the appropriations committee has pared the anti- 
trust division’s regular deficiency request by approximately 30 per cent. 
While monopolistically-pegged high prices are leading our economy to- 
ward a collapse, forcing great hardship on American consumers, and 
while small, independent businesses are being gobbled up, the Repub- 
lican party proposes the magnificent saving of $60,000 at the expense 
of a vigorous enforcement of the anti-trust laws. 

Appropriations for the anti-trust division are always woefully in- 
adequate. In one recent case, defendants in an anti-trust case spent 
more than the entire annual appropriation of the federal agency respon- 
sible for enforcement of the Sherman act. Hundreds of anti-trust cases 
are never instituted because of lack of funds. Now the inadequate staff 
of the anti-trust division is to be further reduced by furloughs and pos- 
sible layoffs to save a fifth-of-a-cent for each taxpayer. 

The C. I. O. urges every congressman to cast a vote in favor of 
competitive enterprise, a vote in behalf of the consumers and small 


businessmen, a vote to restore the full deficiency requests of the anti- 
trust division. 


ACTION ON CENSUS OF TRANSPORT 


The Senate has passed and sent to the House S. 554, pro- 
viding for quintennial collection and publication of statistical 
information by the Bureau of the Census, beginning in 1948, 
including a provision for a census of “transportation (exclusive 
of railroads and other means of transportation for which, in the 
judgment of the (Census) Director, adequate statistics are avail- 
able from other sources” (see Traffic World, May 3, p. 1411). 
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In discussion of the bill in the Senate, following Senate 
acceptance of amendments recommended by its civil service 
committee, Senator Langer, of North Dakota, said: 


This bill is presented at the request of the Department of Com- 
merce. The Under Secretary of the Department appeared before the 
civil service committee and stated that because of the war no statistics 
of any kind had been gathered relative to censuses of manufactures 
or of mineral industries or of transportation. Moreover, Mr. MacDonald, 
of the Bureau of Public Roads, wrote a letter to the committee stating 
that he, too, wanted this measure passed and that he was most anxious 
to have it passed. 

Only one census will be taken every five years. The one taken in 
1948 will take care of the businesses for 1947 and thereafter every five 
years a census will be taken. 

Mr. Ramspeck, a former member of the House of Representatives, 
appeared for the transportation-by-air industry. The decision as to 
whether a census will be taken relative to the air transportation indus- 
try is left entirely to the Civil Aeronautics Board. 


Senator Cordon, of Oregon, said that $4,000,000 would have 
to be appropriated as a result of passage of the bill. 


Explosives Transport Bill Would 
Broaden Its Powers, I. C. C. Says 


Extension of Commission authority over the transportation 
of explosives by all types of carriers (including, in time of na- 
tional emergency, intrastate carriers) would be accomplished by 
S. 1141, the bill introduced by Chairman White, of the Senate 
interstate and foreign commerce committee, to amend the trans- 
portation of explosives act, the Commission’s legislative com- 
mittee said in a letter to Chairman White, commenting on the 
bill (see Traffic World, April 26, p. 1320). 


The essential part of the letter of the Commission’s legis- 
lative committee, headed by Commissioner Splawn, follows: 


The large increase in the volume of explosives and other dangerous 
articles carried by transportation agencies in the past seven years has 
made it desirable that the transportation of explosives act be amended 
in the light of important developments relating to this subject which 
have occurred in the 23 years which have elapsed since the last revision. 
The Commission called attention to this situation in its annual reports 
of the past several years. 

S. 1141 would accomplish this result. This bill is considerably 
broader in scope than the present act. It embraces all carriers engaged 
in interstate and foreign commerce, including common, contract and 
private carriers. It covers all forms of transportation by land, water 
and air. This is desirable in order that there may be a single regulatory 
body to which any carrier may look for rules relating to transportation 
of this kind. There will undoubtedly be a large increase in the near 
future in air traffic and the interchange of shipments between air and 
land and water carriers. Under these circumstances both shippers and 
carriers will benefit from having a single set of uniform rules to follow 
and a single regulatory agency to look to for guidance. 

S. 1141 would enlarge the powers of the Commission in time of war, 
threatened war, or other national emergency by subjecting intrastate 
carriers of all kinds, common, contract, and private, to the regulations 
of the Commission concerning the transportation of dangerous articles. 

The bill would greatly strengthen administration and enforcement 
powers of the Commission by giving it powers, rights, and duties sim- 
ilar to those embodied in the interstate commerce act, including a pro- 
vision for enforcement of the Commission’s regulations by the courts 
through injunctive relief at the suit of the Commission itself or of the 
Attorney General. 

We recommend that S. 1141 do pass. 


REPEAL OF SHIP-WARRANTS ACT 


The House committee on merchant marine and fisheries has 
favorably reported H. R. 673, to repeal the so-called ship- 
warrants act of July 14, 1941, under authority of which the War 
Shipping Administration established a system of ship warrants, 
which became effective on approval by the Persident on January 
4, 1943, and operated during the war, but ceased to operate 
when, on June 6, 1946, the President signed a revocation of the 
ship warrant rules and regulations. The ship warrants granted 
priorities for fuel and other services to merchant ships engaged 
in war service. 

“The present bill would only accelerate the ending of the 
powers under the ship-warrants act,” the committee said in its 
report. 

It cited a Maritime Commission report recommending ap- 
proval of the bill on the ground that “the warrant system is 


not presently needed for the national defense or national 
interest.” 


PAY OF LOCOMOTIVE INSPECTORS 


The Senate has passed, with an amendment, H. R. 2123, 
a bill to amend the locomotive inspection act of February 17, 
1911, as amended, by providing for, among other things, ad- 
justment of salaries of certain employes of the Commission’s 
Bureau of Locomotive Inspection (see Traffic World, May 3, 
p. 1407). Further congressional] action on the bill was necessary. 
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B. & O. Official Hits Tobey Aide's 
Action; R. R. Young Raps R. F. C. 


Verbal fireworks enlivened the hearing by the Senate bank- 
ing and currency committee, headed by Senator Tobey, of New 
Hampshire, as it continued its investigation of relationships of 
the Baltimore & Ohio Railroad and the Reconstruction Finance 
Corporation while considering legislation for extending the life 
of the R. F. C. beyond June 30, 1947, on which date the R. F. C. 
Me snares under present law (see Traffic World, May 3, 
p. ‘ 

After the Senate committee had questioned W. W. Sullivan, 
chief of the R. F. C.’s railroad division, and had heard testimony 
of the present R. F. C. chairman, it subjected Russell Snod- 
grass, vice president in charge of finance of the B. & O. and 
former R. F. C. official, to interrogation—and it was then that 
the temperature of the inquiry rose. Mr. Snodgrass charged 
that Robert D. L’Heureux, committee counsel, had refused on 
May 2 to let a representative of his (Snodgrass’) office inspect 
certain B. & O. files that were in the committee’s possession. 
Such refusal, said Mr. Snodgrass, was “the lowest action any 
representative of the government ever took,” was “reprehensible 
conduct,” and was characteristic of a “star chamber proceed- 
ing.” Mr. L’Heureux, defending his action, said that “if I had 
done anything less than that, I would have been guilty of mal- 
practice as an attorney.” 

Later, the committee heard testimony by R. R. Young, 
chairman of the board of the Chesapeake & Ohio, of the Alle- 
ghany Corporation, and of the Federation for Railway Progress, 
describing the B. & O. debt adjustment plan as unnecessary and 
unwarranted and criticizing R. F. C. participation in manage- 
ment of debtor railroads as an exercise of “power politics,” as 
a result of which, he said, the railroads involved had been 
“grossly, almost criminally, mismanaged.” 

Questioning of Mr. Sullivan by Senator Tobey dealt largely 
with events that had preceded the preparation and filing of the 
1944 debt adjustment plan of the B. & O., at the time that Mr. 
Snodgrass was an R. F. C. official and Jesse Jones was R. F. C. 
chairman. 

Asked by Chairman Tobey whether Mr. Snodgrass, Mr. 
Jones or any other R.F.C. official had discussed with him “a 
plan to divert net profits of the B. & O. from repayment of the 
R.F.C. debt to purchase of bonds in the open market,” Mr. 
Sullivan said he did not recall that they had. Chairman Tobey 
thought it seemed strange that the “dictum” of Mr. Sullivan, 
as an expert in railroad matters, would not be listened to. 
Mr. Sullivan said it was the “custom” of some railroads to 
make use of their available cash for the buying up of their 
own bonds at less than paf. Senator Tobey said it was also 
their “custom” to pay off their debts to the R.F.C. 

Senator Tobey asked Mr. Sullivan whether, after the 
charge had been made in September, 1945, that the B. & O. 
“bankruptcy” was a “fraud on the court,” he felt that the 
charge might be substantiated, and the witness answered “no.” 
The senator then asked questions concerning a memorandum 
issued in September, 1945, by Mr. Sullivan to his office. staff 
members, referring to “charges” that were said to have been 
made concerning the R.F.C. handling of the B. & O. loan and 
continuing, in part, as follows: 


I have been informed that efforts will be made to obtain some in- 
formation from the records of the railroad division of the R. F. C. in 
regard to the B. & O. . .. Please refer to me any inquiry you may 
receive from any person. . . . We must not under any circumstances 
release anything to anyone, whether the inquiry is made under the 
guise of friendship or otherwise. 


The parties who have made the charge may be unscrupulous and 
will take advantage of any opportunity to gain information. 


Purpose of Memorandum 


Answering the committee chairman’s questions, Mr. Sulli- 
van said that the purpose of the memorandum was to prevent 
anyone having access to his division’s files; that the files were 
in a building that had no guards, and that he had heard of 
people running around in the halls and was afraid some of those 
people “might get into our rooms.” Pressed to state who, in 
particular, he feared might try to search the files for informa- 
tion, Mr. Sullivan said he “wanted to keep Cassius Clay out of 
the files,” and that he was “not taking any chances.” He said 
he had read that Mr. Clay allegedly had abstracted files ‘from 
“Governor Caldwell’—former governor of Virginia and former 
B. & O. general counsel. Senator Tobey then called to Mr. 
Sullivan’s attention letters written by Jesse Jones, former 
R.F.C. head and former Federal Loan Administrator, and cer- 
tain other correspondence, highly commending Mr. Clay’s char- 
acter, fidelity and service. 


R.F.C. Chairman’s Testimony 


John D. Goodloe, present chairman of the R.F.C. and for- 
mer general counsel of that agency, the next witness, read a 
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prepared statement in which he said that “three and only three 
questions or issues” were involved in “the present B. & O. con- 
troversy,” and those issues were: 


(1) Do the new B. & O. collateral trust bonds maturing in 1965 
which R. F. C. agreed to accept in satisfaction of the loan notes held 
by it constitute an extension of the present B. & O. loans beyond Janu- 
ary 31, 1955? If so, does such agreement violate section 3 of the act 
of January 31, 1935? 

(2) Was the B. & O. adjustment plan of 1944 desirable and in the 
public interest? Was it a good plan and one which was fair to R. F. C. 
and other B. & O. creditors? 

(3) Was the B. & O’s petition for relief under chapter XV of the 
bankruptcy act, as amended (commonly called the McLaughlin act), 
filed with the court ‘‘in good faith’? within the meaning of that term 
as used in the statute? 












The first of those issues, said Mr. Goodloe, was purely a 
legal question and had been considered and resolved in favor of 
R.F.C.’s position. He said it had been covered by an official 
opinion of Stanley Reed, then acting Attorney General, dated 
October 8, 1935, and by opinions of former and present chief 
railroad counsel of the R.F.C., approved by R.F.C. general 
counsel. These opinions showed, said Mr. Goodloe, that R.F.C.’s 
agreement to purchase B. & O. collateral trust bonds with a 
maturity beyond January 31, 1955, was legal and entirely in 
accordance With R.F.C.’s administrative interpretation of the 
pertinent provisions of the R.F.C. act. 

As to the second issue here presented, Mr. Goodloe stated 
that the 1944 debt adjustment plan of the B. & O. had been 
publicly announced more than 2% years ago and had been 
received with widespread approval of the creditors voting on 
it; that it had been twice considered by the Interstate Com- 
merce Commission, which had found the plan to be in the pub- 
lic interest and in the best interest of each class of creditors 
and stockholders; that it had been approved by unanimous 
decision of a special three-judge federal court “who went into 
every detail of the plan and all objections thereto,” and that 
the U. S. Supreme Court had denied “a petition in which all 
the issues were stated” and subsequently had denied rehearing. 
He added that the special court’s decree approving and con- 
firming the plan had become final and was binding on all B. & O. 
creditors, including the R.F.C., and that the plan so approved 
and confirmed was in process of consummation, exchanges of 
bonds pursuant thereto having proceeded since April 1. 































Clay’s Testimony on “Good Faith” 






On the question of “good faith,” Mr. Goodloe referred to 
testimony by Mr. Clay in the district court that “I am not 
questioning the good faith of any of the officers and directors 
of the Baltimore & Ohio who became such after the time of the 
1938 plan.” 

Mr. Goodloe said that the new B. & O. collateral trust 
bonds provided for in the 1944 debt adjustment plan would be 
“an entirely different obligation’ from the promissory notes 
now held by the R.F.C. and would not: constitute a mere ex- 
tension of the latter. 

“As of February 10, 1944,” he said, “B. & O.’s indebtedness 
to R.F.C. amounted to $84,563,381. The market or appraised 
value of the collateral was then $96,954,746, equal to 114.7 per 
cent of the debt. As of April 1, 1947, B. & O.’s indebtedness to 
R.F.C. was $80,766,341. The market or appraised value of the 
collateral as of that date was $160,961,775, or 199.3 per -cent 
of the debt. 

“The consummation of the B. & O. adjustment plan of 1944 
by the exchange of securities was delayed for months by the 
repeated efforts of Randolph Phillips, one of the few B. & O. 
creditors who objected to the plan, to secure a review by the 
Supreme Court of the United States of the district court’s de- 
cision. Had the R.F.C. received the new collateral trust bonds 
prior to the decline last fall of the railroad securities market, 
it is the judgment of our financial people that R.F.C. could have 
sold the new bonds for at least par, plus accrued interest.” 























Views on B. & O. Purchase of Own Bonds 
In his further testimony, Mr. Goodloe said: 






There have been two charges, either direct or by implication, made 
against the R. F. C.: (1) That R. F. C.’s agreement to the 1944 adjust- 
ment plan constituted a scheme to effect by R. F. C. the domination 
and control of the B. & O. Railroad, and (2) that as a result of the 
adjustment plan the R. F. C.’s loans have been frozen until 1965. These 
two charges are mutually inconsistent since, if the R. F. C.’s loans 
should indeed be frozen until 1965, it obviously would be in no position 
to exercise any sort of control or domination over the B. & O.... 
In the future, the B. & O.’s financial policies will be governed and 
controlled by the provisions of the court’s decree approving and con- 
firming the adjustment plan and the various indentures entered into 
pursuant to the decree.... 

Any criticism of R. F. C. on account of the B. & O.’s purchase of 
its publicly-held bonds is untenable. The 1938 plan and the indentures 
entered into pursuant thereto required the B. & O. to reduce $100,000,000 
principal amount of its obligations (other.than equipment obligations), 
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and consequently the R. F. C. did not object to the B. & O.’s purchase 
of the publicly-held bonds. Moreover, the B. & O.’s purchase of these 
bonds at substantial discounts was in accord with sound financial policy 
long urged by the I. C. C. and encouraged by the R. F. C. with respect 
to its railroad loans generally. ... 


In the period 1940 to 1942, the R. F. C.’s loans to the B. & O. were 
at times undersecured and the record was that in six out of the ten 


years beginning with 1930 the B. & O. had failed to earn enough to 
cover its charges. 


It was thus obvious .. . that there was a long-time, overhanging 
danger that the R. F. C. would ultimately lose money on its under- 
secured B. & O. loans and that the B. & O.’s inability to earn enough 
to cover its interest charges would ultimately force the road to ‘‘go 
through the wringer’’ by means either of a receivership or section 77 
reorganization proceedings. 


. However, as a result of (a) the reduction by more than $5,500,000 
of the B. & O.’s annual interest charges resulting from its purchase at 
a discount of publicly-held bonds, and (b) the extensions of maturities 
and modifications of interest charges provided by the 1944 adjustment 
plan, there is every reason for expecting that the B. & O. will be able 
to function without any serious financial worry at least until 1965, un- 
less of course we experience prior to that time a depression far worse 
than that of 1932-1933. 


Influence of Jesse Jones 


Mr. Goodloe said that “much to do” had been made about 
the influence of Jesse H. Jones on R.F.C. railroad matters and 
that it had been done in such manner as to give the impression 
that there was something sinister about Mr. Jones’ influence. 
He said that, as Federal Loan Administrator, Mr. Jones was 
specifically charged with supervision of R.F.C. activities. Mr. 
Goodloe cited a statement by Senator Taft, of Ohio, made in the 
course of a Senate debate, in which Senator Taft said he thought 
Mr. Jones was “one of the ablest men in the public service.” | 

Mr. Goodloe said that the special district court of three 
judges on April 22 had entered a unanimous order denying a 
motion filed by several B. & O. creditors, in which motion the 
court was asked to enjoin all parties from proceeding further in 
consummation of the 1944 debt adjustment plan, in view of the 
Senate banking and currency committee’s investigation. Mr. 
Goodloe said that the following was the pertinent part of the 
court’s order: 


All objections raised by opponents of the plan were carefully con- 
sidered by the court after extended hearings at which all interested 
parties were given full opportunity to present evidence to support their 
contentions and full arguments were heard, and the court found no 
merit in their contentions, as will appear by reference to the opinion 
of this court reported at 63 F. Supp. 542; and thereafter the Supreme 
Court of the United States, on an application of the opponents of the 
plan for writ of certiorari, refused to reconsider the case. The present 
motion contains nothing which would justify the staying of the opera- 
tion of the decree as requested in the petition. The motion of the inter- 
venors is therefore denied this 22nd day of April, 1947. 


Jones’ Telephone Inquiry 


Asked by Senator Tobey whether he had had any contact 
with Mr. (Jesse) Jones since the latter left the R.F.C., Mr. 
Goodloe said that, after the Tobey committee began the instant 
invesigation of the R.F.C., Mr. Jones had called up from Hous- 
ton, Tex., wondering “what the devil was going on.” When 
Senator Tobey questioned Mr. Jones’ use of the word “devil,” 
Mr. Goodloe said Mr. Jones used a stronger word than that 
and that Mr. Jones was a very outspoken man. : 

“With respect to anything where he has had broad experi- 
ence and I have not. I know of no one whose advice I'd rather 
have,” said Mr. Goodloe. 

Senator Tobey asked if it was true that Mr. Goodloe had 
been offered a position paying $25,000 a year. Mr. Goodloe 
said it was not true, and that if it had been, “I think I would 
have taken it.” | i 


Senator Tobey said that there was “nothing after 1943” in 
the R.F.C. files, now in possession of his committee, relating to 
“this important matter”’—the R.F.C. loan to the B. & O. 


Mr. Goodloe discussed differences between the promissory 
notes of the B. & O. now held by the R.F.C. and the collateral 
trust bonds under the 1944 debt adjustment plan, and said one 
difference was that the notes bore 5 per cent interest, while the 
bonds would bear only 4 per cent. 


Statements supplementing Mr. Goodloe’s testimony were 
made from time to time by W. Meade Fletcher, chief railroad 
counsel of the R.F.C. Senator Robertson, of Virginia, said he 
thought it should be in the hearing record that Mr. Fletcher 
was one of his constituents, that he had been with the R.F.C. 
since 1932, and that he was the son of “Judge Fletcher, of Vir- 
ginia. one of the leading authorities on corporation law in the 
United States,” who had written “Fletcher on Corporations.” 
That book, said Senator Robertson, was regarded by lawyers 
as “one of the most monumental treatises” written on the sub- 
Jetec of corporations. 


Russell Snodgrass, vice president in charge of finance of the 
Baltimore & Ohio, called as the next witness, started to read a 
prepared statement, but was asked by Chairman Tobey to 
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forego the reading of it until after he had answered a number 
of questions prepared by the chairman. 

After answering affirmatively a question by Senator Tobey 
as to whether he thought bankruptcy was a serious matter, 
Mr. Snodgrass underwent questioning based on the following 
letter addressed by Mr. Snodgrass to Arthur H. Dean, of the 
New York City law firm of Sullivan & Cromwell, special coun- 
sel for the B. & O. in reorganization matters, and dated June 
28, 1945: 

Dear Arthur, 

I am enclosing a copy of a plant and of the bud which we grated 

on it with a view to producing a flower, lily white in color, bold in 


design and seductive in fragrance, instead of the burs and beggar’s-lice 
which the plant was intended to bear. 


It was stated that the letter was in the “adjustment plan- 
counsel” file of Mr. Snodgrass, included in the B. & O. records 
turned over to the Tobey committee. 

Senator Tobey wanted to know what the “plant” was to 
which the letter referred, what “bud” had been grafted on the 
_— and what the “flower” was that was mentioned in the 

etter. 

Mr. Snodgrass said he could not recall what the enclosure 
was, and that, whatever it was, it was in Mr. Dean’s files. 
Senator Tobey then called on Mr. Dean to produce, his files for 
the committee on May 5. He thought Mr. Snodgrass had “a 
pretty good idea” in his mind about the subject matter of the 
letter. Referring to the words, “seductive in fragrance,” ap- 
pearing in the letter, Senator Tobey tried unsuccessfully to 
obtain from Mr. Snodgrass an answer to the question, “Whom 
did you mean to seduce?” Later in the questioning, Mr. Snod- 
grass said he thought the enclosure was a letter or a copy 
of a letter. 

After the hearing, Mr. Dean said he had learned, through 
a telephoned inquiry to his office in New York, that the en- 
closures to which Mr. Snodgrass’ letter referred were two 
letters, one written by Felix David, of 3636 Greystone Avenue, 
New York City, on June 19, 1945, a holder of 4% per cent un- 
secured convertible bonds of the B. & O., due in 1960, in which 
Mr. David complained of the treatment accorded those bonds 
by the 1938 plan and again by the 1944 debt adjustment plan 
of the B. & O.; the other, a,letter of reply by President White, 
of the B. & O., to Mr. David, dated June 25, 1945, setting forth 
his views as to advantages of the adjustment plan with respect 
to the bonds in question. The suggestion had been made, it was 
stated, that Mr. David’s letter had been “planted” by Randolph 
Phillips, who contested the B. & O. debt adjustment plan in 
the courts, and Mr. White’s reply was described as the “bud” 
that was “grafted” onto the so-called “plant.” 

Senator Tobey announced that the hearings would be re- 
sumed May 5. 

Returning to the witness chair as the hearing was resumed, 
May 5, Mr. Snodgrass and Senator Tobey became engaged in 
an argument as to whether the B. & O. had supplied to the 
committee all the papers from its files that related to the 
committee’s investigation. 

Mr. Snodgrass stated that a committee subpoena for the 
files of the B. & O., which was to have been served on the sec- 
retary of the B. & O., had not been served, because of illness 
of that official; that he (Snodgrass) had obtained from the com- 
mittee counsel in a telephone conversation a list of the items 
or files that the committee wanted, and that that material had 
been supplied voluntarily by the B. & O. to the committee. 
Senator Tobey contended that there were some papers, bearing 
on B. & O.-R. F. C. relationships, that were not sent to the 
committee. 

“We held back nothing,” said Mr. Snodgrass. “The com- 

mittee can have anything it wants, at any time.” 
_ _ Senator Tobey then read a list of file identifications and 
indicated that he wanted that material supplied to the commit- 
tee by the B. & O. He said that there were some letters in 
Mr. Dean’s file that were not in “your counsel file,” and asked 
whether they had been taken out of the B. & O. file. 


Criticism of Committee Counsel 


“No papers were taken out of our file,” said Mr. Snod- 
grass. “You are just talking about suspicions. . . . You have 
spoken of files. I’m coming to point out a matter that goes 
———— than whether or not the R. F. C. should be con- 
tinued.” 

Mr. Snodgrass then related that he had sent a representa- 
tive of his office, C. P. McEvoy, to the Senate banking and 
currencv committee headquarters on May 2 with a request that 
Mr. McEvoy be permitted to examine one of the B. & O. files 
in the committee’s possession. He read memoranda written by 
Mr. McEvoy and Frederick A. Baukhages, general solicitor of 
the B. & O., concerning refusal of Mr. L’Heureux to permit in- 
spection of the files in question—‘“Counsel file—Adjustment 
Plan” and “District court file—Adjustment Plan.” According 
to these memoranda, Mr. L’Heureux had stated he could not 
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permit inspection of those files until the committee had received 
the files of Mr. Dean, “because it would be possible, if Mr. 
Dean’s files were not in his ‘possession, that some letter which 
should be there could be removed.” 

“Mr. L’Heureux’s latest action, denying to the B. & O. the 
right to examine its own files, voluntarily surrendered into the 
committee’s possession, is a new low in public conduct,” said 
Mr. Snodgrass. He alleged that Mr. L’Heureux had “willfully 
libelled men of standing and repute in their communities, al- 
though information in his possession is sufficient to demonstrate 
the untruthfulness of his statements.” 


L’Heureux’s Answer 


Mr. L’Heureux, seated beside Chairman Tobey in the course 
of the hearings, asserted that he would have been ‘derelict’ in 
his duty if he had permitted anybody to take the chronological 
order of letters in the B. & O. files so that they might be 
matched against letters in Mr. Dean’s files. Mr. Snodgrass ex- 
pressed resentment at the idea that Mr. Dean would remove 
any letters from his files before sending them to the committee. 

When Senator Capehart, of Indiana, inquired whether the 
B. & O. had furnished to the committee all the files it needed, 
Mr. Snodgrass said it had not, but that it was willing and able 
to send all the material the committee desired, and that it had 
invited committee counsel to check through its files in Balti- 
more and determine what material in those files it wanted. 

Mr. Snodgrass said he had before him “a very factual 
statement of the whole B. & O. plan” and added that “if any- 
body is interested in facts, I have them here.” When Chairman 
Tobey indicated no interest in hearing the statement at that 
time, E. L. Burgess, vice president and general counsel of the 
B.& O., arose to state that he thought the B. & O. was entitled 
to the giving of an opportunity to Mr. Snodgrass to complete 
his statement. 


Witness Young and “Expert Testimony” 


Senator Tobey said the committee procedure was to call 
its witnesses for direct examination first, and that, after such 
examination, the witnesses would have opportunity for rebuttal. 
He added that “anything else is out of order now,” and called 
to the witness chair Mr. Young of the C. & O. He told Mr. 
Young that he thought the committee should have the benefit 
of “the most expert testimony” on railroad financing matters. 
jams Mr. Young read a prepared statement, the text of which 
ollows: *| 


On July 31, 1945, when Baltimore and Ohio was declared Bo hash 
under alleged pressure of the $84 million R. F. C. loan, there was or 
should have been available immediately to meet that debt at least 
$106 million, made up as follows: 
ag er eee $ 40,000,000 


Government bonds actually on hand..............ceeeeeeeees 35,000,000 
Cash unnecessarily diverted to other long-term creditors 
NN 2 Shee KA ocak 45's Acad detals seidbasisinws sad sSeebs 6% 1,000,000 
iat An cleainhs sn kd bis amide qinemensdgemmeenee aah est bees $106,000,000 


Having met the R. F. C. debt, if further sums had been needed for 
any purpose, there was also available $128 million of quotable collateral. 
Any large bank would have been delighted to have made Baltimore 
and Ohio a serial loan on this collateral as security. I have not in- 
cluded $12 million of high grade quotable collateral strangely cancelled 
by the Baltimore and Ohio management on the eve of the bankruptcy. 

It has been argued that a railroad must maintain large cash bal- 
ances and a substantial net working capital position to carry on opera- 
tions. This is not the case. Railroads, unlike manufacturing companies, 
are not burdened with heavy accounts receivable and inventory re- 
quirements. On balance, a railroad receives cash for its services before 
it is required to lay out cash for labor, supplies, etc., to render that 
service. 

Chesapeake & Ohio’s two once-financially-weak subsidiaries, Pere 
Marquette and Nickel Plate, stripped of every dollar of working capital, 
were safely brought through far more difficult times than the Baltimore 
& Ohio faced in 1945. Cash balances were drawn down nearly to the 
vanishing point to meet maturities and other obligations. If nceessary, 
we would have drawn our cash balances down to zero rather than to 
injure a single security holder. It is for just such emergencies that 
cash and surplus net working capital are carried. When necessary, the 
payment of accounts due suppliers and to other railroads for traffic 
balances can also be deferred. 

Even the rich Chesapeake and Ohio found it profitable to reduce 
its net working capital position to a few million dollars from the end 
of 1943 to the end of 1945 at the very time it was doing the largest 
business in its history, and witnesses were saying the Baltimore & 
Ohio needed a record-breaking sum of working capital. 

That a railroad can operate with less than no net working capital 
and with a very small amount of cash, is generally known in the 
railroad industry, as is evidenced also by the Baltimore and Ohio’s own 
history and the history of such well-known properties as New York 
Central. 

Summarizing, we therefore find that Baltimore and Ohio should 
have had available on July 31, 1945, to meet any requirements: 

Cash, governments and diverted cash as per above......... $106 ,000,000 
an i tein namin a SEE Cae dco s b.9abis ce 
Quotable collateral strangely cancelled...................... 
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That Congress is alert to the railroad bankruptcy frauds, is evi- 
denced by its passage last year of S. 1253, vetoed by the President 
because it was not good enough. With this bill reenacted in a form 
acceptable to the President, as I am sure it will be in the near future, 
situations such as the Baltimore & Ohio’s can be easily and honestly 
taken care of. 

In my opinion, the handling of this situation by the Baltimore and 
Ohio management and the R. F. C. was either dishonest or incompetent. 
One does not expect incompetency in financial matters from RFC or 
former RFC officials. 








Young Agrees With Tobey 


“In your opinion,’ asked Senator Tobey, “could not and 
should not the B. & O. have gone to the R. F. C. and oe 
$50,000,000 readily on its debt to the R. F. C.?” 

“Yes, just by writing a check,” said Mr. Young. 

“The B. & O. could have paid off its whole debt,” Senator 
Tobey resumed. “But the R. F. C. and the B. & O. deliberately 

. went before the Senate interstate commerce committee and 
asked for the McLaughlin act to aid the Colorado & Southern, 
when all the time they knew the purpose of the act was to aid 
the B. & O. Now we have an $80 million frozen loan, though 
the B. & O. bought $100 million of its own securities in the 
open market. Do you think that spells logic?” 

“That’s very mysterious,” said Mr. Young. 

“You concur with me?” asked Senator Tobey. 

“T do, indeed,” said Mr. Young. 

Questioned by Senator Capehart, Mr. Young said the fig- 
ures he had used in his statement had been supplied to him 
by Senator Tobey and obtained from certain publications. Sen- 
ator Tobey later said the figures had been verified in testimony 
by Mr. Snodgrass. 

Asked by Senator Capehart whether he felt that the R. F. C. 
had “made a bad deal,” Mr. Young said it had “made a bad 
deal for the American people.” He made the same reply to a 
similar question as to the B. & O. He said he thought he could 
make “a good deal” for the C. & O. by “going in and reorganiz- 
ing out all my creditors,” but that that would not be a good 
thing for the American people. 

Senator Capehart wondered what Mr. Young thought was 
the reason for the R. F. C.’s action in the B. & O. case. Mr. 
Young said that “one reason” was to “put R. F. C. people in the 
B. & O.” To state additional reasons, he said, he would have 
to “look into other people’s minds.” That, he said, he would 
not do. He charged that the R. F. C. had acted in a questionable 
way in other reorganizations in which R. F. C. officials had 
later “turned up as trustees.” He said he had understood the 
purpose of the R. F. C. to have been to relieve debtors, and 
not to pressure them. 

Senator Robertson, of Virginia, remarked that the C. & O. 
last February had broken a 20-year record for unloading of 
coal at Hampton Roads. 

“We always had cars available for our shippers, which is 
something more than the B. & O. had,” said Mr. Young. 

Under further questioning, he said that the Pere Mar- 
quette had drawn its cash down to “a few hundred thousand.” 
He said he had records to show that railroads had operated 
successfully without any working capital. He said the Southern 
Railway had a deficit for several years, that the Pennsylvania 
Railroad in 1944 had, exclusive of cash, a net deficit of $144,- 
000,000, and that the Union Pacific likewise had a net deficit of 
$46,000,000 in net working capital. 

If the position of the B. & O. was so good, why were its 
bonds selling “so low,” Senator Robertson inquired. 

Mr. Young said that bonds of the New York Central also 
were “down” and that it was “because of this kind of admin- 
istration” that a dollar invested in railroads was not as good 
as a dollar in the bank. 


View on Court Approval of Plan 


Senator Robertson said that the federal courts had held 
the B. & O. adjustment plan a proper plan. Mr. Young sug- 
gested that the court should not be held responsible for state- 
ments made by B. & O. and R. F. C. officials under oath. Sen- 
ator Tobey said that Mr. Snodgrass had underestimated B. & O. 
revenues for a year by more than $50 million. At that point, 
Mr. Baukhages tried to made a statement. 

“You have Leen very prominent here,” said Senator Tobey. 
“Sit down and keep quiet.” 

Senator Robertson suggested that the R. F. C. was in a 
better position after the B. & O. “reorganization” than it had 
been in before. Mr. Young said he did not know that the 
R. F. C. had been organized to be “a Shylock” and to come in 
and force bankruptcy when a debtor company was solvent. But 
that, he said, was what the R. F. C. did. 

“Why didn’t the R. F. C. take the ‘cash and governments’ 
of the B. & O. and go home and let the B. & O. operate in 
peace, instead of letting it be operated by a lot of R. F. C. 
officials,” he asked. 

He said the Nickel Plate had met successfully a $15 million 
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maturity in 1938-1939 with only about $2 million in cash, and 
added that “we had an honest ownership—we took care of our 
security holders without squealing—we didn’t have the cash 
of the United States government.” 


Definitions of Terms 


He defined “quotable collateral’ as collateral of the kind 
the New York banks were eager to get. He said that since he 
had been associated with “these companies” (the C. & O. and 
affiliated lines) in 1937, “we have not borrowed one penny from 
the R. F. C. Net working capital, he said, meant accounts 
receivable, inventories and other items in current assets, on the 
one hand, offset against payables, taxes and accounts due sup- 
pliers and other railroads, on the other hand. He argued that, 
since railroads collected their receipts in cash, “‘intrinsically, a 
railroad doesn’t need working capital—it operates on the cap- 
ital of others.” He said that the B. & O. in December, 1931, 
had showed a net working capital deficit, exclusive of cash, of 
$37 million, and that the corresponding figure for that road in 
1944 was $34 million. 

Answering a series of questions by Senator Capehart, Mr. 
Young said he thought that the R. F. C. had been grossly mis- 
managed; that he thought the voting trusts that the R. F. C. 
had established should be eliminated, but that he believed that 
the R. F. C., “honestly managed,” could still serve a useful 
purpose. He remarked that “they (the R. F. C.) seem to have a 
new flock of political appointees every month.” He did not 
think that Congress intended that the R. F. C. should “inject 
itself into management.” 

Asked by Senator Fulbright, of Arkansas, what he meant 
by the “strangely cancelled” $12 million of collateral, Mr. Young 
said a few months before it undertook its debt adjustment the 
B. & O. had $12 million of quotable bonds in its treasury which 
the B. & O. management had stamped “void.” Those bonds, he 
averred, could have been used as collateral at some subsequent 
date. However, he said, he did not know all the circumstances 
involved in the cancellation. 

He wondered why R. F. C. officials continued as voting 
directors and trustees of railroads by which R. F. C. loans had 
long since been repaid. Why, he wanted to know, did they not 
resign when the R. F. C. had been paid off? He suggested that 
the R. F. C. had approved appointment of Roy B. White as 
president of the B. & O. 

After Mr. Young had expressed the view that the R. F. C. 
had “played gross power politics with Wall Street,” Senator 
Capehart asked whether he meant that the R. F. C. had been 
in competition with Wall Street. Mr. Young said he meant the 
R. F. C. had been “in bed with Wall Street.” He said he could 
show a case where an R. F. C. official had conspired to defraud 
the Erie. Asked to name that official, he gave the name of an 
R. F. C. attorney who died last year. He said that he was cer- 
tain that the B. & O. could have paid off $30 million of its 
R. F. C. debt and remained solvent. 

In the case of the B. & O., said Mr. Young, the R. F. C. was 
playing power politics with Wall Street. He added that the 
R. F. C. had done likewise in the cases of the Missouri Pacific 
and the Chicago & North Western, and that, as a result, such 
railroads had been “grossly and almost criminally misman- 
aged.” 

Senator Tobey asked Mr. Young whether, in the event he 
were chairman of the Senate banking and currensy committee, 
he would not feel that he had a public duty to bring the B. & O.- 
R. F. C. matter to public attention and make an investigation. 


“T do, indeed, but I think it’s very, very belated,” said Mr. 
Young. 


In a comparatively calm afternoon session of the commit- 
tee on May 5, Mr. Snodgrass read a 27-page mimeographed 
statement in which he reviewed developments leading up to the 
1944 debt adjustment plan of the B. & O., the court proceed- 
ings which culminated in court approval of the plan, and what 
he represented as the true financial status of the B. & O. at 
the time of preparation of that plan. He said that from the 
time the B. & O. obtained its first loan from the R. F. C. in 
April, 1932, to March 31 of this year, it had paid to the R. F. C. 
$46,815,148.04 in interest. 


Referring to the statement by Committee Counsel L’Heu- 
reux at the beginning of the hearings that “since the end of 
1939 to the end of 1945, B. & O. had made more than $110 mil- 
lion in net profits, after all taxes” and to Mr. L’Heureux’s con- 


tention that that proved “the absurdity of the allegation that 


the B. & O. has been unable to pay off or meet in any way 
except through bankruptcy the $80 million of loans held by the 
R. F. C.,” Mr. Snodgrass said Mr. L’Heureux’s statement omit- 
ted material facts ‘‘to the extent of about $80 million” and that 
One item alone that was omitted was $36,510,000 of notes which 
matured on August 1, 1944. Another item, among others he 
mentioned, was $27,030,825—‘‘the amount of capital fund ap- 
propriations made out of income in the period covered (Janu- 
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ary 1, 1940, to October 31, 1944, when net income of the B. & O. 
was $122,373,250) in accordance with the provisions of the 1938 


plan.” The “omitted” items that he was presenting, he said, 
totaled $79,498,872. 


Supplemental Statement “Ruled Out” 


Reappearing in the witness chair the morning of May 6, 
Mr. Snodgrass asked permission to read a supplemental state- 
ment. Senator Tobey would not permit the reading’of the state- 
ment at that time, saying that Mr. Snodgrass had made his 
statement and indicating that the witness was being recalled 
for direct examination only. Mr. Snodgrass said he wanted to 
“protest very strongly in the record” against denial by Chair- 
man Tobey of the request to read the further statement and 
that he (Snodgrass) would insist on his right of “continuing” 
his statement. Senator Tobey did not yield, and began a line 
of questioning leading to the point that the committee counsel, 
on investigation of B. & O. files, had found some “authenticated 
minutes” of a B. & O. board of directors meeting held on April 
21, 1941, which were not included in a book of “official min- 
utes” of B. & O. directors’ meetings. 

Senator Tobey referred particularly to a paragraph in the 
“authenticated minutes” for April 21, 1944, in which was 
recorded a resolution of the board beginning with “whereas, in 
the judgment of the board of directors of this company, the 
amount of capital of the company should be not less than 
$6,225,000. .. .” This paragraph from the “authenticated min- 
utes,” said Senator Tobey, was not to be found in the “official 
minutes” of the B. & O. He asked Mr. Snodgrass to search the 
“official minutes,” and the witness did so without finding the 
language in question. However, Mr. Snodgrass read a resolution 
beginning with the words, ‘Resolved, that out of $28,286,878.66 
. .. there be applied to net capital $18,857,000,” and he con- 
tended that this resolution contained the import of the one to 
which Senator Tobey referred. Later, Mr. Snodgrass expressed 
the view that the “minute” cited by Senator Tobey had been 
written by the secretary of the B. & O. before the meeting of 
the directors at which the minutes were presented for considera- 
tion. 


Question of Minimum Working Capital 


“Was not the real reason you struck that out that you 
didn’t want the record to show that the board thought the 
B. & O. could get along with working capital of only $6,225,- 
000,” asked Senator Tobey. 

“No,” said Mr. Snodgrass, emphatically. ‘We considered 
that the working capital we had at the time was no more than 
adequate, and subsequent events have proved it.” 

Senator Tobey asked if it was not true that as of April 30, 
1945, the B. & O. had $35 million of working capital. Mr. Snod- 
grass said that, according to his arithmetic, the railroad at 
that time had $16.4 million of “quick net working capital’”— 
funds actually available, and not including material and sup- 
plies which were for railroad use and not for conversion into 
cash. Senator Tobey said that in a letter to the Securities and 
Exchange Commission Mr. Snodgrass had defined working capi- 
tal as the amount by which current assets exceeded current 
liabilities. Mr. Snodgrass said that that did not give the “quick 
current position.” Senator Tobey said that if the district court 
had had the “‘authenticated minutes” concerning working capital 
of not less than $6,225,000, it might well have thought that Mr. 
Snodgrass had over-estimated the B. & O.’s capital require- 
ments by $29 million. Asked why he had not told the R. F. C. 
about “the $6,000,000,” Mr. Snodgrass said that that was of no 
consequence. Senator Tobey said it was “of enough conse- 
quence that you took it out of the permanent record.” 


Senator Capehart brought out, under questioning, the in- 
formation that the highest gross income of the B. & O. in any 
year had been $368 million. He regarded it unlikely that a 
company doing a $350 million business a year could operate 
with working capital of only $6,000,000. 


Former B. & O. Secretary Is Witness 


Senator Tobey called, as the next witness, George F. May, 
secretary of the B. & O. from February 1, 1929, to the end of 
1944, who said he had begun service with that road in 1892. Mr. 
May explained the procedure under which minutes of one meet- 
ing of the B. & O. board were subjected to scrutiny and re- 
vision by the directors and certain officers of the road before 
approval of the minutes for inclusion in the permanent record 
of official minutes at a subsequent meeting. He said that the 
minutes of the April 21, 1941, meeting might possibly have been 
changed at a subsequent board meeting. He answered ‘no’ to 
a question by Senator Tobey as to whether “alterations of this 
character’ were made “month after month.” 

Called back to the witness chair, Mr. Snodgrass was asked 
by Senator Tobey to identify a memorandum signed by “Mr. 
Cornwell,” former general counsel of the B. & O., dated April 
15, 1944, containing the advice that Mr. Cornwell did not think 
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that two specified letters should be made part of the corporation 
records which might be subpoenaed in the adjustment plan 
proceeding, should such a proceeding be instituted. Mr. Snod- 
grass said the memorandum had been forwarded to him by 
President White, of the B. & O.; that he (Snodgrass) had 
advised Mr. Cornwell that the letters would be a necessary 
part of the adjustment plan proceeding, but that they were not 
essential parts of the minutes and that he had told Mr. May to 
eliminate them from the minutes of the B. & O. directors’ meet- 
ings. Mr. Snodgrass said the letters in question were exhibits 
in the court proceeding. 

“What do you think was in the mind of the general coun- 
sel?” asked Senator Tobey. “Any high school boy might say 
that he feared they might be made a part of the corporation 
records.” 


Allegation of “Holding Up” Mail 


Senator Tobey then asked Mr. Snodgrass if the latter had 
“gone to the Post Office Department” and prevailed on it to 
“hold up 13,000 letters of Randolph Phillips (opponent of the 
B. & O. adjustment plan of 1944 in the courts) for two weeks.” 
The witness’ answer was “no.” Answering further questions on 
this subject, Mr. Snodgrass said that Mr. Phillips had prepared 
his “first proxy material” on April 19, 1945; that, two days later, 
he caused to be tendered to the New York office of the B. & O. 
one bond, to be registered in his name, so he could qualify 
under the securities and exchange act to have proxies. Mr. 
Snodgrass said that in October, 1942, after the B. & O. had 
refused to mail out “his material” to B. & O. stockholders “be- 
cause he was not a stockholder,” Mr. Phillips had caused 10 
shares to be registered in his name, and that this practice— 
that of going out and getting stocks or bonds for the purpose 
of getting into a proxy fight—was “the lowest practice in the 
world.” He said that, in April, 1944, “two days after our first 
letter to our bondholders,’ Mr. Phillips had forwarded to the 
B. & O. material for mailing to the bondholders, and that on 
the upper left-hand corner of the envelopes he had furnished 
for use in the mailing appeared the word “Warning” and some 
other matter that the witness could not recall. : : 

Mr. Snodgrass said he knew that the use of certain reading 
matter on envelopes for mailing was in violation of a certain 
section of the criminal code; that he transmitted to the post- 
master at Baltimore a letter containing one of the Phillips 
envelopes, asking for a ruling as to its legality, and that, if it 
was found that the Phillips material was not mailable, the 
B. & O. would have been the liable party, as it was to 
address the mailing. Mr. Snodgrass said the Baltimore post- 
master forwarded the matter to the solicitor of the Post Office 
Department in Washington for a ruling; that the ruling was 
that the Phillips matter was not mailable, but that within a 
day or two the ruling was changed, and that, after he (Snod- 
grass) had called the original ruling to the attention of the 
Post Office Department, a hearing was held on the matter and 
the department then ruled that the material was mailable. 

Under further questioning, Mr. Snodgrass said he did not 
want at any time to mail the Phillips material, that he con- 
tended the B. & O. should refuse to mail it and test the 
question in the courts, because the Phillips letter to bond- 
holders contained ‘‘misleading statements,” but that the other 
members of the B. & O. executive committee “voted the other 
way.” He said the Phillips letter was mailed “under duress 
of a telegram” from “Mr. Heller, of the Securities and Exchange 
Commission,” to the effect that the matter in the Phillips mail- 
ing was not materially misleading. 

Source of Broker Account Data 


Senator Tobey then asked Mr. Snodgrass from whom he 
had obtained information as to securities in Mr. Phillips’ broker- 
age account with a New York brokerage firm. Mr. Snodgrass 
said he did not know. Senator Tobey wanted to know how 
it happened that information about Mr. Phillips’ security hold- 
ings was in the B. & O. files. The witness again said he did 
not know, and Senator Tobey suggested that it might have 
been “a gift from heaven.” 

“Did you cause an investigator to tell Randolph Phillips 
that if he appeared in court to oppose the debt adjustment plan 
you would reveal information embarrassing to him?” asked 
Senator Tobey. 

“No,” said Mr. Snodgrass. 

When Mr. Snodgrass declared that Mr. Phillips was 
“against the plan and against the United States,” Senator Tobey 
said, “I call that a new low. . . . That’s a remark unworthy of 
a gentleman.” 

Senator Capehart said that there had been ‘rumors’ that 
Mr. Phillips had used two names—‘Moses” and “Phillips’”— 
and that he would like to know which was his real name. 


M~- re “Fireworks” 


With that inquiry he set off a heated argument that in- 
volved himself, Senator Tobey, Mr. Phillips, and Mr. Bauk- 
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hages, and that culminated in a verbal clash between Senators 
Capehart and Tobey. 

Mr. Snodgrass said he understood that Mr. Phillips’ name 
originally was “Moses.” 

Senator Tobey wondered why the B. & O. ‘“‘took pains to 
find out about the past of Randolph Phillips.” 

“What difference did it make whether he was a Catholic, 
a Jew or a Gentile?” the committee chairman asked. 

Mr. Snodgrass said the question of Mr. Phillips’ past had 
been brought to the attention of B. & O. bondholders; that he 
was seeking authorizations from B. & O. convertible bond- 
holders to represent them, and that “we felt that when any 
person circularizes our bondholders it’s incumbent on us to 
inform them, so they can judge whether they should authorize 
him to represent them.” Mr. Snodgrass said it was brought to 
the bondholders’ attention that Mr. Phillips was not a lawyer 
and that, as to him, there was “absence of financial experience 
and absence of judgment.” 

. —e tried to cast a stigma on the man?” Senator Tobey 
asked. 

“T want to know why you ask that question,” said Senator 
Capehart. 

“I have been told they brought out the fact that he (Phil- 
lips) was a Jew,” said Senator Tobey. 

“We did not,” said Mr. Snodgrass. ‘Mr. Phillips’ solicita- 
tion contained false and misleading statements.” 

“The fact remains,” said Senator Tobey, “that Mr. Phillips 
and many other people feel the plan was not a good one, but 
a lot of hocus-pocus.” 

Mr. Snodgrass said that the creditors had approved of the 
plan by a favorable vote exceeding 99 per cent. 


Phillips Tells His Story 


Mr. Phillips came to the committee table, asserting that 
he thought it was “most unfair to me to press the idea that I 
have been parading under two names.” He said that his fa- 
ther’s name was Darius B. Moses; that his mother’s maiden 
name was Mayme P. Phillips; that his father died when he 
(Randolph) was 2% years old; that his mother soon afterward 
resumed her maiden name, and that “my only name legally has 
been Randolph Phillips.” He addressed to Senator Capehart a 
charge that the latter had been unfair in putting into the record 
“the innuendo you have made.” 

Two days before the trial of the B. & O. case in the district 
court, Mr. Phillips said, an investigator had come to his house, 
saying that he had been sent by persons interested in the 
B. & O.; that those persons had learned Mr. Phillips’ father’s 
name, and that if he (Phillips) appeared in court, that fact 
would be disclosed, with the thought that the disclosure would 
be so embarrassing to him that he would not show up in court. 
Mr. Phillips said he had told about the incident to a U. S. dis- 
trict attorney in New York and later had “told the facts” to 
Judge Chesnut, of the federal district court in the B. & O. case, 
but had been “shocked” to find that “the court was not inter- 
ested.” Mr. Phillips said Mr. Snodgrass had admitted in testi- 
mony in the court that he (Snodgrass) had caused the “investi- 
gator” to talk to Phillips. 

“Senator Capehart—I have been through quite a lot, and I 
have always fought cleanly—have you?” Mr. Phillips asked. 

He charged that there were “certain persons” in the B. & O. 
management who would “do anything” to assure success of the 
debt adjustment plan. He said he had been a special consultant 
of the Senate interstate commerce committee, and that he knew 
his rights as a witness. 

“If you think the fact of my background is relevant and 
material in this hearing, I think. you will be alone in that 
opinion,” Mr. Phillips told Senator Capehart. 

Senator Capehart said the “rumor” about Mr. Phillips’ for- 
mer name had been “peddled around” to him. 

When Mr. Phillips asked, “By whom?” Senator Capehart 
said, “A B. & O. official.”” Mr. Phillips said he had been “drafted 
illegally” in the midst of a proxy contest and that, subsequently, 
when he had been “drafted illegally,” he had been classified 
“4-F.” He said that after he had announced he was “conscien- 
tiously opposed to participation in war,” the F. B. I. had made 
a thorough investigation of his background, and that its files on 
this investigation were available to the committee at any time. 



























































Capehart vs. Tobey 


Senator Tobey, addressing Senator Capehart, said he 
thought the matter of Phillips’ background was “very irrele- 
vant;” that he did not “give a d—n” whether a man was a Jew; 
that he was interested in facts about the B. & O. and the 
R. F. C., and that “these things are extraneous.” 

“You’re not interested in facts, or you would certainly be 
interested in knowing the background of the men involved in 
this investigation,” said Senator Capehart. ‘Many irrelevant 
questions have been asked here. .. . You had a man here yester- 
day by the name of Young who accused the R. F. C. of being 
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dishonest. . . . | wonder why, when one of your colleagues asks 
a question, you immediately shoot off and cast aspersions. . . 


I’m sick and tired of your casting aspersions on me... . You 
have done that once before in this hearing. . . . You sat right 
there and tried to put words in my mouth. . .. We’re going to 


have a fair hearing from now on. 

“When you accuse Mr. Snodgrass of ‘fixing’ the postmaster 
at Baltimore, that’s perfectly all right; but when I ask whether 
Mr. Phillips’ real name is Phillips or Moses, you cast aspersions. 
. .. It’s a perfectly fair question. His explanation was all I 
wanted. . . . You may be the great senator from New Hamp- 
shire, but I represent the state of Indiana, and I have as much 
right as you do. We have reached a point in this hearing when 
I’m ready to blow up, and I think you are, too. . . . You bobbed 
up here and hit the ceiling with one of those holy-holy state- 
ments. ... 

“You accused that witness of ‘fixing’ the postmaster at 
Baltimore. I said nothing, but the minute I ask a question, you 
accuse me of doing it for some ulterior motive. . . . I wanted 
once and for all to get the record straight.” 

Mr. Phillips asked, “Why did you put it in the record?” 

“That’s none of your business,” said Senator Capehart. 

Senator Tobey then called to the witness chair Mr. Bauk- 
hages, the B. & O. general solicitor, and asked him whether at 
any time he had approached any senator with a statement about 
Mr. Phillips. 


Baukhages Assails Phillips 


Mr. Baukhages said he had talked to Senators Capehart, 
Robertson, and Buck, of Delaware, and had made available to 
them a transcript of the B. & O. proceeding in the U. S. district 
court. Asked whether he had said anything to them about 
Phillips having two names, Mr. Baukhages said he might have 
done so. He described Mr. Phillips as “a professional strife- 
suitor,” adding that that term meant “a trouble-maker.” 

“I have been held up by yourself and by others you have 
brought here as a crooked person,” said Mr. Baukhages. “Mr. 
Young, who, I think, has a close connection with Mr. Phillips, 
has said directly that I am dishonest. I’m not dishonest. My 
record is an open book. My only sin is that of gaining some 
reputation. If I have lost some of it, I can thank you for that. 
I have been held up on charges found groundless by the court. 
... Your counsel did not have those records of ours in time to 
prepare his ‘prima facie case’. . . . He got his material from 
Phillips... .” 

Senator Tobey said he challenged the statement that he had 
said Mr. Baukhages was crooked. Mr. Baukhages maintained 
that the charge had been made against B. & O. officials gener- 
ally, and that he was one of them. Senator Tobey then brought 
the morning session of the May 6 hearings to a close. Shortly 
after his return to the committee table for the afternoon hear- 
ing, Senator Tobey announced that other members of the com- 
mitte were absent because of the pressure of legislation in the 
Senate; that he would appoint a subcommittee to conduct the 
future hearings in the R. F. C. investigation, and that the hear- 
ings probably would be resumed some time in the week of May 
19. 


Congressmen Inquire Into Alleged 
Freight Car Monopoly 


What was termed a ‘“‘western states caucus” of the House 
of Representatives was scheduled to hear Robert R. Young, 
chairman of the board of the Chesapeake & Ohio, May 8, in an 
investigation of an “asserted eastern freight car monopoly.” 

The executive committee of the caucus, composed of Rep- 
resentative Cecil R. King, of California; Representative Sam 
Rayburn, of Texas; Representative Charles H. Russell, of Ne- 
vada; Representative Karl Stefan, of Nebraska; and Repre- 
sentative Walt Horan, of Washington, issued a statement in 
which it said that the caucus had before it evidence charging 
that “an eastern financial-political combine is depriving western 
carriers of vitally needed freight cars by maintaining control 
of the Association of American Railroads.” It said the commit- 
tee had also requested a number of leading railroad executives 
and industrialists to testify at subsequent hearings. 

The charges, said the committee, involved the action of 
the I. C. C. in having made Warren C. Kendall, chairman of 


_ the car service division of the A. A. R., its agent in the distribu- 


tion of cars. It said the caucus intended to make a thorough 
investigation of both the A. A. R. and the I. C. C. and their 
practices regarding distribution of cars. 

The charges are similar to those involved in the newspaper 
article to which William T. Faricy, president of the Associa- 
tion of American Railroads, replied recently (see Traffic World, 
April 19, p. 1246). 

Simultaneously with the announcement of the executive 
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committee of the western. states caucus, the Association of 
American Railroads made public a memorandum covering the 
essential facts as to railroad freight car distribution with spe- 
cial reference to western car supply. This memorandum, pre- 
pared by the car service division of the A. A. R., it said, was 
furnished to members of the interstate commerce committees 
of the House of Representatives and the Senate and also to 
other representatives and senators who had expressed an inter- 
est in the subject. The memorandum was an explanation of the 


freight car supply situation along lines heretofore made by the 
A. A. R. 


Sen. Reed Introduces “Reparations 
Bill” Backed by N. I. T. League 


Senator Reed, of Kansas, has introduced S. 1194, a replica 
of the National Industrial Traffic League sponsored House bill 
to establish a uniform statutory period of limitation covering 
overcharges, undercharges and reparations for all four parts of 
the interstate commerce act, on which hearings were held by 
the House interstate and foreign commerce committee, after 
which a new bill was reported by that committee without the 
reparation provisions (see Traffic World, March 29, p. 992,.and 
April 5, p: 1110). 

The House has not yet acted on the bill reported to it by 
its interstate and foreign commerce committee, H. R. 2759. The 
League-sponsored bill that was the subject of the hearings by 
that committee was H. R. 2324. The text of the Reed bill is 
identical to that of H. R. 2324. The Reed bill is entitled “a bill 
to amend the interstate commerce act with respect to the lia- 
bility of common carriers by motor vehicle, common carriers by 
water, and freight forwarders for payment of damages to per- 
sons injured by them through violations of such act.” 

Provisions of H. R. 2324 under which motor carriers would 
become subject to reparation provisions such as those to which 
rail carriers now were subject were opposed in the House com- 
mittee hearings by John V. Lawrence, managing director of 
the American Trucking Associations, Inc. (see Traffic World, 
March 22, p. 895). 


ALASKA SHIP CONTRACTS HEARING 


A subcommittee of the House committee on merchant ma- 
rine and fisheries heard objections, May 1, of chamber of com- 
merce representatives from San Francisco and Los Angeles, 
Calif., and Portland, Ore., to exclusion of carriers other than 
three designated Alaska steamship operators from participating 
in the U. S.-Alaska ocean trade. , 

H. J. Res. 122, authorizing the Maritime Commission to 
make arrangements with qualified American citizens operators 
for operation of ships in the Alaskan trade, until July 1, 1948, 
and signed by President Truman (see Traffic World, March 15, 
p. 824, and February 22, p. 577), empowered the M. C. to enter 
into a contract with Alaska Steamship Co., Northland Trans- 
portation Co., and Alaska Transportation Co. 

It was brought out in the hearing that the M. C. had ap- 
proved the contracts for signature by the three lines, but that 
the contracts had not actually been consummated. The chamber 


of commerce representatives urged that the contracts be opened 
to new carriers. 


RATE BUREAU BILL LISTED FOR ACTION 


Senator Taft, of Ohio, chairman of the Republican policy 
committee of the Senate, has announced that the so-called 
Reed-Bulwinkle bill providing for exemption from the anti- 
trust laws of designated carrier agreements approved by the 
Commission, is on the committee’s slate for consideration be- 
fore the adjournment of Congress for the summer recess sched- 
uled now for July 31. In the order announced by Chairman 
Taft the principal bills to be considered before the recess are 
the labor bill, foreign relief bill, tax reduction bill, rent control 
bill and the Reed-Bulwinkle bill. If the latter bill is passed by 
the Senate, sponsors of the measure believe that it will pass 
the House. The Bulwinkle bill was passed by the House in the 
preceding Congress. 


FEDERAL TRAFFIC BUREAU PROPOSAL 


Representative O’Hara, of Minnesota, has introduced H. R. 
3307, proposing establishment of a Federal Traffic Bureau as a 
federal government agency with the responsibility, among 
others, of negotiating and making all contracts for the trans- 
portation of government traffic and with authority over the 
routing, diversion or reconsignment of government shipments. 
Representative O’Hara said the text of the bill was identical to 
that of a bill introduced in the 79th Congress by former Senator 
Wheeler, of Montana, then chairman of the Senate interstate 
commerce committee. 
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Chartering, Conversion and Other 
Ship Problems Aired by House Group 


With discussions of conversion and chartering and whether 
there was a definition of a standard ship, and other problems 
of the Maritime Commission in administering the merchant 
ship sales act of 1946, a subcommittee of the House merchant 
marine and fisheries committee resumed its hearings under the 
direction of Representative Alvin F. Weichel, of Ohio (see 
Traffic World, May 3). Mr. Weichel is chairman of the sub- 
committee on ship sales, charters and lay-ups. 

Representative Fred Bradley, of Michigan, chairman of the 
merchant marine and fisheries committee, appeared briefly at 
the May 1 hearing to explain the absence of some of the sub- 
committee members. He said four subcommittees of the full 
committee were in session and that it was not possible for all 
members of the ship sales subcommittee to participate in the 
instant hearings at all times. He said that all members of the 
full committee were at work on one or another of the subcom- 
mittees and that this was a good indication that Congress was 
on the job to enact its legislative program at this session. 

Admiral Smith, Maritime Commission head, told Mr. 
Weichel that a true definition of a standard ship might be a 
composite of defined types. He gave, for example, a definition of 
a C-3 cargo-type ship and added that it could be seen from a 
broad and general description of what constituted a standard 
ship of that class that no attention had been given to innumer- 
able items that different owners might desire, all of which 
might be classed as betterment. He said there had been nu- 
merous complaints from purchasers about the C-3’s and they 
wanted to define the standard for ships as the very best one of 
a type. Admiral Smith said it would require $100,000,000 to 
meet the a of applicants as to their definition of a stand- 
ard vessel. 


Asks About Discrimination 


Mr. Weichel asked if there was discrimination between 
purchasers of a given type of vessel at a given price because 
one ship sold at that price might have certain equipment such 
as winches and gear that another ship of the same price class 
did not possess. 

Joseph F. Barnes, of the commission’s staff, said the com- 
mission was limited by law with respect to making concessions 
in price. He said the law, by its floor provisions, prohibited 
concessions beyond that floor, and that up to that point, if a 
ship had deficiencies, allowances could be made, “but when we 
- hit that floor, which is in general 35 per cent of the war-built 
cost, the law forbids us from making any further concessions.”’ 

Mr. Barnes said the commission had definitions for each of 
30 or more types of ships. 

In a discussion initiated by Mr. Weichel as to whether 
applications for purchase of ships were made public, Admiral 
Smith said they were not, and James L. Pimper, of the com- 
mission’s ship sales staff, said the reason was that they con- 
tained certain financial and other data the M. C. believed to be 
confidential in nature. Commissioner Grenville Mellen said the 
commission had taken no action on secrecy of applications. 

“Is the help down there at the commission running it or is 
the commission running it with reference to this?” asked Chair- 
man Weichel. 

“I think the commission itself has been divided on that,” 
replied Mr. Mellen. 

“So, in the meantime, the help are exercising their own 
ideas,” said Mr. Weichel. 

Mr. Mellen said: “To some extent, I think.” He added 
that he thought applications could be made available with the 
exception of the financial statements of the applicants. 

Admiral Smith said the M. C. had a fund of $89,000,000 
for conversion this year and that the latest report was that all 
of these funds would ‘be allocated. 


Small Operators Buy Liberties 


“We don’t throw anything away,” he said. “We never con- 
vert a ship unless we are sure we can sell it for more than the 
cost of conversion. The Treasury never loses on one of these 
conversions. We have a contract of sale before we start the 
conversion.” 

Admiral Smith said the M. C. had applications from 92 
applicants for charter of 1,436 dry cargo ships, of which 1,263 
had been delivered and 169 allocated but undelivered. 

Small operators, who had operated for the commission as 
ship agents in wartime, now were coming in to buy Libertys 
on a small scale, said Admiral Smith. 

Many of the larger private ship operators were against 
chartering in any form, he said. Some of them were now 
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chartering, however, he said, adding that “everybody is char- 
tering.” 

The present peak movement of coal and grain could only 
be handled by chartered ships because no one. knew how long 
the movement would last, said Admiral Smith. 

Mr. Weichel referred to a provision of the merchant ship 
sales act of 1946 requiring that no vessel should be chartered 
until 60 days after publication of the applicable prewar do- 
mestic cost in the Federal Register and asked why the commis- 
sion had been unable to prepare its chartering arrangements 
in 60 days. Admiral Smith said it took time and hearings to 
decide on chartering and that there were other difficulties. Mr. 
Weichel wanted to know what the-M. C. experts had done all 
through the months since passage of the act and asked when 
the commission “finally came out with a charter.’ Admiral 
Smith said that orm April 23, 1946, it published a form of appli- 
cation for charter. 

Not a Simple Problem 


Replying to a question of Mr. Weichel with respect to ap- 
plication of charter hire to purchase, Admiral Smith said it 
was not a simple problem and that the commission had not 
recommended anything concerning it. Commissioner Mellen 
said he was opposed to applying charter hire to purchases and 
that he believed charters were a deterrent to sales if continued 
too long. It was the same thing, he said, as letting rent paid 
for a building apply on the purchase of the building. 

Admiral Smith said dry cargo ships were chartered at 15 
per cent of the statutory sales price adjusted, or the floor price, 
whichever was higher. He said that from $15,000,000 to $20,000,- 
000 a month was the income from off-shore charter-hire opera- 
tions. 

Commissioner Mellen said he thought the present charter 
rate arrangements might suffice under temporary conditions 
of need in moving cargo, but that if there was a decline in 
traffic and there were too many chartered ships on the seas it 
would prove detrimental to the American merchant marine. 
He said that when any operator could rent a ship on reasonable 
terms it would be foolish for him to invest any amount of 
money, especially with regard to Libertys. 

Admiral Smith said a long-range plan of the Maritime Com- 
mission for chartering dry-cargo ships was only in a formative 
stage and that before putting it into effect, the commission ex- 
pected to hear the viewpoints of operators, both large and small. 
He said the commission had in mind a three-year charter, 
cancellable on 30 days’ notice after one year with a basic char- 
ter hire of 25 per cent of the statutory sales price and a 50-50 
split of the profits above that. He said the M. C. would need 
an emergency short-term charter to carry the coal and grain 
trade now moving. How long the present volume of this traffic 
would move, he said, no one knew. 


Long-Range Charter Plan 


Referring to amendments to the merchant ship sales act 
suggested by the M. C., Admiral Smith said the commission was 
asking authority to use its discretion and make a charter under 
which the coastal and intercoastal operators might operate at a 
profit. Under the present law, he said, the commission could 
not do it. 

“We are of the opinion,’ said Admiral Smith, speaking 
again of the long-range plan, “that a long-term charter will 
encourage the sale of ships that the well-founded operator will 
prefer to purchase rather than charter. The fault with the 
present charter which is cancellable in 15 days is that the char- 
terer is taking very little chance. He has a cargo in mind and 
he can charter a ship to carry that cargo. If he finds he will 
not get another one the next trip, he has the privilege of can- 
celling on 15 days’ notice. I believe we have had very few, if 
any, cancellations so far because the trade is very prosperous. 
But if the rates are cut or if the cargo falls off, many of these 
small operators will turn back their ships to us.” 

A debate over whether the M. C. chartered oil tankers took 
place after Commissioner Mellen asserted that the commission 
did not charter tankers but operated about 230 of them under 
general agency agreements. 

“If there are 230 tankers owned by the government run- 
ning around the world in the hands of other people that is a 
charter,”’ said Chairman Weichel. He said the 230 tankers were 
operating under a “subterfuge.” The Maritime Commission, he 
continued, never came to the merchant marine committee and 
said: “To get around the charter provision we are doing it un- 
der general agency.” Mr. Weichel asserted the ship sales act 
provided that tankers were not to be chartered. Representa- 
tive Henry M. Jackson, of Washington, said there was no such 
provision. Admiral Smith denied that the commission was cir- 
cumventing what Mr. Weichel called the “charter part of it.” 
Mr. Jackson said he could not recall anything in the hearings on 
the bill that indicated that the M. C. should not operate tankers 
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under general agency agreements. He said the M. C. was not 
violating the law in this respect. 


Says I. C. C. Members Will Be Called 


Chairman Weichel said he would ask one of the Interstate 
Commerce Commission members or its chairman to come be- 
fore his subcommittee to discuss coastal and intercoastal rates 
and noted that the Commission proposed holding hearings on 
this subject on the Pacific coast. 

The nation’s total ship tonnage, said Commissioner Mellen, 
increased from 11,748,000 deadweight tons in 1939 to 47,447,- 
000 as of April 1, 1947, or more than four times. More than 
half of the total tonnage, as of September, 1946, he said, was 
in Liberty ships. 

“I have always contended,” said Mr. Mellen, “that except 
for a very few in number Liberty ships are not to be construed 
as dangerously competitive to the American Merchant Marine 
as constituted at the present time by our better types of ships 
which are in the possession of American Flag operators. The 
ships we have sold foreign in the main have been Liberty ships.” 

He said that by this sale of Libertys to foreign nations up to 
a point approximating their 1939 fleets, “I feel we have con- 
tributed to the world economy, and in contributing to interna- 
tional trade have made a contribution, the basis for the opera- 
tion of the American Merchant Marine.” 

Replying to a question put by Chairman Weichel, Commis- 
sioner Mellen said he doubted if the United States had any 
hope of arriving on an equal basis with Britain as a maritime 
nation. The British had about 21 or 22 million tons before the 
war and the U. S. about 11,000,000, said he. Mr. Weichel asked 
if, “when everything is all over and all settled,” the U. S. ton- 
nage would be down to about the same proportion as before, 
and Mr. Mellen said he hoped it would not be that bad. He said 
he thought this country ought to and could have a “compact, 
effective, and efficient American Merchant Marine.” 


Postwar Fleet of 11/2 Million Tons 


Admiral Smith said the M. C.’s research department esti- 
mated that postwar the U. S. would require a fleet of approxi- 
mately 11% million tons, but that the ships would be faster and 
would operate over the country’s 32 principal trade routes, 
carrying U. S. commerce. 

“That,” said Mr. Jackson, “would be back to where we 
were before the war except we would have a modern fleet com- 
pared with a break-down fleet left over from World War I.” 

Admiral Smith said the ships would be faster and better 
fitted for competition. 

Commissioner Mellen, replying to questions put by Chair- 
man Weichel, said the M. C. recommended a subsidy but was 
not prepared at present to say how much it should be. 

-Mr. Jackson asked Admiral Smith if he had had a chance 
to talk with the oil companies about the disposition of the 
tanker fleet and what their intentions were. Admiral Smith 
said they claimed they now had all the tankers they needed for 
normal operations and that the Standard Oil Co. reported it 
had 125 for its own requirements and did not want to buy any 
more. 

In a discussion of the sale of old ships that had been traded 
in to the government by the purchases of new ships, Admiral 
Smith said the Civilian Production Administration and other 
government agencies had been pressing the M. C. for scrap 
steel from old ships. 

Mr. Jackson urged the disposal of old ships as rapidly as 
possible. _He said he believed that the way old ships had been 
selling in the foreign market it was apparent they would bring 
better prices there than when sold for scrap. He said he would 
rather see the newer Libertys retained for defense needs than 
old “Hog Islanders” and believed the sale of old ships in the 
foreign market would be “good Yankee business sense.” 


HEARING ON CROSSER BILL AMENDMENTS 


The House committee on interstate and foreign commerce 
has announced that it will begin hearings May 20 on pending 
bills to amend the so-called Crosser act of 1946, by which va- 
rious provisions of the rail retirement, unemployment insurance 
and carrier taxing act were “liberalized” so as to provide larger 
benefits for rail employes or enlarge the coverage of such bene- 
fits. Among the bills now pending before the committee, pro- 
posing amendment of the Crosser act, are H. R. 2854, introduced 
by Representative Howell, of Illinois; H. R. 2853, introduced 


. by Representative Gillette, of Pennsylvania, and H. R. 2911, 


introduced by Representative Leonard W. Hall, of New York 
(see Traffic World, April 5, p. 1105). 


VENUE OF SUITS AGAINST RAILROADS 

Equally divided for and against the bill, a subcommittee of 

the House judiciary committee has reported to the full commit- 
tee, without recommendation, H. R. 1639, the Jennings bill to 
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require that suits under the federal employes’ liability act to 
be filed in the jurisdiction where the injury occurs or where the 
age os (see Traffic World, April 5, p. 1112, and April 
19, p. iM 


U. S. Barge Line Discontinuance 
Considered at Hearing 


Urging disposition of the Federal Barge Lines system as 
rapidly as possible, but, in any event, complete liquidation of 
its operation, Vice-President J. H. Parmelee, of the Associa- 
tion of American Railroads, presented to a subcommittee of the 
House select committee on small business, May 7, the railroad 
position with respect to the future of the barge lines. He de- 
scribed the enterprise. as a “socialistic experiment” that had 
grown “like Topsy” out of circumstances resulting from World 
War I, and, “like grandfather’s clock,” was “gradually run- 
ning down” (see Traffic World, April 26, p. 1328). 

The barge lines’ history, he said, made it clear that no 
sound governmental policy would justify continuation of gov- 
ernment operation. It was not to be expected, he said, that 
the lines could be sold to private interests under terms that 
would require them to operate with no economic justification. 
For that reason, he said, appropriate legislation should be 
enacted that would not restrict the conditions under which 
the government might dispose of the lines. He said the present 
law, in effect, made such disposition impossible. 

Representative Evan Howell, of Illinois, chairman of the 
subcommittee, said the purpose of the hearings was to enable 
the committee to make recommendations to the House appro- 
priations committee with reference to the future of the gov- 
ernment barge lines. Observing that hearings already had 
been held in Chicago, Minneapolis, Omaha, New Orleans, 
Memphis, and St. Louis, Mr. Howell said the Washington hear- 
ing would be the last opportunity for presentation of testi- 
mony. Mr. Howell, with other subcommittee members, with- 
drew to attend a House session, leaving the hearing in charge 
of M. W. Rowell, director retained by the subcommittee, who 
had conducted hearings in other cities; Allen W. Maddren, 
assistant director, and D.-G. McDonald, special counsel. Later 
the subcommittee members returned. 

Dr. Parmelee said disposal of the barge lines would not 
contravene national policy but would constitute recognition of 
the “complete failure of a fortuitous experiment.” He said 
that the barge lines, heavily subsidized by government and 
yet unable to pay their own way, offered unfair competition 
to the railroads and other private transport agencies. He said 
the “progenitors and originators” of the barge lines anticipated 
that whether successful or not, the enterprise would be dis- 
posed of or abandoned, thus taking the government out of 
competition with its own citizens. 

Drop in Barge-Line Tonnage 

Average tonnages for the whole operation in the years 

1936-40, he said, totaled 2,239,286, and dropped to 2,146,761 in 
the war years, 1941-45, a period of heavy traffic in transporta- 
tion generally. The tonnage for 1945 alone was 1,889,259, he 
said, adding that apparently the total tonnage in 1946 was 
some 25 per cent below that of 1945. 
_ The Inland Waterways Corporation, operating the barge 
lines, had no funded debt, said Dr. Parmelee, being financed 
wholly, he said, by the government. He added that the system 
had never been called on to earn a return on the government’s 
investment in the lines. As of December 31, 1945, he said, that 
investment consisted of $22,362,843, made up of $12,000,000 of 
corporation stock purchased by the government, and $10,362,- 
843 of government property, mostly barges and towboats, 
turned over to the corporation by the government. For the 
corporation as a whole, he said, the combined deficit for the 
10 years from 1936 to 1945 was $667,000. 

__ Dr. Parmelee said that from testimony heard by the com- 
mittee it appeared that a very large additional investment in 
the barge lines, some $17,000,000 would be necessary to con- 
tinue government operations. 

“Investment of any such sum of money would make it 
more difficult, rather than less difficult, for the government 
ultimately to dispose of the barge lines,” said Dr. Parmelee. 
“As a matter of fact, there would seem to be no hope at all 
that such an additional investment could ever be recovered, 
except in very small part, upon final disposition of the lines 
by the government.” 

He said the A. A. R. believed this “unpleasant fact” should 
be squarely faced and the most made of a bad situation. The 
government, ‘he said, did not owe to any small group of ship- 
pers an obligation to see that they continued to receive trans- 
portation services at less than cost either from the government 
or from private operators. 
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“On the contrary,” Dr. Parmelee continued, “government 
efforts we think should be directed to the elimination of dis- 
crimination in transportation, rather than continued encour- 
agement of preferred treatment to a small group of shippers.” 


Rail-Barge Competition 


Mr. McDonald asked Dr. Parmelee about alleged unfair 
competition of the government barge lines with the railroads. 
Dr. Parmelee said the rails suffered from competition with 
these lines even more than did the private barge lines because 
the latter operated over a free gateway, as compared with 
the railroads maintaining their own rights of way. Beyond 
this, he said, both the railroads and the privately operated 
barge lines had expenses that the federal line was not re- 
quired to meet, and, he added, the federal line was not required 
to make a return to the government on its $23,000,000 invest- 
ment. 

Mr. McDonald asked if the reason the water-rate basis 
was lower than the rail-rate basis was because the government 
barge line did not pay taxes and other expenses like the rail- 
roads and private barge lines. Dr. Parmelee said that the 
federal line, even though not paying these expenses, could not 
make money. He said that, taking all factors into considera- 
tion, the cost of operation by water was greater than that 
by rail. 

. Dr. Parmelee said every ton of traffic handled by water 


was potential competition with the railroads. In response to a. 


question by Mr. Maddren, he said he would not state that 
all barge traffic was in competition with the rails. Mr. McDon- 
ald asked what it was that made the federal barge competition 
more unfavorable to the railroads than the competition of pri- 
vately owned barges. Dr. Parmelee said the A. A. R. was not 
opposing private barge lines in this proceeding. 

Mr. Maddren said that when it was considered that private 
barge lines were competing successfully with the railroads and 
with the federal line, it appeared that the federal line’s losses 
must be the result of its business practices. Dr. Parmelee, in 
response to the question, asked a question himself, namely, 
Why did the private barge lines ask liquidation of the federal 
lines if they were competing successfully. 

Telegrams from the Santa Fe, Milwaukee, North Western, 
Great Northern, Missouri Pacific, Southern, New York Central 
and the Frisco railroads were read into the record. Most of 
these lines said their views were being presented by Dr. 
Parmelee. 

N. I. T. League Opposes U. S. Operation 


The National Industrial Traffic League, in a message to 
the committee, said it favored government withdrawal from 
operation of the barge lines as it had for many years, and a 
statement from Frederick A. Virkus, of the Conference of 
American Small Business Organizations, Chicago, said this 
group opposed continuance of the Inland Waterways Corpora- 
tion. 

Dutmann & Co., Inc., Chicago leather manufacturer, in a 
letter to the committee, said if the sale of the federal line was 
to take place, it should be in accordance with provisions of the 
present law. The Merchants Exchange of St. Louis wrote that it 
favored sale to private interests if the same rates or better 
service could be maintained and the Colonial Sugar Co., New 
Orleans, wrote that it opposed transfer to private owners unless 
Congress provided that the same service would be given as 
under the federal line. The Columbia Transportation Co., Cleve- 
land, wrote that the federal line had rendered valuable wartime 
service in transporting grain, sulphur, and iron and steel prod- 
ucts, and that it desired to see the line remain in federal con- 
trol until it was possible to dispose of it to a responsible oper- 
ator who would maintain the present standard of service. 

The following railroad witnesses appeared: George A. Hof- 
felder, assistant general freight traffic manager, Burlington 
railroad, Chicago, representing also the North Western and 
the Milwaukee; C. R. Roby, assistant freight traffic manager, 
Louisville & Nashville, Louisville, Ky.; H. S. Powell, assistant 
general freight agent, Illinois Central, Chicago; and Sidney S. 
Alderman, general counsel, and Joseph Marks, assistant freight 
traffic manager, Southern Railway, Washington, D. C. 

Mr. Hoffelder said federal barge rates on heavy commod- 
ities were so low as to prevent railroad competition with such 
a rate structure, and that he could not understand why these 
rates were so low, as he believed they could attract traffic at 
higher levels. He gave comparisons of rail and federal barge 
rates, including a rate of 7% cents a 100 pounds, without the 
Ex Parte 162 increases, on grain between Minneapolis and 
St. Louis on the federal line, and 19 cents on the railroad. Mr. 
Hoffelder said shippers were inconvenienced at present in not 
being able to get cars because of a “vast export grain move- 
ment” but that he predicted that when that was over there 
would be a surplus of rail facilities available. 

Mr. Roby commented on the Inland Waterway Corpora- 
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tion’s Warrior River division and introduced data which showed, 
he said, the relatively greater proportion of this river traffic 
that was raw materials. He said the “one outstanding thing” 
that had been demonstrated by Inland’s “so-called temporary 


waterway operation” was that it was impossible to operate a 


profitable common carrier waterway operation on the Warrior 
— extending from New Orleans to Port Birmingham, 
Ala. 

Mr. Powell said he concurred in Dr. Parmelee’s statements. 
He said the I. C. entered voluntarily, about 1932, into joint 
through be with the government barge lines, after “urgent 
solicitatidn” by the barge lines’ representatives in Washington. 
He said through routes and joint rates with barge the govern- 
ment lines, as now established would remain applicable if the 
government barge lines were discontinued and their successors, 
if there were successors, took over. He said other barge lines 
besides the federal now participated in the three-way rates 
established. 

Mr. Alderman said the Southern Railway’s position was 
that subsidized barge-line competition with the railroads should 
be discontinued. Mr. Marks said the Southern was “particularly 
interested” in Inland’s Warrior River line and that the business 
between Birmingham and New Orleans was not enough to sup- 
port the barge line but enough to hurt the railway. 


FINANCING OF U. S. RATE SUITS 


The House appropriations committee has recommended 
$250,000 for the rate unit of the anti-trust division of the De- 
partment of Justice that is working on the reparation cases 
involving government shipments in the war period, in the 
appropriation bill for the Department of Justice for the fiscal 
year ending June 30, 1948. 

: “While the committee is not fully convinced that this activ- 
ity will reach such proportions as to necessitate the expendi- 
ture of $250,000 during the year 1948, it is, nonetheless, includ- 
ing this amount in the appropriation recommended for the 
reason that it does not in any way wish to hamper or retard 


= recoveries to the United States Treasury,” the committee 
said. : 


AMENDMENT OF FEDERAL AIRPORT ACT 


Hearings on S. 1038, a bill introduced by Senator Brewster, 
of Maine, proposing amendment of the federal airport act in 
several respects, including the channeling of federal airport 
funds through state aeronautical agencies rather than directly 
through municipalities, and on an amendment to that bill pro- 
posed by its author, will be held May 15 and 16, by a subcom- 
mittee headed by Senator Brewster, according to a committee 
announcement (see Traffic World, April 12, p. 1177). Members 
of the subcommittee, in addition to its chairman, are Senators 
Hawkes, of New Jersey; Capehart, of Indiana; McFarland, of 
Arizona; McMahon, of Connecticut; Reed, of Kansas, and John- 
son, of Colorado. 


STATE COMMISSION PERSONNEL 


_ Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, has announced 
state commission personnel changes as follows: 


In Wisconsin, Commissioner W, F. Whitney has been reappointed 
to the Public Service Commission for a six-year term ending March, 
1953. He was originally appointed in 1939. 

In Nevada, Commissioner J. G. Allard has been reappointed on the 
Public Service Commission for a four-year term. He will continue as 
chairman for the next two years. 

Commissioner Joseph P. O’Connell has advised this office that his 
term on the Connecticut Public Utilities Commission ends on June 5 
and that he will be succeeded by a new appointee. ... All of Dr. (Clyde 
Olin) Fisher’s friends in the association will regret to learn that he 
will not continue as a member of the Connecticut Public Utilities 
Commission when his term expires on July 1. 

John W. Cornell, who has retired as a member and chairman of 
the Idaho commission, has opened offices at 302 Sonna Building, Boise, 
Idaho, where he will practice as a traffic consultant specializing in 
private general practice before the Interstate Commerce Commission. 


NATIONAL FREIGHT TRAFFIC GOLF ASSOCIATION 
The National Freight Traffic Golf Association will hold its 
spring meeting at French Lick Springs, May 12-14. The Monon 
will operate a special train to French Lick, leaving the Dearborn 
Station in Chicago at 11 a.m. C.S.T., May 10. Approximately 
400 persons, including wives who will accompany many of the 
members, are expected to attend the meeting. 


STATUS OF UNIVERSAL CARLOADING 
Justice David A. Pine of the federal district court for the 
District of Columbia, has held that’ Universal Carloading & 
Distributing Co. is subject to the railroad unemployment insur- 


ance act, as it is within the definition of “employer” as defined 
by the act. 


May 
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Rock Island Hearing 
Adjourned to May 13 


In a brief hearing the morning of May 6, Federal District 
Judge Michael L. Igoe, of Chicago, rejected a motion by Edward 
W. Bourne, attorney representing the general mortgage bond- 
holders’ committee of the Chicago, Rock Island & Pacific Rail- 
way, that the court enter a final confirmation order to put the 
reorganization plan into effect, as ordered by the U. S. Circuit 
Court of Appeals (see Traffic World, March 1, p. 660). 

Judge Igoe adjourned the proceedings to 10 a.m., May 13, 
pointing out that a jury trial was in progress. When Mr. Bourne 
sought to assert that it was mandatory upon the court to con- 
firm the reorganization plan forthwith, and to deny a series of 
counter-niotions “calculated to defeat the mandate of the cir- 
cuit court,” the court criticized Mr. Bourne for “coming out 
here from New York without serving notice on your adversaries 
when you go to court.” 

The court urged all attorneys to serve notice on adversaries 
before they submit motions at the May 13 hearing. Among the 
motions submitted May 6 was a request for a stay to obtain a 
ruling from the U. S. Supreme Court on the Rock Island pro- 
ceedings; a request for approval of a plan to pay off certain 
bondholders; and a request for delay in view of the rail reor- 
ganization bill now before Congress. All motions were rejected. 


Oo. D. T. TANK CAR ORDER CASE 

After a hearing in the federal district court for the District 
of Columbia on a petition of the Phillips Petroleum Co. for a 
permanent injunction against the Office of Defense Transporta- 
tion’s special allocation order O. D. T. R-2, allocating liquefied 
petroleum gas tank cars to commercial companies whose con- 
tracts for lease of such cars from the War Assets Administra- 
tion expired April 1, Judge Reeves ordered that the preliminary 
injunction that the court had issued, as later modified, continue 
in effect for 30 days, and directed Phillips to negotiate with the 
W. A. A., within that time, for redelivery to Phillips of the 189 
liquefied petroleum gas tank cars it had operated under lease 
from the W. A. A. 

By the order that Phillips assailed in its petition for a tem- 
porary restraining order and permanent injunction (see Traffic 
World, April 5, p. 1096), the O. D. T. allocated 24 liquefied 
petroleum tank cars to Phillips out of a total of 423 such cars 
that the W. A. A. had leased to various companies. The court 
granted a temporary restraining order on April 21 and later 
modified that order so as to make it applicable only to the 189 
tank cars operated by Phillips. 

A hearing on a motion by the federal government for dis- 
missal of the Phillips injunction suit against J. Monroe Johnson, 
as director of the O. D. T., has been set for May 13 in the dis- 
trict court. 


SHIP CARGO DAMAGE LIABILITY CASE 


The Supreme Court of the United States has denied cer- 
tiorari in No. 1207, Black Diamond Lines, Inc., and Tampa 
Inter-Ocean Steamship Co., Petitioners, vs. Pioneer Import Cor- 
pofation, in which the court had been asked to review a decision 
of the U. S. Circuit Court of Appeals for the Second circuit, 
handed down February 7, 1947, holding Black Diamond Lines 
liable in the amount of $56,970 for damage to a shipment of 
lily-of-the-valley ‘‘pips” transported on the steamer Lafcomo 
(chartered by Black Diamond from Tampa Inter-Ocean) from 
Holland to New York City in 1939. According to the petition 
for certiorari, the “pips” (described as the parts of the plants 
which contained the flower buds and leaves and were attached 
to the fibrous roots) were shipped without refrigeration and, 
under the contract with the Pioneer Import Corporation’s 
agents, were stowed on deck but, despite oral arrangement 
therefor, were not covered with tarpaulins. When the “pips” 


. Were delivered at New York they were found to be wet with 


salt water and the shipment was destroyed. The appeals court 
held that the contract called for stowage with tarpaulins and 
that failure so to cover the “pips” was a deviation from the 
agreed method of transport. In their petition, the steamship 
lines said one of the questions raised by the decision was, 
“Where a shipper of cargo by steamer instructs the carrier 
to stow it on deck and the carrier does so and delivers to the 
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shipper an ‘on deck’ bill of lading for it, is it a deviation to 
fail to cover the cargo with tarpaulins as orally requested by 
the shipper when it was booked?” 


GUY OLEE GWYN MOTOR ORDER CONTESTED 


Silver Freight Lines has filed suit in the federal court for 
the district of New Mexico to set aside the order of the Com- 
mission, division 5, of April 10, 1946, in MC 104798, Guy Olee 
Gwyn, Common Carrier Application, authorizing motor carrier 
operations between Silver City, N. M., and El Paso, Tex., serv- 
ing all intermediate points and certain off-route points, after 
having once denied the authority in 1944. 

If the operation was instituted, said Silver Freight Lines, 
it would be in competition with its business and with the opera- 
tions of five other motor common carriers and two railroads. 

Silver Freight alleged that 13 of 14 shipper witnesses who 
testified at the further hearing in support of the Gwyn applica- 
tion had since admitted in sworn affidavits that they testified 
“solely because of their prejudice against and dislike of Joe 
Tipton personally,” and that they were not convinced the Gwyn 
service was required. The Joe Tipton mentioned, according to 
the suit, was the’ predecessor in interest to Silver Freight. 
Silver Freight said it had purchased the Tipton rights and 
operated them since May 1, 1946. 

The suit was docketed as civil action No. 1214, John D. 
Bingaman, Chancie L. Snyder and Fred C. Womack, dba Silver 
Freight Lines, vs. United States of America and Interstate 
Commerce Commission. 


COTTON BELT REORGANIZATION 


The St. Louis Southwestern Railway Lines, through Berry- 
man Henwood, trustee, recently filed a joint petition in the 
federal district court at St. Louis, Mo., asking for discharge of 
the company from reorganization upon completion of payment 
or satisfaction of all outstanding obligations. Immediate cash 
payments total $18,331,525. Cash accumulated during reorgani- 
zation is sufficient to pay up all of the back interest on all obli- 
gations and all of the principal of the matured St. Louis South- 
ern first terminal and unifying mortgage bonds, the Central 
Arkansas & Eastern first mortgage bonds, and the Stephenville 
North & South Texas first mortgage bonds, according to the 
petition. 

Upon consummation of its financial plans, annual fixed 
charges will be reduced from $3,015,000 (1946 figure) to $2,050,- 
000, declining at the rate of $25,000 to $30,000 annually, accord- 
ing to Mr. Henwood. 

Southern Pacific Co. holds 130,824 of a total of 171,861 
shares of common stock of the Cotton Belt; 193,134 of a total 
of 198,936 shares of preferred stock; 87.37 per cent of the out- 
standing stock, all of which has equal voting rights. Southern 
Pacific will hold $18,882,250 of a total of $55,802,250 or 33.84 
per a of the outstanding funded debt, explained Mr. Hen- 
wood. 


PRUCKA UNDERCHARGE SUIT AGAINST SWIFT 


Swift & Co., which has several civil suits against a num- 
ber of railroads pending in federal court, charging overcharges 
aggregating hundreds of thousands of dollars, (see Traffic 
World, January 4, p. 31) itself became a defendant in an under- 
charge suit recently filed in the federal district court at Chicago 
by the Frank H. Prucka Transportation Co., motor common 
carrier of Omaha, Neb. The suit is docketed as No. 47C658 and 
has been assigned to Federal Judge Michael L. Igoe. 

The Prucka company in its complaint charged that from 
April, 1943, to May, 1945, it transported for Swift numerous 
shipments of meat, poultry and various packing house products, 
from Omaha and South Omaha to Chicago, and that Swift paid 
Prucka at the truckload rate, though, it is alleged, the ship- 
ments were less-truckload shipments. 

An exhibit indicated that the claimed differences between 
the truckload rate as billed, charged and paid for and the 1. t. 1. 
rate which should have been billed. charged and paid for 
amounted to $18,905.76 in 1943; $8.706.53 in 1944; and $672.47 
in 1945, making a total of $28,284.76. The plaintiff seeks judg- 
ment for that sum, plus interest at 6 per cent, costs and reason- 
able attorney’s fees. 


David Axelrod, of Chicago, is counsel for plaintiff. Should 
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the Prucka suit be successful; it is believed that many other 
motor common carriers who transport packinghouse products 
joer initiate similar proceedings against the packinghouse in- 
ustry. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Tennessee western district, western division, at Memphis. 
On April 21, Clarence E. Buchanan and Courtney G. Buchanan, 
dba Buchanan Motor Express, were fined a total of $600 fol- 
lowing their separate pleas of guilty to an information charging 
them with failing to remit c. o. d. collections to consignors 
within the time prescribed in their tariffs. It was shown to the 
court that they had failed in many instances to remit such finds 
to consignors after much longer periods than the 10 days pre- 
scribed. The defendants were required to pay the full amount 
of the fine. On the same date, in civil proceedings instituted by 
the Commission, the court granted a permanent injunction 
requiring the defendants, in connection with ail c. o. d. ship- 
ments hereafter transported by them in interstate commerce, 
to remit to consignors, within the period of time specified in 
their tariffs, all c. 0. d. monies collected by the defendants from 
consignees of such shipments. 


North Carolina western district, at Statesville. Whisenant 
Transfer Co., Inc., of Maiden, N. C., on April 28, was required 
to pay $1,000 of a fine previously imposed on it, which had 
been suspended. An additional $500 of the suspended fine was 
continued in suspense. The action was taken by the court fol- 
lowing a hearing on motion to revoke the suspended fine, where- 
in the court found that the defendant had violated the provi- 
sions of part II subsequent to imposition of the fine on Octo- 
ber 5, 1944, following the entry of its plea of guilty to an 
information charging it in 20 counts with violation of the act. 
The defendant at that time was required to pay a fine of $500 
on the first five counts of the information, and the fine of $1,500 
imposed on the remaining 15 counts was suspended. The de- 
fendant was charged in the motion for revocation of the sus- 
pended fine with engaging since the suspended fine was imposed 
in operations as a common carrier for compensation without 
a Commission certificate authorizing the particular operations 
performed. 


Indiana southern district, at Indianapolis. Albert R. Miller, 
dba Miller Transfer Co., Kokomo, Ind., on April 25, was fined 
$1,000 following entry of his plea of guilty to an information 
charging him, a common carrier, with failing to require drivers 
in his employ to keep drivers’ daily logs; with keeping in his 
files falsified drivers’ daily logs; and with failure to have on 
file certificates of physical examination for drivers. The fine 
was paid. 

Missouri eastern district, eastern division, at St. Louis. On 
April 22, Billie Ruth Bussmann and Harry T. Bussmann, Jr., 
co-partners dba Supreme Express & Transfer Co., and Portnoy 
Garment Co., a shipper corporation, all of St. Louis, were 
fined a total of $320 following entry of their separate .pleas of 
nolo contendere to informations charging them with violations 
of part II. The partners were fined $210 and the shipper cor- 
poration was fined $110, which sums were required to be paid. 
In one information, Billie Ruth Bussmann and Harry T. Buss- 
mann, Jr., dba Supreme Express & Transfer Co., were charged 
with operating as a common carrier of property for compensa- 
tion without there having been issued to them a Commission 
certificate authorizing the described operation, and with fraudu- 
lently seeking to evade and defeat regulation by means of 
entering into a fictitious leasing arrangement of motor vehicles 
to the defendant shipper for the purpose of making it appear 
that the transportation performed by such carrier was an oper- 
ation conducted by the shipper as a private carrier. The shipper 
Portnoy Garment Co. was charged with aiding and abetting the 
carrier in the commission of such offenses. In another informa- 
tion, the carrier defendants were charged with failing to require 
their drivers to keep drivers’ logs and with failing to have 
in their files doctors’ certificates of physical examinations of 
their new drivers, all in violation of the motor carrier safety 
regulations. 

Oklahoma western district, at Oklahoma City. On April 25, 
Hanley R. (“Cadillac”) Booth, manager of the Booth-U-Drive 
System, Inc., was fined $600 following entry of his plea of guilty 
to six counts of an information charging him with providing 
and arranging for passenger transportation in the so-called 
“travel bureau” manner, for compensation, without first having 
obtained a broker’s license authorizing such transactions, and 
without having posted with the Commission a surety bond as 
required by its regulations. On March 21, in the same court, in 
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proceedings instituted by the Commission, a permanent injunc- 
tion was granted enjoining and restraining the defendant. and 
Booth-U-Drive System, Inc., from engaging in the aforemen- 
tioned transactions until such time as there should be a broker’s 
license authorizing such transactions and there should be a 
surety bond on file with the Commission as required by its 
regulations. 


REGULATION UNDER WAREHOUSING ACT 


Grain warehouse in Illinois operated under licenses. issued 
pursuant to the federal warehouse act were not subject to regu- 
lation by the Illinois Commerce Commission as to matters cov- 
ered by the federal act, but the state commission held jurisdic- 
tion on matters as to which Congress had not foreclosed state 
action by “adopting a policy of its own,” the Supreme Court of 
the United States decided, May 5, in an opinion written by 
Justice Douglas in No. 470, Daniel F. Rice, Joseph J. Rice et al., 
etc., Petitioners, vs. Santa Fe Elevator Corporation et al., and 
No. 472, Illinois Commerce Commission et al., Petitioners, vs. 
Santa Fe Elevator Corporation et al. The Supreme Court 
thereby affirmed in part and reversed in part the judgment of 
the U. S. Circuit Court of Appeals for the Seventh circuit. In 
two companion cases, Nos. 471 and 473, in which the petitioners 
were the same as in Nos. 470 and 472 while the respondent was 
the Board of Trade of the City of Chicago, the Supreme Court 
reversed the appeals court for the Seventh circuit, with respect 
to regulation of futures trading under the commodity exchange 
act. Justice Douglas said in the latter two cases that, until it 
was known what rules the Illinois Commerce Commission would 
adopt, it could not be known whether there would be any con- 
flict with federal law. 


KEESHIN EXAMINATION POSTPONED 


The hearing on the Keeshin Freight Lines, scheduled to 
be held at 10 a.m., May 7, before Referee Nowogrodski, Chi- 
cago, has been continued to 11 a.m., June 25. 


Rodgers of A. T. A. Asks Day’s Work for 
Day's Pay and Profit for Industry 


_ Ted V. Rodgers, president of the American Trucking Asso- 
ciations, Inc., told the Rotary Club of Detroit April 30, that 
economic security for the individual depends upon the soundness 
of our basic economic system—a system under which he said 
ore had developed the highest standard of living in the 
world. 

“Operating under our system we have advanced to the 
point where our freedoms, and our opportunities and our liv- 
ing standards are the envy of the entire world,’ Mr. Rodgers 
said. “It seems to me the only sensible way to judge any system 
is by the fruits it has borne, and on this basis our system stands 
at the top of the class by itself. 

“Our system is founded upon free enterprise, and its two 
basic ingredients are capital and labor, and each is dependent 
upon the other. Capital and labor must progress together if 
they are going to progress at all. There must be mutual trust, 
mutual respect.” 

“The difficulty today,” Mr. Rodgers added, “is that too 
many people are seeking ways and means of obtaining a day’s 
pay without putting in the day’s work, and too many of these 
people fail to understand that industry is entitled to a profit, 
must have a profit if it is to attract capital and continue to 
grow.” 

Economic security, he continued, meant a good job, “one 
that was reasonably permanent, a job that holds opportunity 
for advancement and will enable the worker to live comfortably, 
enjoy some of the pleasures of life and put aside a little money 
for a rainy day.” Continuing, he said: 


There are more such jobs in the United States than in any other 
nation on earth. These jobs didn’t just happen. 

They are there because, under our system now so roundly con- 
demned by the very men who under that system got the chance to 
condemn it. and the education to make their criticism sound plausible, 
there has been incentive. Incentive for men to use their brains—in- 
centive for men to work hard—incentive for men to take a chance. 
Brains, hard work and risk—these are the things which have developed 
our great industries. And don’t forget for a minute that the word 
risk is just another word for invested capital and the men who do the 
risking are capitalists. 


Management and Labor 


Asserting that the relationship of management and labor 
had gone from one extreme to another, Mr. Rodgers, said 
“we've got to strike a proper balance.” 

_ “Personally, I have no doubt we are moving in that direc- 
tion,” he said. “There are some encouraging signs that we are 
making progress. Management has become reconciled to condi- 
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tions which not so long ago would have been called impossible. 
Labor is beginning to sober somewhat after a long spell of 
intoxication brought about by the heady wine of unlimited 
power. Government gives some indication of assuming the role 
of impartial umpire rather than partisan advocate.” 

Citing the automobile industry and its by-product, the 
trucking industry, as examples of what this nation had accom- 
plished through free enterprise, Mr. Rodgers said development 
of the motor truck as an instrument of modern transportation 
had exerted beneficial influences upon the entire economic struc- 
ture of the nation, and added: 


Of course, the primary product of the trucking industry is trans- 
portation service, and the benefits inherent in the fast, flexible and 
complete transportation service trucks perform are obvious to anyone 
who gives the matter a second thought. 

Entirely apart from the service it renders, however, the industry 
contributes in many other ways toward an expanding prosperity and 
improved standard of living. As a creator of employment, as a payer of 
taxes, and as a purchaser of the products of farms, mines and fac- 
tories, the trucking industry has become an important and growing 
factor in the economy of the United States and the world. 

In an average year, the trucking industry buys 800,000 new trucks, 
and it is scarcely necessary for me to explain to Detroiters what this 
means in terms of business and employment in your city. But the 
business and employment does not begin or end in Detroit. 

Think of the materials that go into 800,000 trucks. Take lumber, 
for example. Almost one hundred and twenty million board feet of 
lumber goes into new trucks and trailers in a year. That’s enough 
lumber to build a board-walk six feet wide from New York to San 
Francisco. Imagine what that means in terms of business and employ- 
ment in the various steps from the forest to the floorboard of a trailer. 


The trucking industry, Mr. Rodgers added, gave direct em- 
ployment to almost four million people, paid more than several 
hundred million dollars a year in gasoline taxes, registration 
fees and other special levies collected to help build and main- 
tain the highways, paid additional millions in general taxes to 
federal and state governments, and used more than five billion 
gallons of gasoline a year. If that much gasoline were placed 
in one gallon cans piled one on top of the other, he said, it 
would “make four stacks to the moon.” 


Bauman Sees ‘Tailored Trucks” 
in Future Highway Service 


Motor trucks exactly tailored to fit job requirements, a 
system of complete preventive maintenance, a higher quality 
of driver operation, and improved super highways, point the 
way to greater motor transport efficiency, J. N. Bauman, vice- 
president—sales, White Motor Co., told a motor freight trans- 
portation day meeting of the Traffic Club of St. Louis, May 5. 

Speaking of the role of the motor truck in American trans- 
portation history, Mr. Bauman recalled that 50 years ago cities 
grew at railroad junctions, just as they had previously grown 
along river banks. “In the rural America, communities might 
be mudbound for weeks at a time and traveling was so difficult 
that the roads themselves were the geographical barriers hold- 
ing back progress,” said he. 

The coming of motor transport has changed all that, he 
said: 

The first White Steamer was built in 1900 and at the time there 
were only 8,000 horseless carriages in the country. The first light truck 
was built the same year and successfully used by a dry goods firm 
for delivery. By 1901 the first heavy duty truck—a 5-ton steam truck— 
went into service. By 1904 there were 700 trucks in service in the 
United States. They ventured out only a few miles from their home 
base. By 1909 gasoline trucks began to appear and gradually gasoline 
replaced steam as the preferred power. Four years later a million 


Americans had automobiles, and by 1917 there were 326,000 trucks in 
operation. 


Whereas a quarter century ago, trucks operated at most 
from 10,000 to 15,000 miles a year, today many trucks roll up 
100,000 miles a year or more, said Mr. Bauman. He added: 


In 1910, just 37 years ago, only one farm in a hundred owned a 
truck or tractor. By 1920, however, one farm in 28 was motorized 
and by 1945, one*of every three farms owned trucks... . 

Of the 125,000 total communities in the United States, 45 per cent 
are not served by railroads and rely entirely on trucks for transporta- 
tion of all goods and commodities. 


The speaker said that in the’ state of Missouri, 2,235 of the 
4,200 communities—53 per cent—rely entirely on trucks for 
transportation of all goods and commodities. He said there were 
nearly 30,000 trucks operating in St. Louis alone. 


Trucks as a Precision Tool 


Twenty years ago, Mr. Bauman asserted, one truck builder 
offered one standard model truck—one clutch, one frame, one 
transmission, one brake, one rear axle, one engine. In 1942, this 
truck builder offered four clutches, 23 different frames, four 
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transmissions, eight brakes, 15 different rear axles, and six 
different engines. ‘“Today, truck manufacturers recognize that 
no two operators in different fields and few operators in the 
same field have exactly the same requirements. Practically 
every medium or heavy duty truck requires individual design 
engineering with many possible variations and many options to 
meet specific needs of the user.” 

Mr. Bauman predicted that truck manufacturers would 
still further improve their vehicles, through such means as 
research in the use of lighter metals, development of 100-octane 
gasoline and improved fuels, more automatic operation, and 
safer trucks. Improved roads will expand the service, and al- 
ready an interstate highway system of 40,000 miles of roads 
has been started, aimed to provide eventually a system of ex- 
press routes connecting all cities of 300,000 population and over 
and all but a few cities over 100,000 population, said he. 


State Motor Vehicle Fee Changes 
Reviewed by Highway Conference 


The National Highway Users Conference says that a survey 
by it has revealed that seven states have passed laws increasing 
motor vehicle registration fees. 

Increases enacted in Delaware, Indiana, Maryland, North 
Dakota, South Dakota, West Virginia and Wyoming range from 
5 per cent to 40 per cent, according to the statement, which 
continues: 


The Delaware bill provides for a two cent ton-mile tax of truck 
weights exceeding 40,000 pounds. The Maryland changes, which have 
been the greatest thus far enacted, provide increases on all vehicle 
registrations ranging from 4 to 24 per cent and provide that trailers 
shall be taxed 40 cents a hundred weight. North Dakota has increased 
the license fees for passenger motor vehicles approximately 25 per cent 
and made increases on non-agricultural trucks of $5 for a 4,000 pound 
vehicle to $209 for a 56,000 pound vehicle, while South Dakota has 
increased class A and B carriers $10 and $25, respectively. 

Colorado and New York measures are awaiting action by the gov- 
ernor. The Colorado bill would increase slightly fees on commercial 
and non-commercial semi-trailers. The New York bill establishes a 
flat registration fee of $10 for private passenger cars, instead of fees 
based on weight. 

Wisconsin and New Mexico bills to reduce registration fees were 
killed. The Wisconsin measure would have provided 20 to 40 per cent 
reductions while the New Mexico legislation would have: provided 
smaller reductions. 

Proposed measures in the states of Kansas, Maine, Missouri, Ne- 
braska have been killed. The Kansas bill attempted to increase the 
gross ton mileage tax from % to 2 mills on all public carriers. 

States still debating changes in their fees include California, Illinois, 
Minnesota, Pennsylvania, and Vermont. California has approximately 
35 separate measures introduced but the more important ones have been 
incorporated into the ‘‘Collier Bill’’ which has been vehemently de- 
bated during the past month. Of radical importance has been the 
amendment to increase present truck registration fees 100 per cent. . 
The Illinois measure would reduce automobile fees to $5 for those of 
less than 35 H.P. and $10.50 for those over. A variety of increases 
are proposed in Minnesota bills. One Vermont bill would increase truck 
fees approximately 20 per cent and another measure would increase 
the registration fee for passenger cars from $18 to $25. 

New Jersey has a bill pending which would postpone until April 1, 
1948, those changes affecting commercial vehicle registration fees which 
were enacted last year. 


MOTOR CARRIER STATISTICS 


Motor. carriers of property having average gross operating 
revenues of $100,000 or more annually, had total operating 
revenues of $224,336,739 and operating ratio of 94.6 in the third 
quarter of 1946, as compared with $183,449,976 and operating 
ratio of 100.1 in the same quarter of 1945, according to a com- 
pilation of revenues, expenses, and other income of Class I 
motor carriers of property, prepared by the Commission’s Bu- 
reau of Transport Economics and Statistics, statement Q-800. 
The compilation covers 1,414 carriers, including 484 local car- 
riers. 

The compilation showed $32,719,482 equipment mainte- 
nance and garage expenses for the third quarter of 1946, as 
against $32,057,088 in the like period of 1945, with total opera- 
tion and maintenance expenses of $166,086,497 for the 1946 
period and $144,993,979 for the 1945 period. Total expenses for 
the third quarter of 1946 were shown as $212,124,814, and for 
the same quarter of 1945, as $183,622,074. Net-operating rev- 
enue for the two periods was $12,211,925 for 1946 and a deficit 
of $172,098 for the 1945 period. 

For the third quarter of 1946, net income before income 
taxes was $11,989,097, and after income taxes, $9,069,082. The 
comparable figures for the third quarter of 1945 were $55,568 
net income before, and a deficit of $975,420 after, income taxes. 

Total operating revenues for the 484 local carriers included 
in the aforementioned figures were $50,961,313 for the 1946 
quarter and $43,658,687 for the 1945 quarter. Total operating 
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expenses for those carriers were $48,286,492 for the third quar- 
ter of 1946, and $42,196,944 for the corresponding 1945 quarter, 
and net operating revenues were $2,674,821 for the 1946 quarter 
and $1,461,743 for the 1945 quarter. 


March Truck Loadings Above 
February and March, 1946 


The volume of freight transported by motor carriers in 
March increased seven per cent over February and 17.1 per 
cent over March of last. year, according to statistics compiled 
by the Department of Research of the American Trucking 
Associations, Inc. 

Comparable reports received by A. T. A. from 261 carriers 
in 43 states showed these carriers transported an aggregate of 
2,258,911 tons in March, as against 2,110,654 tons in February 
and 1,928,367 ton in March, 1946, said the A. T. A. adding: 


The A. T. A. index figure, computed on the basis of the average 
monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was 206. 

Approximately 85 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
increased 7.3 per cent over February and 16.5 per cent over March, 1946. 

Transportation of petroleum products, accounting for about seven 
per cent of the total tonnage reported, showed an increase of 3.8 per 
cent over February and 5.2 per cent over March, 1946. 

Carriers of iron and steel hauled about three per cent of the total 
tonnage. Their traffic volume was 5.9 per cent over February and 66 
per cent over March, 1946. 

About five per cent of the total tonnage consisted of miscellaneous 
commodities including household goods, textiles, groceries, chemicals, 
packing house products, tobacco, wood, heavy machinery, cotton, paper, 
motor vehicles and motor vehicle parts. Tonnage in this class increased 
8.6 per cent over February and 29.2 per cent over March, 1946. 

The March tonnage of carriers reporting from the Eastern District 
represented an increase of 6.4 per cent over February and 19.1 per cent 
over. March, 1946. 

Carriers in the Southern Region reported an increase of 6.9 per 
cent over February and ten per cent over March, 1946. 

Tonnage reported from the Western District revealed an increase 
of 8.2 per cent over February and 15.6 per cent over March of last year. 


A. T. A. SAFETY AWARDS 


The American Trucking Associations, Inc., has announced 
the award of medals to 25 drivers of the Norwalk Truck Line 
Co., Norwalk, O., for driving without an accident over periods 
ranging from one to six consecutive years. Topping the list of 
drivers to receive the awards were William Major, Arthur 
Van Buren and Avery Temple, who have driven six years 
each without an accident. Others to receive the awards were: 
Fred Tallman and Al Stienquest, four years; Harvey De Good, 
three years; Forrest Rainey, Gene Messacar, William O’Haver, 
Arnold O’Haver and Kenneth Jones, two years; and George 
Hall, Bert L. Smith, Art J. DeGood, Hugh L. Bradford, Harold 
Hasbrouck, Donald Manning, Russell Good, James MacDonald, 
Lawrence Groves, Harry Hiatt, Raymond A. Elsey, William 
Scovel, Charles Wagner and Elton Briggs. 


MICHIGAN FREIGHT CLAIM ASSOCIATION 

J. R. Cox, superintendent, O’Neill Industrial Service Co., 
will speak before the May 13 meeting of the Michigan Freight 
Claim Association, in the Hotel Fort Shelby. He will outline 
a program to aid motor carriers in the prevention of loss due 
to theft and pilferage. 

The meeting will also discuss the possibility of having a 
preliminary Loadeo in conjunction with the Michigan Trucking 


Association convention to be held in Traverse City, in Sep- 
tember. 


Paul Masura, association secretary, has asked members to 
come to the May 13 afternoon meeting prepared to offer sug- 
gestions to be proposed for discussion at the annual member- 
ship meeting of the Freight Claim Section, American Trucking 
Associations, June 3-6, in the Hamilton Hotel, Washington, D. C. 


LOS ANGELES CLAIM PREVENTION PROGRAM 

Motor freight carriers and shippers in southern California 
will soon launch a series of joint forums to disseminate infor- 
mation on postwar packaging methods and materials, the In- 
spection and Claim Bureau of the Motor Truck Association of 
Southern California, Los Angeles, has announced. Representa- 
tives of the Los Angeles Chamber of Commerce transportation 
department, the Los Angeles Traffic Managers’ Conference, and 
shipping container manufacturers attended a recent meeting 
called by the above bureau to plan the forums aimed toward 


better shipping and packaging and better carrier handling 
methods. 
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Qualified engineers and technicians will present papers at 
a general meeting on such subjects as interior packing, fibre- 
board paper and boxes, shipping cases, adhesives, wrapping, 
strapping and carrier handling. Monthly and bimonthly meet- 
ings on specific subjects will follow. 

Harry E. Hassett, manager of the weighing and inspection 
bureau, is chairman of the sponsoring group. 


Cc. S. M. F. B. CLASS RATE SIMPLIFICATION 


The present class rate scales in tariffs of the Central States 
Motor Freight Bureau are about to be submitted to an over- 
haul job leoking towards greater simplification. The bureau’s 
central committee at a recent meeting appointed a ten-man 
committee, headed by C. L. Lawson, chairman, standing rate 
committee to consider the matter. Mr. Lawson has tentatively 
scheduled a first meeting of the committee for May 12 at Chi- 
cago, when the problems will be surveyed. The committee 
will later draft its recommendations to submit to the central 
committee, and approved changes will then be docketed by the 
standing rate committee for public hearing. 

Members of the committee include: 


H. C. Deutsch, H. M. Sell, Charles Browne, J. F. Walsh, W. Bock- 
stahler, F. Mackensen, J. B. Conroy, John McGrath, and Charles F. 
Davis. 


FACILITIES AT FORD HIGHLAND PARK PLANT 


Ford Motor Co. production plans for 1948 will include in- 
crease of manufacturing facilities at the Highland Park plant, 
D. S. Harder, vice-president and director of manufacturing, has 
announced. The company’s goal in moving many manufacturing 
operations from the Rouge to Highland Park is primarily to 
shorten the shutdown time involved in.any model change-over 
period, Mr. Harder said. By using the additional space to be 
made available at Highland Park for the new machinery for 
1948 manufacturing, current operations at the Rouge plant can 
proceed without interruption until the actual changeover occurs, 
said Mr. Harder. This move and the recent transfer of the final 
truck assembly line to Highland Park were described by Mr. 
Harder as steps taken under the company’s decentralization and 
expansion program after analysis of Rouge facilities disclosed 
that any further expansion within the plant would result in 
overcrowding. 


INTERNATIONAL WESTERN CEMENT TRUCKS 

International Cementers, Inc., Long Beach, Calif., have pur- 
chased four six wheel International truck-trailers, according to 
International truck officials. These units include bulk cement 
tanks, 30 feet long, 10 feet, six inches high, having a minimum 
capacity of 37,600 pounds of cement, International officials said. 
The trailer has a minimum capacity of 400 sacks or 37,600 
pounds of cement and is unloaded by means of two screw con- 
veyors in the special “W” bottom of the tank. 


WHITE TRUCKS SERVICE UNITED AIRLINES’ DC-6’s 
A good example of a high-efficiency gasoline servicing truck 
is found in a WA-2264 model White Super Power truck operated 
by the United Airlines at the Cleveland airport, according to 
White Motor Co. officials. A single 2,680-gallon capacity load 
from this petroleum truck is ample to take care of the stop re- 
quirements of a DC-6 plane, said the White officials. As the 
DC-6’s hold nearly 5,000 gallons of gasoline, it takes nearly 
- — of fuel to completely fill the tanks at the start 
of a flight. 


TIMING GEARS FOR GMC AND CHEVROLET 


Aluminum-steel replacement timing gears for GMC trucks 
(engine numbers 228, 248, 270) and Chevrolet trucks and cars 
(models 1937-1947) are now available to fleet owners direct 
from Dexter Machine Products Co., Chelsea, Mich. Increased 
life, quieter operation, plus lifetime resistance to any engine 
heat no matter how high, are among the claims for the combi- 
nation aluminum-steel camshaft and all-steel crankshaft gears. 


FORD REPRESENTATIVE ON POST-WAR AUTOMOBILES 

“Sixty-seven per cent of all intercity passenger miles trav- 
elled annually in the United States is covered in passenger car 
or bus, but the fact remains that the vehicles are far ahead of 
the roads upon which they must travel,” said Harold T. 
Youngren, vice-president and director of engineering for the 
Ford Motor Co., in an address before members of the Engi- 
neering Society of Detroit. Mr. Youngren contrasted the per- 
formance of post World War I automobiles with that of post 
World War II models. “Although vehicle mileage remains 
about the same, real economy has improved considerably during 
the past quarter-century,” Mr. Youngren said. 
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M. C. Tells of Ships Sold to 
Foreigners in Sale Report 


The sale of nearly 1,200 war-built merchant ships and 
chartering of 1,400 others had exceeded all predictions, Vice- 
Admiral Smith, chairman of the Maritime Commission told 
Congress in his quarterly report on operation of the merchant 
ship sales act of 1946. The sale of 300 more ships was expected, 
he added. 


In the first quarter of this year, Admiral Smith reported, 
the Maritime Commission approved applications for the pur- 
chase of 370 ships, increasing the total of sales to 1,193 vessels 
having an aggregate sales value of approximately one billion 
dollars. Of the 1,193 total 831 ships were sold for foreign and 
362 for United States registry. The fleet remaining of the more 
than 4,000 ships available for sale under the act consists of the 
1,400 vessels under charter, plus laid-up vessels, largely Liberty 
ships and military auxiliaries returned from war service, the 
minimum number of government operated vessels required by 
mandatory shipping programs, and vessels still operated by 
foreign governments under the Lend-Lease program, according 
to the report. 


Although sales approved approximate the commission’s 
earlier forecast of a total of 1,200 vessels, there are still pend- 
ing applications for 670 vessels, the report shows. American- 
flag operators are seeking 94 ships and foreign-flag lines 576. 
It is reasonable to predict, accordingly, Admiral Smith says, 
that American sales will considerably exceed the 400 previously 
forecast while sales abroad will approximate 1,000 vessels. 
Total revenue from sales, which goes to the United States 
Treasury, is expected to be at least $1,200,000,000. 


Of all applications for ship purchases 76 per cent of those 
filed by American operators have been approved, compared 
with 59 per cent of the foreign applications. It is probable a 
majority of the pending American applications will be approved 
but it is thought there will be few more foreign sales, except 
Liberty ships to operators whose nations still need replacement 
of tonnage lost in the war, the report states. 


American lines have bought 111 C2s and 85 C3s, large, fast 
cargo ships which are considered the best of the war-built fleet. 
Sales in prospect will raise the total of these vessels in the 
privately-owned American Merchant Marine to 218. Other sales 
approved for American operation include 14 Cl cargo-liners, 
77 Liberty ships, three Victory ships, 13 coastal cargo ships 
and barges, one coastal tanker and 58 large tankers. 


Sales for foreign-flag operation include 506 Liberty ships, 
41 N3 and 67 C1-M-AV1 coastal cargo vessels, 71 large tankers, 
four coastal tankers, 88 Victory ships and 54 C-types. Concern- 
ing foreign sales the report says: 


All of the purchase applications approved for foreign-flag operation, 
with one exception specifically provided for by the Congress, involved 
vessels in-excess of the requirements of American-flag operators, either 
for purchase or charter, in accordance with the provisions of the ship 
sales act granting preference to United States citizens. Consequently 
there is a strong contrast between the types of vessels sold to Amer- 
ican-flag operators and those sold to foreign-flag interests. Whereas 
196 C2 and C3 vessels, the best of our war-built fleet, were allocated to 
American companies only 11 C2 vessels were allocated to foreign com- 
panies, four of these because of wartime commitment by this govern- 
ment and seven because they were relatively old, Diesel-propelled mili- 
tary auxiliaries, not desired for American operation and purchased ‘‘as 
is where is.’’ Of the 43 Cl type vessels made available to foreign opera- 
tors two were troop transports and 38 were Diesel-propelled vessels 
likewise not desired by Americans. 

The contrast between American and foreign sales is indicated fur- 
ther in that three-quarters of the former involve vessels of more than 
11 knots, whereas only one-quarter of the vessels approved for foreign 
sale exceed that speed. 


Continuing, the commission said: 


With the freight markets continuing at a high level the Maritime 
Commission’s chartering program has proceeded at an accelerated pace, 
the report discloses. Demands for tonnage by 75 qualified charterers 


have far exceeded the supply of tonnage and it has been necessary to 
withdraw from Reserve Fleet anchorages a considerable number of 
vessels, primarily Liberty ships, for delivery to charterers and to meet 
requirements of the emergency relief and rehabilitation programs. At 
the end of the quarter only about 75 dry cargo vessels were still oper- 
ated by the government through general agents in off-shore relief pro- 
grams, while a total of 1,353 vessels have been chartered to private 
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operators. 
unfilled. 


At that time applications for charter of 200 vessels were 





Secretary Harriman Congratulates 
New Orleans on Trade Zone 


Secretary of Commerce Harriman May 1 congratulated the 
people of New Orleans on their “progressive spirit and fore- 
sight” in opening a foreign-trade zone in that port. 

In a letter to H. G. Meador, president of the Board of 
Commissioners of the Port of New Orleans, Mr. Harriman ex- 
pressed regret that previous commitments made it impossible 
for him to accept the invitation to attend the celebration open- 
ing the zone on May 1. Said he: 


Please do not consider by inability to be with you for the opening 
of the zone as a lack of interest on our part. For many years the depart- 
ment has sponsored the establishment of foreign-trade zones as vital 
aids to trade and shipping. Consequently, we regard the opening of the 
New Orleans Zone as an important step in accomplishing this objective. 

We believe the establishment of these facilities at this important 
gateway to the Mississippi Valley will aid the fostering of a better 
understanding between our country and foreign nations with which we 
now maintain friendly commercial relations. 


Secretary Harriman designated Thomas E. Lyons, execu- 
tive secretary of the Foreign-Trade Zones Board, to attend the 
opening of the New Orleans Zone. As Secretary of Commerce, 
Mr. Harriman is chairman of the board; the Secretary of the 
Treasury and Secretary of War are members. 

The New Orleans Zone is the second foreign-trade zone to 
be established in the United States. Foreign-Trade Zone No. 1 
was established: in’ February, 1937, by the government of the 
City of New York on Staten Island. 

A grant to operate Foreign-Trade Zone No. 2 in the Port 
of New Orleans was issued in July 1946 by the Secretary of 
Commerce as Chairman of the Foreign-Trade Zones Board. The 
zone is located in the Public Cotton Warehouse, within the city 
limits of New Orleans, on the east bank of the Mississippi River. 


Lykes, Grace Join in Ship Line 
Plan for Subsidized Route 


Formation of a new steamship corporation to operate the 
trade route between U. S. Gulf ports and ports on the West 
Coast of South America, certified. by the Maritime Commission 
as “essential foreign trade route” No. 31, is proposed under an 
agreement, designated as No. 7612, between the Lykes Bros. 
Steamship Co., Inc., and Grace Line, Inc., which has been filed 
with the commission for approval pursuant to section 15 of the 
shipping act, 1916, as amended. The new corporation, to be 
known as the “Gulf and South American Steamship Co., Inc.,” 
with principal offices at New Orleans, La., is to have total au- 
thorized capital of 50,000 shares of common stock of par value 
of $100 a share. 

The agreement stated that both Lykes and Grace were each 
presently operating a service on the route and each had been 
designated by the War Shipping Administration as “an author- 
ized berth agent” on such route, which designations had been 
continued by the Maritime Commission. By virtue thereof, the 
agreement recited, Lykes and Grace had each claimed the right 
to be the operator on “said essential trade route” and Lykes 
had applied to the commission for an operating-differential 
subsidy contract covering such route and Grace was now operat- 
ing some of its own vessels on the route. Each of the parties, it 
was stated, had agreed that the potential traffic on the route 
and other considerations indicated that the route could best be 
served by a single operator “supported by both existing oper- 
ators.” 

Such trade route, the agreement said, was of great impor- 
tance to the foreign trade of the United States, and particularly 
to the Gulf ports of the United States and to the Mississippi 
Valley and to the “vast-continent area tributory to these Gulf 
ports” and should be served by a steamship company “which 
will establish and maintain regular, dependable sailings, suffi- 
cient in number and with modern American-flag vessels of suit- 
able type, and having adequate capital and experienced per- 
sonnel, and established on a sound financial basis, thus assuring 
economical and efficient operation and the avoidance of con- 
flicting and irregular sailing dates, and further assuring suc- 
cessful operation and performance of service.” 

Lykes and Grace contended that the formation of the new 
corporation and the establishment of such a service would con- 
form to the policies and promote the attainment of the objects 
and purposes of the merchant marine and shipping acts. They 
said they had agreed to participate equally in the formation, con- 
trol and management of such corporation, which would establish 
such a service in place of the services now operated by them, 
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and “will apply” to the commission “for an operating-differ- 
ential subsidy contract covering said route.” They added that 
the new corporation would acquire by purchase or charter four 
C-2 type vessels capable of making a minimum of 24 sailings per 
annum, conforming to the recommendations of the trade route 
committee of the Maritime Commission, and would apply for 


membership in existing freight conferences in the trade to be 
served. 


Rivers and Harbors Convention 
Meets in Washington 


National Rivers and Harbors Congress urges increased 
federal expenditures for river and harbor improve- 
ments at 37th annual convention. Re-elects Senator 
McClellan, of Arkansas, as president 


Senator John L. McClellan, of Arkansas, was re-elected 
president of the National Rivers and Harbors Congress at its 
thirty-seventh annual convention held May 2-3 in the U. S. 
Chamber of Commerce building, Washington, D. C. 

Other officers elected or re-elected were Senator John H. 
Overton of Louisiana, Representative William M. Whittington 
of Mississippi, Representative Francis Case of South Dakota, 
and Representative Charles R. Clason of Massachusetts, na- 
tional vice-presidents; W. H. Webb, of Maryland, executive 
vice-president; and F. D. Beneke, of Tennessee, secretary- 
treasurer. 

The convention, the first to be held in the postwar period, 
called to order by Senator McClellan, was attended by dele- 
gates from the 48 states, the District of Columbia, Alaska, 
Hawaii and Puerto Rico, and representatives of both legislative 
and executive branches of the federal government; state, city, 
county, and other local governmental agencies and interested 
groups, chamber of commerce, waterway, flood control, and 
reclamation associations; agricultural, labor, industrial and 
trade organizations; and transportation interests. 

The convention went on record in favor of increased fed- 
eral expeditures to carry out a program for new construction 
and completion of river and harbor projects. 

Resolutions adopted included an appeal to Congress for 
adequate appropriations for all phases of national resources 
development. Holding that recommendations of the Bureau of 
the Budget for public works appropriations were inadequate, 
the convention asked Congress not to be swayed “by the hys- 
terical and verbose cries of advocates of false economy” which 
would deny the necessary monies to keep open important arter- 
ies of commerce; and that Congress give full recognition of the 
importance of river and harbor works to the national economy 
and promote their prosecution “at a vigorous rate so as to 
avoid the waste of spasmodic construction programs that re- 
quired disruption and rebuilding of administrative and con- 
structive organizations.” Among other resolutions adopted, 
were the following: 


The National Rivers and Harbors Congress requests the Congress 
of the United States to provide advanced planning funds for fiscal year 
1948 for those rivers, harbors and flood control projects which have been 
authorized by the Congress and are recommended by the U. S. Engi- 
neers as eligible for advanced planning. 

We reaffirm our conviction that all planning and execution of public 
improvements of our water resources for navigation, flood control and 
allied purposes, including beach and shore protection, continue as in 
the past to be under the jurisdiction of the War Department as a 
function of the Corps of Engineers. We reaffirm our faith and confidence 
in the Corps of Engineers whose devotion to this nation and loyalty to 
the Chief Executive have made possible the orderly and efficient de- 
velopment of the greatest waterway and flood control projects on earth. 
In their many years of experience, during peace and war, they have 
met many emergencies and have never failed to accomplish the greatest 
good for the greatest number of people in a manner most advantageous 
to the government and to the people. Furthermore, we believe that 
only through the plans developed by the Corps of Engineers can we 
obtain a consistent and coordinated improvement of our water resources. 


The convention received a message from President Truman 
in which he expressed appreciation for the public service ren- 
dered by the N. R. & H. C. He said an adequate program must 
be carried out and that the prosperity of the nation depended 
on the development of the nation’s national resources. 


McClellan’s Remarks 


Senator McClellan said that there were 280 rivers and 
harbors projects authorized for a total expenditure of $3,051,- 
000,000, of which construction had begun on 56, leaving 224 on 
which construction had not started, in addition to 434 author- 
ized flood control projects calling for expenditure of $2,122,- 
000,000, of which 165 projects were under construction. He said 
it would be “national folly” for Congress to deny reasonable 
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appropriations to continue development of the country’s water- 
way resources. 


While he said that in recent years it was necessary to re- 
strict federal public works to projects essential to the prosecu- 
tion of the war, and now the nation was confronted with the 
problem of continuing the development of its waterway re- 
sources under the economic burden occasioned by the size of 
the national debt, heavy government operating expenses and the 
highest tax rate in history, all of which compelled the strictest 
economy in federal expenditures, he said that Congress, in ad- 
justing our postwar fiscal policies, with all these factors taken 
into consideration, would not be justified in going to such “ex- 
treme conservatism which would place in jeopardy our water 
and river development program for the utilization of the bounti- 


ful natural resources with which our nation is so fortunately 
endowed.” 


Expenditures for development of natural resources said he, 
were in the category of capital investments, many of which 
yielded a direct return to the government on the investment 
made, many of which became self-liquidating in the course of a 
short period of years, and many of which increased the national 
wealth, the national income and national prosperity, contribu- 
ting not only to a higher income for the individual citizen, but 
to increased tax revenues for municipal, county, state, and fed- 
eral government. 


Senator Overton addressed the convention on “The Status 
of Our National Resources Development Program.” 


Progress had been slowed by the “illegal” executive order 
of last August, when appropriated funds were impounded, and 
the Budget recommendation for 1948 funds was so inadequate 


that in many instances work would come to a practical halt, 
he said. 


“And now they tell us,” he declared, “that the Budget 
figures are greatly in excess of what should be and will be 
appropriated, and that in the face of a Budget recommenda- 
tion of about 40 per cent of what sound engineering and the 
economic welfare of the country dictate.” 


The senator said he found that the Budget had recom- 
mended an appropriation of approximately $102,000,000 for 
rivers and harbors for the fiscal year 1948 when he said, twice 
that amount should be appropriated. On flood control projects, 
his figures showed $188,000,000 recommended against $500,- 
000,000 desired. In part, he added: 


That our troubles are not sectional or regional is aptly illustrated 
by the amounts which the budget has recommended for appropriation 
compared with the amounts which could be economically expended 
during the coming year. For instance, in the rivers and harbors appro- 
priations, we find a recommendation of zero for the Great Lakes to 
Hudson River waterway, as against an economically justified expendi- 
ture of $3,000,000; a recommendation of $200,000 for New Haven, Conn., 
harbor, as against an economic figure of $1,450,000; zero for Kanawah 
River, W. Va., as against an economic figure of $515,000; and zero for 
Crescent Harbor, Calif., as against a needed $600,000. 


Senator Overton urged the delegates to call individually 
on the members of Congress and press on them “the vital 
necessity” for maintaining appropriations for the projects. 

Speaking on “Public Works Legislation in the 80th Con- 
gress,” Senator Chapman Revercomb, of West Virginia, chair- 
man of the Senate committee on public works, said the “criteria 
of need and return” would largely play its part in the construc- 
tion of public works. He urged that plans begun be carried out 
and new projects started. 

Representative Homer D. Angell, of Oregon, chairman, sub- 
committee on rivers and harbors, House committee on public 
works, speaking on the subject “River and Harbor Improve- 
ment,” said he held the view that while we should, as a nation, 
exercise economy in the cost of government, we should not 
overlook the fact that it was false economy not to develop and 
put into full use the water resources throughout the nation. 

He outlined some of the major developments which, he said, 
had come under jurisdiction of his committee, including a 
series of dam projects to develop the Columbia River basin, 
and said works of improvement so far accomplished had made 
the Columbia River navigable for ocean-going vessels for 188 
miles from the ocean to The Dalles, Ore. He said that above 
The Dalles, even at this time, shallow draft barges could 
ascend the Columbia and Snake Rivers to Lewiston, Ida., 273 
miles above the mouth. The prosecution of a continuing and 
coordinated program of public improvements of our water 
resources, he said, not only applied to the Columbia River 
basin, on which the future of the northwest depended, but to all 
other regions of the United States—Atlantic seaboard, the Gulf 
coastal states, the mid-continent region and the southwest. He 
referred to the Atlantic intracoastal waterway, extending from 
New England to Florida, which he said, eventually would con- 
nect with the Gulf intracoastal via the proposed Cross-Florida 
barge canal, and he said that improvement of the Missouri 
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River from its mouth to Sioux City, Ia., to provide a nine-foot 
navigation depth for barge traffic, had nearly been completed. 


Questions of Congressional Policy 


Representative Francis Case, of South Dakota, ranking 
majority member, War Department subcommittee of the House 
appropriations committee, said it was expected that in the 
latter part of the month (May), his subcommittee would begin 
hearings on budget estimates for civil functions of the War 
Department. That, he said, was the bill that carried money 
for the army engineers to carry on authorized river and harbor 
and flood control projects in the fiscal year ended June 30, 
1948. Of the $101,994,000 Budget estimate for this period for 
rivers and harbors, he said, 50 million was for maintenance 
of existing works, approximatcly 25 million for carrying for- 
ward projects on which money had already been expended, 
and of the balance 20 million was for operation of canals, 
$3,645,000 for examinations and surveys and the balance mis- 
cellaneous. 

Mr. Case said he thought the record would show through 
the years that the House appropriations committee had shown 
a sound understanding of the values in the rivers and harbors 
and flood control work carried on by the Corps of Engineers. 
He pointed out in this connection, that traffic on the inland 
water ways increased from 9% billion ton-miles in 1934 to 29 
billion in 1945. He said there were several questions of policy 
which Congress, in one way or another, was going to pass on. 
He said one question to be determined was whether Congress 
would appropriate money to start new river and harbor or 
flood control projects this year, noting that the President’s 
Budget did not contemplate money for starting additional 
projects, the amount recommended being only for projects for 
which Congress had previously appropriated funds for con- 
struction. 

“Is that policy to be followed by the Congress?” he asked. 
“I urge that this Congress of delegates from all over the 
country ponder the matter and express yourself in your resolu- 
tions and in your communications to the Congress of the 
United States.” 

Another question that would be considered, he said, was 
whether appropriations for improvements of rivers and harbors 
and allied works would be abandoned or curtailed because of a 
demand for relief programs abroad. He submitted figures to 
show that the entire amount of money spent on all river and 
harbor and flood control projects in the U. S. from 1824 to 
1944, inclusive, amounted to a little over 5% billion dollars, and 
stated that this was considerably less than the amount esti- 
mated as the cost of the new overseas program in a single 
year. 

“In fact, you could add the original cost of the Panama 
Canal and still not equal the estimated cost of the foreign relief 
program for a single year,” he said. 

This remark brought long applause from the audience. 

All he sought to do, said the speaker, was to point out that 
Congress and the nation would of necessity determine “how 
far we can go,” and whether or not, the embarking on a very 
large program of foreign relief would require “us to curtail 
our program of civil works at home.” 

While he said he was not as fully aware as others of the 
value of river and harbor work, Senator Chan Gurney, of South 
Dakota, chairman, War Department subcommittee of the Sen- 
ate appropriations committee, said he realized harbors must be 
deepened for navigation and that his committee would be happy 
to extend the opportunity for the presentation of problems. 


Chief of Engineers 


Lt. Gen. R. A. Wheeler, Chief of Engineers, U. S. Army, 
speaking on “Our National Rivers-Harbors and Flood Control 
Program,” said that, in river and harbor improvements, the 
President’s 1948 budget recommendation called, in part, for 
continued work on the New York and New Jersey channels to 
improve navigation facilities at New York harbor; further im- 
provement on the Mississippi River at the Chain of Rocks bottle- 
neck near St. Louis; extensive work on the Missouri River; 
important early-stage work on the great McNary dam on the 
Columbia River, and extension of the main channel of the Gulf 
intracoastal waterway below Corpus Christi, Tex., and “Dam 
B” for the Neches and Angelina rivers in Texas. 

“We of the engineers will carry out the waterways pro- 
gram exactly as directed by the Congress, through the Secre- 
tary of War—and we will do this with the same care, efficiency 
and dispatch that have been the traditions of the Corps of En- 
gineers during the 172 years of its proud history,” said he. 

In the course of his remarks, General Wheeler said: 


We have a long list of river and harbor and flood control projects 
which have been authorized as integral parts of the national program 
of inter-basin and coastal waterways development, but for which money 
has not as yet been appropriated by Congress. Their estimated con- 
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struction costs aggregate $3,606,017,634, and include projects in every 
section of the country. The flood control backlog is $2,001,017,634. The 
river and habor backlog is $1,659,000,000. From this you will see that 
a tremendous amount of work is waiting to be done, if we are to pro- 
vide the people of this country with needed flood protection, and im- 
prove our rivers and harbors for navigation—work which the Congress 
of the United States has found needed and economically sound and has 
authorized. I should again remind you, however, that the rate of actual 
construction is dependent upon the appropriations which Congress in its 
studied judgment sees fit to make. 


Admiral Smith’s Remarks 


Vice Admiral W. W. Smith, chairman of the Maritime 
Commission, discussed the need of expansion of the American 
merchant marine, and said that although funds had not been 
provided to build modern, fast passenger liners, and new cargo 
ships designed to compete with foreign operators, it was con- 
fidently expected that studies of the problem now under way 
by President’s advisory committee on the merchant marine, by 
Congress, and the commission itself would soon result in the 
approval of a program that would place this nation on an equal 
footing with other nations with respect to shipping facilities. 
He said the basic theory of harbor and port terminal develop- 
ment was that these facilities should keep pace with the con- 
tinuing development and expansion of shipping. 

‘In spite of our efforts to build a greater merchant marine, 
we in the United States have been very neglectful of our harbor 
and port facilities,” said he. “We have been shortsighted in 
that we have failed to see to it that these facilities keep pace 
with the stride of our industrial and maritime growth in other 
respects. . .. Foreign countries . . . have done much more to- 
ward getting back to normal operation, both as to their shipping 
and their port facilities. Much rebuilding of terminals has been 
undertaken since the end of the war, particularly at Liverpool, 
London, Rotterdam, Buenos Aires, Melbourne and Marseilles. 
So flexible in design were these original structures that it has 
been possible to modernize them and put them in a position of 
competitive advantage.” 

The chairman called attention to a nation-wide study of 
port facilities, by reason of relationship to shipping, now being 
conducted by the commission, and said that every phase of 
cargo handling would be examined. He said the commission’s 
national advisory committee for materials handling had recog- 
nized that two major obstacles to greater efficiency existed at 
the present time, namely, inadequacy of physical plant and lack 
of coordination in management. 

J. Strom Thurmond, governor of South Carolina, urged 
construction of adequate feeder waterways to the end that the 
existing inland waterway system would return increasing divi- 
dends to the U. S. 

Participating in an informal round table discussion of prob- 
lems and projects, Harry C. Brockel, of Wisconsin, secretary of 
the Great Lakes Harbors Association, urged action to block any 
legislation that would bring waterborne transportation of ex- 
empted bulk commodities under regulation by the Interstate 
Commerce Commission, recommended in the report of Dr. C. S. 
Morgan, in Ex Parte No. 165. 


Board of Directors 


A complete board of directors, for 1, 2 and 3-year terms, 
was unanimously adopted as follows: 


One year term—Floyd O. Hagie, of Washington; W. A. Smith, of 
California; Walter Gahagan, of New York; R. B. Page, of North Caro- 
lina; Senator Leverett Saltonstall, of Massachusetts; A. F. Wakefield, 
of Ohio; and Thomas B. Stockham, of Pennsylvania. 

Two year term—DeWitt L. Pyburn, of Louisiana; H. H. Buckman, 
of Florida; Al Hansen, of Minnesota; Walter G. White, of New Hamp- 
shire; Representative Sid Simpson, of Illinois; W. B. Rodgers, of 
Pennsylvania; and J, E. Sturrock, of Texas. 

Three year term—Senator Chapman Revercomb, of West Virginia; 
Senator John L. McClellan, of Arakansas; Senator John H. Overton, of 
Louisiana; Representative William M. Whittington, of Mississippi; 
Representative Dewey Short, of Missouri; F. D. Beneke, of Tennessee; 
and William H. Webb, of Maryland. 



















STUDY OF MERCHANT MARINE NEEDS 


The President’s Advisory Committee on the Merchant Ma- 
rine heard testimony of various government officials relating to 
problems of American steamship operators in three days of 
executive sessions in Washington and then announced that it 
would resume its hearings May 19. K. T. Keller, of Detroit, 
Mich., president of the Chrysler Corporation, is chairman of 
the committee. 

In a statement it issued after the third day of its hearings, 
the committee said that among those whose views it had re- 
ceived were: Chairman W. W. Smith, of the Maritime Com- 
mission; Secretary Harriman, of the Commerce Department; 
Secretary Forrestal, of the Navy Department; Secretary Pat- 
terson, of the War Department, and a General Edmond H. 
Leavey, Chief of Tansportation, Army Service Forces. A rep- 
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resentative of the Labor Department, two Interior Department 
officials, and certain army and navy officers also participated 
in the discussions, covering such matters as ship construction 
plans, training of shipbuilding industry personnel, and relation- 
ship of the merchant marine to national defense, according to 
the committee’s statement. 


CHARGES ON LUMBER, CEMENT, EXPLOSIVES 


In a proposed report in No. 630, Sigfried Olsen, dba Sig- 
fried Olsen Shipping Co. vs. War Shipping Administration and 
Grace Line, Inc., Examiner Robert Furness, of the Maritime 
Commission, has recommended that the commission should find 
that respondents’ demurrage rule and charges on shipments of 
lumber, cement, and explosives from vessel at Balboa, C. Z., 
between May 29 and October 11, 1942, were unjust and unrea- 
sonable and that there were outstanding uncollected demurrage 
charges of $4,287.68. He said an order authorizing waiver of 
collection of such demurrage charges should be entered as 
sought by complainant. 

The War Shipping Administration invoked the doctrine of 
sovereign immunity but the examiner said the commission 
should find that this doctrine did not apply in a regulatory pro- 
ceeding where W. S. A. was a party respondent. 

“It is necessary here to determine from the regulatory pro- 
visions of the shipping act, 1916, whether the claim of sovereign 
immunity is valid,” said the examiner. ‘Those provisions make 
no distinction between privately owned and operated common 
carriers and those owned and operated by the government or 
agents of the government. Its terms apply to each alike. In 
this case the government to use the language of the court in 
Western Maid, supra (257 U. S. 419) ‘consents to apply to itself 
the rules that it applies to others’ when it undertakes to op- 
erate common carriers by water.” 


M. C. PERSONNEL CHANGE 
Effective April 25, I. M. Holt was appointed as acting di- 
rector of the marine division, Operations Department, of the 


Maritime Commission, vice J. F. Devlin, resigned, the commis- 
sion announced. 





NEW ORLEANS SHIPYARD SALE 


Government-owned marine industrial facilities in New Or- 
leans, La., where 10,500-ton Liberty ships were built during the 
war, are being offered for sale as a whole by War Assets 
Administration, which says: 


Excluded from -the offering are certain buildings reserved for 
government use and some specified equipment of the Delta Shipbuild- 
ing Company of New Orleans, the wartime operator. 

The property offers splendid opportunity: for the development of a 
general marine terminal, or for other marine industrial uses including 
ship repair, shipbreaking and shipbuilding. The facility also is well 
located for industrial operations. It has the benefit of a major seaport 
and the active community backing for development of the Latin Ameri- 
can export field. Total reported cost is $8,239,000. 

Sealed proposals to purchase, on Delta Shipbuilding Uniform Bids 
must be received by 3 p. m. (C. S. T.), June 10, 1947, at the W. A. A. 
Regional Office of Real Property Disposal, 7020 Franklin Ave., Station 
D, New Orleans, La., where they will be publicly opened and read. 
Detailed information and Uniform Bid Forms may be obtained from 
the W. A. A. New Orleans Regional Office. 


TEXAS SHIPBUILDING PLANT FOR SALE 


Marine industrial real property on the Houston Ship Chan- 
nel, Texas, where Liberty type cargo ships were built during 
the war by the Todd-Houston Shipbuilding Corporation, is being 
offered for sale as a whole by War Assets Administration which 
says: 


The property, 15 miles east of the city of Houston and strategically 
located in an area which has experienced tremendous growth in the 
past few years, is exceptionally suitable for use as a general marine 
terminal or for shipbreaking or repairing. The facilities are also 
adaptable for manufacturing or warehousing activities requiring deep 
water, railroad and highway transportation. 

Sealed proposals, on Todd-Houston Uniform Bid Forms, must be 
received by 10 a. m. (C. S. T.), June 6, 1947, at the W. A. A. Regional 
Office of Real Property Disposal, 7700 Wallisville Road, Houston 1, 
Texas, at which time they will be publicly opened and read. Bid forms, 
information on obtaining credit and other information may be obtained 
from the W. A. A. Regional Office at Houston. 


TRANSPORT AGENCIES’ PERSONNEL 


The Maritime Commission-had 364 less employes in March 
than it had in February, and the commission’s total of em- 
ployes in March was 11,419, according to data made public by 
Senator Byrd, of Virginia, chairman of the congressional joint 
committee on reduction of non-essential federal expenditures. 
The Byrd committee report showed small personnel increases 
or decreases for other agencies dealing with transport matters, 
as follows: Civil Aeronautics Board, increase of 9, total of 538 
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employes in March; Interstate Commerce Commission, increase 
of 1, total of 2,288 employes in March; National Mediation 
Board, increase of 3, total of 103 employes in March, and Rail- 
road Retirement Board, increase of 3, total of 2,791 employes 
in March, and Office of Defense Transportation, decrease of 
three, total of 93 employes in March. 


~_——— 


LYKES ADVERTISING CAMPAIGN 

Lykes Bros., Steamship Co., Inc., is inaugurating an inter- 
national advertising program in 35 countries of the world featur- 
ing the U. S. Gulf ports, which are the home ports of the Lykes 
Lines, Solon B. Turman, Lykes executive vice-president has an- 
nounced. Lykes’ message will be carried in 41 publications in 
the United States. The series of ads will appear in such national 
media as Time magazine, Fortune, Business Week, Traffic 
World, and World Report, and in many daily newspapers and 
backed up by a direct mail advertising program which will 


feature Gulf ports, the Mississippi Valley and mid-continent 
areas. 


UNITED FRUIT LAUNCHES SS HIBUERAS 

On April 29 the United Fruit liner Hibueras was launched 
at the Bethlehem-Sparrows Point shipyard, Sparrows Point, Md. 
This is the seventh of nine fully-refrigerated cargo vessels being 
built at that yard for the United Fruit Co. The Hibueras is 
rated at 16 knots, her refrigerator cargo capacity is 197,000 
cubic feet, 4,600 deadweight tons, with first class passenger ac- 
commodations for twelve. Her overall length is 385 feet, six 
inches. She will carry a crew of 48. 


GRACE LINE’S LUXURY LINER, SS SANTA PAULA 

On May 2 the Grace Line’s second 17,000 ton luxury liner, 
the Santa Paula, will join her sister ship, the Santa Rosa, in 
12-day cruises to the Caribbean. Departing on alternate Fri- 
days, these two ships will provide weekly sailings, according to 
Grace Line officials. A veteran of many war fronts and a sur- 
vivor of many narrow escapes from enemy bombs and tor- 
pedoes, the Santa Paula has been completely redecorated and 
modernized, ship line officials said. 


TEXAS CITY DISASTER AFFECTS SEATRAIN SAILINGS 

Pending restoration of its facilities at Texas City, Texas, 
which were damaged in the recent disaster, freight normally 
handled by Seatrain Lines via that port will be handled via 
Belle Chasse (New Orleans), La., according to an announce- 
ment by Seatrain officials. Service to Belle Chasse will be 
doubled with four Seatrain vessels operated between Edge- 
water, N. J., and Belle Chasse, affording two sailings a week 
in each direction, the announcement stated. 


CARGO WAR RISKS UP IN MINED AREAS 

Due to increasing damage to shipping in European waters 
by drifting mines, underwriters in the New York market have 
increased cargo war risk insurance rates from 20 to 150 per 
cent on voyages to the so-called mined areas. The biggest in- 
creases involve cargo moving to the Baltic, to the areas of 
Archangel and Murmansk and along the northern coast of 
Europe generally. Mediterranean rates were also increased. 
Underwriters believe the wave of recent mine accidents is due 
to mines breaking loose from their moorings in European waters. 
However, the New York market has also felt for some time 
that prevailing rates were too low. 


M. C. HEARINGS ON BILL OF LADING CHANGE 
The Maritime Commission, in No. 658, Bills of Lading— 
Incorporation of Freight Charges, has decided to hold hearings 
on a proposed rule requiring common carriers to incorporate 
freight charges in bills of lading (see Traffic World, Dec. 7, p. 
1527). The dates of the hearings will be announced in the near 
future, according to the commission. 


STEAMSHIP SERVICE TO PORT BROWNSVILLE 


Steamship service into Port Brownsville is scheduled to be 
resumed May 26 by the Holland-American Line with the arrival 
of the “Boerhaave” from Port Arthur. Holland - American 
service is being resumed for the first time since 1942 when it 
was disbanded because of the war. General cargo will be loaded 
here for Holland, J. G. Philen, Jr., president of the Philen Ship- 
ping Company, Iccal agents for the ship, said. 


BUENOS AIRES SHIP SURCHARGE RAISED 


The River Plate and Brazil Conference has announced 
that the 25 per cent surcharge on all rates and charges on 
cargo destined for Buenos Aires, effective May 1, will be in- 


creased to 35 per cent, effective on all vessels sailing June 1 
and thereafter. a 
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tr TRANSPORTATION 





Scheduled Airlines Make 
Passenger Traffic Gains 


For 44 consecutive months the scheduled airlines of the 
United States have improved their passenger-carrying record 
over the corresponding month of the previous year, according 
to the Air Transport Association of America. 

The monthly gains, which began in June, 1943, as com- 
pared with June, 1942, continued through January, 1947, it 
said. A. T. A. officials say they expect that they will continue 
throughout this year, despite the fact that 1946 was by far the 
outstanding year so far in nearly every department of air 
transportation. 

There were 105,874 more passengers carried on the sched- 
uled airlines in January, 1947, than in January, 1946. Revenue 
passenger miles flown showed an increase of 54,578,445 in 
January of this year over the same month last year, according 
to A. T... A. 

“This constant improvement in volume and mileage has 
not been paralleled by the railroads,” an A. T. A. spokesman 
said. “It is a definite indication of the rapidly expanding ac- 
ceptance of air transport by the travelling public.” 

In 1946 the number of passengers carried by the domestic 
scheduled airlines increased by 5,662,552, a gain of 86.11 per 
cent over 1945. In the same period, the Class I railroads of 
the U. S. A. showed a decrease of 79,393,625 passengers, a loss 
of 20.6 per cent, as compared with 1945, accerding to Interstate 
Commerce Commission figures, said A. T. A., adding: 


The scheduled airlines’ revenue passenger miles equalled 28,76 per 
cent of the total Pullman revenue passenger miles in 1946. This was 
more than twice the percentage of Pullman revenue passenger miles 
produced by the airlines in the preceding year when the percentage 
was 12.8 per cent. 

Although in January 1946, the scheduled airlines were flying only 
12.8 per cent of the Pullman revenue passenger miles, by December 
1946, this percentage had increased to 44.1 per cent. 


AIR SERVICE APPLICATIONS 


United Air Lines, Inc., of Chicago, Ill., has applied to the 
Civil Aeronautics Board, in docket No. 2913, for an order fixing 
a temporary rate of compensation for the transportation of mail 
over its route between San Francisco, Calif., and Honolulu, 
T. H., designated as No. 30. The carrier suggested that the fair 
rate would be not less than 50 cents an airplane mile, without 
reference to base poundage, and asked that the rate fixed by the 
board be made subject to later readjustment on the basis of 
“more complete operating experience.” The airline said it con- 
templated inauguration of service over the route on or about 
May 1 and it anticipated operation of one round-trip a day with 
DC 6 equipment. 


New applications filed with the board for air rights and 
services follow: 


No. 2901, Northwest Airlines, Inc., St. Paul, Minn., for a certificate 
authorizing scheduled air transportation of persons, property and mail 
between Seattle, Wash., and Portland, Ore. 

No. 2904, Arizona Aairways, Inc., Phoenix, Ariz., for a permanent 
or temporary certificate authorizing scheduled air transportation of 
persons, property and mail between Las Vegas, Nev., and Reno, Nev. 

No. 2905, Chicago Helicopter Air Transport, Washington, D. C., for 
a temporary certificate authorizing scheduled air transportation of per- 
sons, property and mail by helicopters over proposed routes in the 
Chicago area. 

No. 2906, Michigan Helicopter Air Transport, Washington, D. C., 
for a temporary certificate authorizing scheduled air transportation of 
persons, property and mail by helicopters over proposed routes in the 
Detroit area. 

No. 2907, Monarch Air Lines, Inc., Denver, Colo., for authority tem- 
porarily to suspend service to certain intermediate points on segment 
4 of route 73, between Denver and Grand Junction, Colo., and to change 
its existing route pattern so as to serve Canon City, Colo., on that seg- 
ment, in lieu of segment 5, between Denver and Cortez, Colo. It said 
this would afford a better integrated feeder system in the Rocky Moun- 


. tain area. 


No. 2908, Parks Air Transport, Inc., East St. Louis, Ill., for a cer- 
tificate authorizing transportation of persons, property and mail by 
helicopter in the Chicago area. 

No. 2909, American Airlines, Inc., New York, N. Y., for an order 
consolidating its certificates for routes 4, 30, and 26, to permit trans- 
portation of persons, property and mail over one route. . 

No. 2910, Colonial Airlines, Inc., New York, N. Y., for amendment 
of its certificate authorizing scheduled transportation of persons, prop- 
erty and mail between Massena, N. Y., and Ottawa and Montreal, 
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Canada, and between Burlington, Vt., and Montreal and Ottawa, to 
conform with a new plan of service under a substitute annex to the 
bilateral transport agreement between the U. S. and Canada, providing 
for U. S. service to Montreal and Ottawa on the same flights from New 
York and Washington, 

No. 2912, Pan American Airways, Inc., New York, N. Y., for amend- 
ment of its certificate authorizing air transportation between the United 
States and Bermuda, by eliminating ‘‘specific’’ reference to Hamilton 
as the point to be served in Bermuda, and by adding Boston, Mass., 
as a co-terminal point. 


CMA AIR RESTRICTION LIFTED 


By an opinion and order, approved by the President, in 
No. 2383, Compania Mexicana de Aviacion, S. A., the Civil 
Aeronautics Board, has amended the carrier’s foreign air permit 
by removing a limitation restricting operations between Mexico 
City, D. F., and Los Angeles to three schedules a week in each 
direction. The board said: 


In view of the substantial traffic volume between Los Angeles and 
Mexico City and in harmony with the policy of this government con- 
cerning the operation of reciprocal air service without limitation as to 
frequencies, we find that the proposed amendment of C. M. A.’s permit 
is in the public interest. 


Civil Aeronautics Head Predicts 
Greater Air Cargo in A. U. Speech 


Theodore P. Wright, Administrator of Civil Aeronautics, 
speaking at a buffet supper given May 1, by the American Uni- 
versity, Washington, D. C., in connection with its air transport 
institute, said scheduled air carriers were doing the most im- 
portant job in aviation at the present time and that air-freight 
cargo was becoming an important factor. Freight planes, he 
said, would never carry bulk goods like the railroads but air 
transport of packaged goods would increase. 

From 1941 to 1947, said Mr. Wright, the number of cer- 
tificated pilots increased from 103,000 to 432,000; registered air- 
craft from 22,500 to 117,000; scheduled aircraft from 440 to 
800; passenger miles flown from 1,300,000 to 6,900,000; and 
miles of federal airways from 34,000 to 48,000. 

Replying to a question of a British guest, Mr. Wright said 
he did not believe airports would be operated by the federal 
government other than the Washington National Airport as 
at present and supplemental ports in the District of Columbia. 
He said the Civil Aeronautics Administration believed that 
airports should be local enterprises but that uniform airway 
aids should remain under federal control. The C. A. A. was 
proud of its record in operating the Washington port which, 
he said, had turned back to the Treasury more money than 
had been appropriated for it by Congress. 

Traffic at the larger airports was -becoming more con- 
gested, said Mr. Wright, and he suggested the necessity of 
segregating air traffic with respect to passenger, freight, non- 
scheduled and other classes by use of supplemental airports. 

Mr. Wright outlined present use of and experiments in 
ground control approach and instrument landing in the pro- 
motion of safety, including the use of radar and television, and 
suggested the possibility of electronic block signalling systems 
similar in purpose to those now used by railroads. 

L. M. Homberger, director of the university’s transporta- 
tion department, presided at the institute, assisted by Egon 
Kilgore, of the C. A. A.’s Chicago office. The supper and meet- 


ing took place in the home of Paul F. Douglass, president of 
the university. 


ALL AMERICAN ROUTE SUSPENSION INQUIRY 

The Civil Aeronautics Board has ordered an investigation 
in No. 2918, All American Aviation, Inc., to determine whether 
public convenience and necessity require that the amended cer- 
tificate of the airline for route No. 49, between Pittsburgh, Pa., 
and Huntington, W. Va., and other eastern points, be suspended 
in whole or in part and, if so, for what period and to what 
extent. 

The board said the service provided by All American had 
failed to effect a substantial increase in the volume of air mail 
carried on the route and had failed to develop any substantial 
amount of non-mail revenue, with the result that the cost to 
the government in mail compensation and in expenses sustained 
by the Post Office Department in connection with such service 
had been and was now substantially greater than the postal 
revenues received from the air mail carried on such route. 


WESTERN AIRLINES MAIL PAY RATE 


The Civil Aeronautics Board, by an order in No. 1374, 
Western Air Lines, Inc., has fixed temporary rates of compensa- 
tion for transportation of mail over domestic routes of the car- 
rier on and after October 1, 1946, to serve as a basis of pay- 
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ment until final rates are determined. The order was issued 
concurrent with action of the board instituting an investigation 
into the finances, routes and operations of the airline following 
its request for increased mail payments. 

The instant order fixed compensation totaling $687,000 to 
be paid for the period from October 1, 1946, through Febru- 
ary 28, 1947, and established a rate of 60 cents a ton mile, 
computed monthly on direct airport-to-airport mileage, on 
and after March 1, 1947. The board said Western’s financial 
position was apparently critical and the failure to increase 
“immediately” the rate of mail compensation might hamper 
its ability to perform the services which appeared to be re- 
quired in the public convenience and necessity. 


International Standards for 
Airmen Opposed by Behncke 


Air line pilots of the United States are unalterably opposed 
to the “so-called standardization requirements for pilots” under 
the International Civil Aviation Organization proposal now 
being debated at the I. C. A. O. convention in Montreal, David 
L. Behncke, president of the Air Line Pilots Association, said 
May 7 in Chicago. Mr. Behncke said the pilots were in favor 
of proper reciprocal arrangements of operating factors, but were 
opposed to any international agreements that would curtail 
the personal rights or interfere with the rules and working 
conditions of American airmen. He said he had made the 
union’s opposition known to the Civil Aeronautics Board in a 
letter to Chairman James M. Landis. 

“When it comes to where and how often our air lines fly 
into a foreign country and they fly into our country,” asserted 
Mr. Behncke, “any reciprocal arrangement that is reasonable 
and fair is all right, but when it comes to delving into the per- 
sonal rights and the conditions of employment of the airmen 
of our country, then I think it is time for the citizens of our 
country to rise up and object. We should not alter our lives 
and the rules and regulations that govern us to any standard 
or criterion of any foreign country. We should lead, not fol- 
low, in establishing the conditions under which people work.” 

The head of the pilots association said he attributed the 
move to the development of “an internationalism-minded set 
in the government.” One of the most vicious parts of the present 
move, he said, was, that which would require the individual 
approval of each pilot by each country through which he flies. 


N. Y. AIRPORTS AND PORT AUTHORITY 


Mayor William O’Dwyer and Howard S. Cullman, chair- 
man, Port of New York Authority, will review plans of the 
Port Authority to develop New York City airports, at the 
annual luncheon of the aviation section, New York Board of 
Trade, May 16, in the Hotel Commodore. A contract was re- 
cently signed between the city and the bi-state Port Authority, 
for a 50-year lease of the city’s major airports. 

Mr. Cullman has announced that under the Port Authority 
program, Idlewild would begin a three-runway operation late 
this summer for the benefit of transatlantic travel. Under the 
agreement effective June 1, the Port Authority plans to spend 
a minimum of $100,000,000 on the three New York City air- 
ports during the next seven years. 

“New York City is destined to become the world’s leading 
air center,” John F. Budd, chairman, aviation section of the 
Board of Trade, announced. “Our luncheon meeting will provide 
ample opportunity for the principals involved in this gigantic 
undertaking to tell more about this important first step toward 
— New York City as the aviation capital of the 
world.” 


ARGENTINA-U. S. AIR PACT 


Conclusion of a bilateral air transport agreement between 
the United States and Argentina was discussed by Chairman 
Landis, of the Civil Aeronautics Board, at a press conference 
held May 5, following his return from Buenos Aires. The agree- 
ment provides for exchange of air traffic privileges between the 
two nations without “arbitrary” restrictions on schedules, it was 
disclosed. Mr. Landis said the new pact represented a major 
step toward consolidating Western Hemisphere opinion in favor 
of the principle of “free competition,” and opened the way for 
additional traffic between North and South America. 








WESTERN AIRLINES OPERATIONS INQUIRY 


By an order in No. 2911, Western Airlines, Inc., the Civil 
Aeronautics has instituted an investigation into the finances, 
routes and operations of Western Airlines to determine to what 
extent, if any, the carrier’s increased dependence on the gov- 
ernment for financial assistance through mail payments is due 
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to unecomomic characteristics of its domestic and international 
route patterns, and in what way this dependence may be de- 
creased. The order instituting the investigation followed re- 
quests of the airline for increased payments for the carriage of 
mail. The inquiry is also to determine whether operations not 
yet inaugurated by the carrier shoud be postponed indefinitely 
or for a period of time and whether a further proceeding should 
be instituted pursuant to section 401(h) of the civil aeronau- 
tics act. 


FEDERAL AIRPORT PROJECT APPROVAL 


Administrator T. P. Wright, of the Civil Aeronautics Ad- 
ministration, announced May 7 that he had signed that day the 
first project approval under the federal airport act, “opening 
the construction phase of the seven-year airport building pro- 
gram.” He said the approval would permit Twin Falls, Ida., 
to begin work immediately on a new Class III airport, by means 
of which southern Idaho could be served by the transcontinental 
route of United Air Lines, by feeder service of Empire Air Lines, 
and by non-scheduled passenger and cargo operators. He noted 
that the federal airport act of 1946 authorized federal expendi- 
ture of $500,000,000 for construction of new airports and mod- 
ernization of existing fields and that, at present, $45,000,000 of 
that amount had been appropriated by Congress. The Twin 
Falls project would cost $647,221, of which the federal govern- 
ment’s share would be $384,000, he said. 


NEW CHICAGO AIRLINE TERMINAL 


A new airline terminal, to be established jointly by United 
Air Lines and American Airlines, will be opened in the next few 
months in downtown Chicago, according to an announcement by 
the United Air Lines. To be located on two levels at LaSalle 
St. and Wacker Drive, the terminal will be devoted exclusively 
to unloading and loading passengers to and from the Chicago 
Municipal Airport. United’s and American’s ticketing and 
reservation procedures will continue at the companies’ loop 
traffic offices, the amnouncement stated. 


PAN AMERICAN CARGO SERVICE TO BRUSSELS 

Pan American World Airways has inaugurated an all-cargo 
service between New York and Brussels, according to an an- 
nouncement by Pan American officials. The Clipper Gladiator, 
a DC-4 specially modified to carry 14,000 pounds of air express 
across the Atlantic, leaves every Saturday from La Guardia 
Field for Brussels with intermediate stops at Gander, Shannon 
and London. Coinciding with the opening of the new service 
is a drastic reduction in rates for shipments of 100 pounds or 
more, the announcement stated. Under the new Clipper express 
rates, shippers’ costs are slashed from 25 to 40 per cent, accord- 
ing to the announcement. 





B. O. A. C. INCREASES NEW YORK-LONDON FLIGHTS 
The British Overseas Airways Corporation has announced 
that on May 8 a fifth round-trip weekly flight from New York 
to London will be added to its present schedule. The added 
flight will leave New York on Thursdays and will leave London 
for New York on Fridays. Shannon, Eire, will be an inter- 
mediate stop in each direction, B. O. A. C. officials said. 


PAN AMERICAN CLIPPER EXPRESS RATES REDUCED 

A slash of from 25 to 40 per cent for Clipper express ship- 
ments of 100 pounds or more has been announced by the At- 
lantic division of Pan American World Airways. This reduction, 
effective May 2, will cover all classes of commodities shipped 
by Clipper express to Europe, Bermuda, Africa, the Middle East 
and India, Pan American officials stated. 


CHICAGO & SOUTHERN AIRLINES SERVICE 


Chicago & Southern Airlines has added two north and 
southbound evening flights, according to an announcement by 
W. J. Jensen, Chicago traffic manager for C. & S. Southbound 
flight 17 leaves Chicago at 11:45 p.m., arrives in St. Louis at 
1:45 a.m. and terminates at Memphis at 3:30 a.m. Flight 16, 
leaving Memphis at 3 p.m., arrives in Chicago at 6:42 p.m., with 
an “on-line” stop at St. Louis at 4:45 p.m. 


K. L. M. ROYAL DUTCH AIRLINES SERVICE 


After an absence of nearly eight years, K. L. M. Royal 
Dutch Airlines will reestablish service to Manchester on May 20 
with the inauguration of a thrice-weekly service between 
Amsterdam, Manchester and Dublin, linking both the north of 
England and Eire directly with the principal cities of Europe, 
according to an announcement by airline officials. Direct con- 
nections will be made in Amsterdam for Frankfurt, Copenhagen, 
Stockholm, Helsingfors, Zurich and Basle, the officials said. 
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May 10, 1947 


C. of C. Transport Meeting Hears 
Fletcher, Lawrence, Land 


Problems confronted by railroads, trucking industry 
and airlines outlined at luncheon session of U. S. 
Chamber’s annual meeting. Chamber asks end of 


U. S. barge line operations. Other resolutions re- 
ported 


With Powell C. Groner, of Kansas City, chairman of the 
transportation-communication committee of the Chamber of 
Commerce of the United States presiding, the transportation- 
minded members and guests of the Chamber at the luncheon 
session April 30 devoted to transportation, held as a part of 
the annual meeting of the Chamber in Washington, heard dis- 
cussions from the viewpoints of the railroad trucking and air 
transport industries on coming developments in transport. 

In opening the session Mr. Groner briefly reviewed the 
work of the committee, its recommendations that had been sub- 
mitted for action at the annual meeting, and referred particu- 
larly to the Chamber’s support of the so-called Bulwinkle rate 
bureau regulation bill and the Read version of that bill as re- 
ported to the Senate by the Senate committee on interstate 
and foreign commerce. 

Charles P. McCormick, president, McCormick & Company, 
Inc., Baltimore, Md., chairman of the Chamber’s committee on 
international transport, spoke briefly, referring his audience 
to his prepared address which was chiefly a review of the com- 


mittee’s recent report that had been submitted to the annual 
meeting. 


Fletcher For Railroads 


R. V. Fletcher, until recently president of the Association 
of American Railroads and now chairman of the transportation 
study committee of the association as well as counsel for the 
association in the anti-trust litigation, spoke on “The Railroad 
Outlook.” 

“Just at present, the railroads, on an annual basis, are 
handling the heaviest peacetime traffic in their history, though 
there may be some variations from week to week,” said he. 
“There would seem to be no good reason for surmising that 
traffic will diminish in volume within the immediate and fore- 
seeable future. . . . I shall predicate what I have to say today 
upon the premise that the railroads will have in 1947 a volume 
of business not smaller than in 1946.” 

Mr. Fletcher then reviewed the freight car situation, told 
of the cars on order and of the publicity that had been given 
the car shortage. 

“But the record does not justify many of the extravagant 
statements in the press and before congressional committees as 
to curtailment of industrial activity attributable to car short- 
ages,” said he. 

For the week ended March 1, 1947, said he, the car shortage 
amounted to 36,183 cars of all classes. 

“Compare this figure with actual loadings of 850,000 cars 
for that week and we see that the shortage, while not negligible, 
represented less than 5 per cent of demand,” said he. “Upon a 
conservative view, it is safe to say that the railroads are meet- 
ing at least 90 per cent of the demand for cars. In the first 
thirteen weeks of this year, the railroads have handled 10,518,- 
015 loaded cars, a greater number than were handled in the 
similar period of any one of the past four years.” 

After referring to statistics on freight car performance, 
Mr. Fletcher asserted that the public could be assured that the 
railroads, with “splendid cooperation” of shippers, would be 
able to take care of the demand for railroad transportation in 
a manner that would “prove to be no serious handicap to 
industry.” 

“We do need, in this connection, may I say, a bit more of 
cooperation and understanding of conditions, and a bit less of 
hysterical lamentation about discriminations that, in fact, are 
non-existent,” said he. 


Financial Status of Railroads 


Taking up railroad prospects from a financial point of 
view, Mr. Fletcher, after quoting revenue statistics, said the 
Ex Parte 162 increases should increase railroad revenues about 
$805,000,v00 a year, that $58,000,000 annually was expected 
from the interim increases in express rates, but that the rail- 
roads might lose in 1947 something like $315,000,000 in dimin- 
ishing passenger earnings, leaving an increase on present find- 
ings of some $548,000,000. Continuing, he said: 


It is true that there are now pending applications for a further 
increase in express rates, increases in mail pay, and increases in pas- 
senger rates in Eastern territory, which if granted should add some- 
thing like $155,000,000 to the potential earnings, In other words, if we 
are disposed to take an optimistic view of the prospect, even with no 
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increase in freight traffic, we might increase our total gross revenues 
by some $700,000,000. 

But there are offsetting increases in expenses which can be rather 
definitely determined, The Crosser bill, which became effective on 
January 1, 1947, will add $90,000,000 to the payroll expense. To this 
should be added $39,000,000 attributable to wage increases, which were 
not effective for the whole 1946 year. Very probably, increased material 
costs will add $190,000,000 to the bill, making a grand total of about 
$320,000,000 of increased costs. And so, we have left from present and 
proposed rate increases a figure of about $380,000,000, which if all 
carried to net income (which it cannot be), would give us a black 
figure of nearly $500,000,000, or about 2% per cent upon property in- 
vestment less depreciation. Of course, this figure does not take into 
account possible increases in traffic, nor give effect to possible economies 
in operation. 

It is obvious, however, that a net income of $500,000,000 is grossly 
inadequate, yielding as it does no more than 2% per cent upon the 
depreciated property investment. No one who is at all informed doubts 
that the railroads, in order to make needed improvements and maintain 
their credit, should have an income of not less than 6 per cent upon the 
value of their property, or in other words, the net income should be 
at least $1,250,000,000. Such a return has been found to be reasonable 
by the highest courts in the land and is certainly in line with earnings 
secured by business enterprises other than public utilities. 

Perhaps the most significant feature of this financial picture lies 
in the fact that it does not take into account the demands of organized 
railway labor for increases. At this moment, the nonoperating brother- 
hoods are asking for an increase of 20 cents per hour. If the operating 
unions ask for similar increases, the cost in actual wages and increased 
payroll taxes attributable thereto would reach the staggering total of 
$810,000,000. No one can say what will be the outcome of these de- 
mands. But it is safe to say that if substantial increases are the result, 
if the railroads are to remain solvent, with credit reasonably main- 
tained, there must be an increase in freight rates of a very substantial 
amount. 

There is one aspect of the whole situation that is decidedly encour- 
aging. I refer to the familiar fact that in recent years the railroads 
have substantially reduced their fixed charges, as the result of a suc- 
cessful campaign to reduce their indebtedness. The high point of rail- 
road funded debt was eleven billion eight hundred and eighty million 
dollars in 1930. This has been reduced at the end of 1945 to eight bil- 
lion six hundred fifty-nine million, a reduction of more than two bDil- 
lion two hundred million dollars. From 1941 to 1945, inclusive, exclud- 
ing equipment obligations, which necessarily fluctuate from year to 
year, the reduction was over two billion dollars. And it is very interest- 
ing to note that, contrary to popular statement and belief, of this two 
billion dollars reduction, more than one billion three hundred and 
ninety million was attributable to voluntary reduction by solvent car- 
riers and only seven hundred and fifty-six million can be attributed to 
involuntary reductions, brought about by bankruptcy reorganizations. 
In these five years, fixed charges have been reduced by some 

It is significant, too, that whereas in 1930 the total capitalization 
figure, meaning thereby the whole amount of funded debt plus capital 
stock at par, amounted to more than 19 billion dollars, as against a 
property investment figure of 27 billion dollars, in 1945 the capitalization 
figure was fifteen billion six hundred million dollars, as against a cur- 
rent investment figure (before depreciation) of 28 and a half billion 
dollars. Certainly no one can assert that a financial set-up is unwhole- 
some where the capitalization, including stocks and bonds, amounts to 
no more than 55 per cent of the recorded investment. 

On the whole, the railroad prospect, While not glowing with prom- 
ise, could not be said to be desperate, if the future could give assur- 
ances as to two matters: . 

First, if the Interstate Commerce Commission could find a way to 
adjust rates to meet increased costs, without the long delay that has 
proven so disastrous in the past. 

Second, if the roads could be sure that they will be permitted to 
propose rates on the theory that we are dealing here with a national 
system of transportation, administered by the Interstate Commerce 
Commission, rather than a system controlled by the Anti-Trust Division 
of the Department of Justice, where each railroad would be required 
to make its rates in a vacuum, in line with the whims and fancies of 
the lawyers of the Division, following the leadership of Mr. Henry 
Wallace, whose speech on the subject some time ago at Dallas con- 
formed to the pattern now advocated by the Division. Such a policy, 
if it finally prevails, will reduce the country not merely to a colonial 
status, but to a condition comparable only to that which prevails in 
the most primitive society. 


Lawrence For Trucking Industry 


John V. Lawrence, managing director, American Trucking 
Associations, Inc., whose subject was, “Freight Movement in 
Urban Areas,” also spoke of other problems confronting the 
trucking industry. He said that, like all business, “our indus- 
try is in great need of an overhauling of the present tax struc- 
ture on corporations.” Passage of the Reed-Bulwinkle rate bill 
was also needed, said he, emphasizing that this proposed legis- 
lation was really in the interest of the little fellow—both car- 
rier and shipper. A major overhauling of the rate structure 
also must be performed, said he, if our transportation in this 
country was to thrive and prosper. 


Mr. Lawrence also spoke of integration through control of 
one carrier by another—his people did not like this general 
principle of integration of ownership of various forms of trans- 
portation. He believed this stand was in the public interest 
aside from the selfish interest of individual companies. He 
emphasized the view that competition had resulted in better 
service. 
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On the subject of his paper, Mr. Lawrence, in part, said: 


There has been one form of coordinated service between different 
forms of transportation that has existed for many decades. I refer to 
what is commonly called our local cartage service. 


No matter how goods enter a city, by rail, by water, by air or by 

highway, nearly all of them in one way or another end up on a truck. 
And this brings me to a problem which, therefore, confronts all 

forms of transportation, in fact, all industry and commerce as well. 


We know what terminal congestion means to any form of trans- 
portation. Briefly, it means paralysis, either abrupt or creeping. 


Do we ever stop to think, however, that the real terminals of our 
transportation systems are not in the outlying sections of a city. They 
are rather in the business and industrial establishments that populate 
that city, that goods must be received in or shipped from. 


Considerable discussion has been had on the great trend of decen- 
tralization of industry which has occurred over the last several decades, 
accentuated in recent years. The cause usually ascribed to this move- 
ment has been the rising demands of labor in the more populated areas. 


My own feeling is that these labor demands are only an effect, that 
the real cause is congestion which slows down the worker’s produc- 
tivity and causes these increased wage demands to a large extent. 

We, in this country, for decades have been very much production- 
minded. When we get a little over-produced, then all of the emphasis 
is on selling. Too little thought is given by the average business con- 
cern to a very important factor in its cost of distribution, namely, 
transportation. 

On a simple article the production manager will find that by junking 
all his fairly modern equipment and buying some new tools he can 
save—say—a penny a unit. He can sell such a proposition to the head 
of the business without much difficulty. At the same time, however, 
antiquated shipping and receiving facilities may be adding two, three 
or four cents to the unit cost of the article and nothing is done about 
it to any great extent. 

Some of you may have read two stories which appeared in a re- 
cent issue of Fortune magazine, both on congestion in New York city. 

The first story gave a general picture of the congestion and an out- 
line of the proposed remedies, a multi-million dollar system of express 
street criss-crossing the city. The other one was more down to earth. 
It told hour by hour the trouble of a truck driver trying to make one or 
two deliveries in that city with a local cartage truck. Whenever he 
came to the place he was supposed to make the delivery he found an- 
other truck in the inadequate space. He would cruise around but when 
he would come back the original truck and a third truck had taken its 
place. 

We find examples of such poor lay-outs throughout the country and 
in more modern buildings. 

A plant built not so many years ago in the nearby city of Baltimore 
has one leading space for truck deliveries and shipments. Trucks go 
there by appointment as one goes to the dentist these days and if one 
of them is slightly delayed the whole schedule is messed up. 


A large plant built in Chicago during wartime, and supposed to be 
most modern in every respect, was provided with only two inbound and 
two outbound truck platform spaces, 


A shining example of what not to do can be found right here in 
Washington. There is a very beautiful building here occupied by a 
department store. But in providing this beauty of line for the building 
the architect did not pay much heed to how they would get coal into 
the building for its boilers. A small slot is provided in the side of the 
building about shoulder-high: I say, small because the end of a coal 
shovel can just be squeezed in this slot. So the colored men who shovel 
the coal have to practically spoon feed the building at shoulder-height. 

A lot can be done with our buildings. Just before Pearl Harbor at 
one Army Depot our people were called in to consultation as to their 
truckloading facilities. They had two tailgate spaces in an enormous 
building. By cutting in on a lower floor on one side of the building 
forty-five spaces were provided. It is interesting to note that this par- 
ticular depot became one of the chief consolidating stations for war 
shipments when we entered the war later. ; 


The average businessman may ask why he should spend money on 
such facilities. After all, he will say that is the problem of the truck- 
ing concern that serves the building. By not providing proper facilities, 
however, he is raising the cost of that terminal transportation and if 
he does not think that he is paying for it he is just kidding himself. 


Another feature of the situation is important too. In one of our 
smaller eastern cities recently a tobacco company built a new cigar 
factory. The land on which the building was erected was not at all 
expensive. But instead of setting their truck loading platforms back 
in the building thirty or forty feet to permit trucks to be backed into 
the building, they provided only six or eight feet. 


The result is that trucks being loaded extend out over the side- 
walks. The first or second time a pedestrian passes by there and has 
to go out in the street to get around these trucks being loaded they 
will probably damn the trucks. About the third time, however, they 
begin to wonder who built this building and it is not good publicity 
for the building owner, the manufacturer. 

All over the country today cities are developing plans for relieving 
the traffic congestion with which they are plagued. Most of these plans 
are going to involve the expenditure of terrific sums of money. 

The business men of this country, however, for their own good, 
can make modest expenditures in remodeling their own building and go 
a long way toward relieving a good share of this congestion by bringing 
their transportation facilities when loading or unloading into their 
building, 


We have spent years and years, and reams and reams of articles 
in stressing the great importance of low cost production. But while 


we make these savings at the spigot, let us not forget that we may be 
wasting far greater amounts through the bunghole by not paying atten- 





in magazines and newspapers, and thousands of thousands of speeches. 
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tion to keeping our shipping and receiving facilities on the most modern 
level possible. 


Land Speaks For Airlines 


Admiral Emory S. Land (retired), president, Air Transport 
Association of America, Inc., spoke on “Air Transport Pros- 
pects and Needs.” He said establishment and maintenance of 
a comprehensive air navigation and traffic control system on 
the federal airways was an immediate need—a sore need. He 
said the airlines were spearheading an intensive drive to accom- 
plish all-weather flying, the chief obstacle in the way of sched- 
ule reliability. The cost of an air traffic system, said he, should 
be borne essentially by the government since benefits from it 
“accrue not only to commercial air transport, but to all who 
fly and to the national security.” 

In discussing airports, Admiral Land emphasized the fact 
that, contrary to a wide impression, public airports were a com- 
munity problem because they served not only the scheduled 
airlines, but all forms of aviation. 

“They are, of course, exceedingly important to us,” the 
Admiral said, ‘But by any fair calculation airport use by sched- 
uled airlines will not average more than 30 per cent of the total 
usage, which is shared by the private flier, the armed services, 
and non-scheduled operators. With the growth of aviation in all 
its forms, the airport can easily become a community center. 
On the expectation that this trend will develop, one of our 
principal needs, as well as of every airport community, is a 
direct means of transport to and from the airport. I earnestly 
recommend consideration of overhead or underground facilities 
for this purpose in larger communities.” 

Citing the fact that the domestic scheduled airlines in 1945 
carried some seven million passengers, and last year increased 
that total about 80 per cent to more than 12 million, Admiral 
Land said that this year they had reasonable expectations of 
carrying 20 million passengers, another increase of around 80 
percent. Within a few years, he said, it was possible that the 
volume of air passenger travel might reach 50 million persons 
annually. Such a traffic flow could be handled only by a com- 
prehensive traffic control system such as was now being devel- 
oped by the airlines and the federal regulatory agencies for 
aviation, said he. 

The stand of the scheduled airlines on the ten most impor- 
tant issues now before the industry were listed by Admiral Land 
and in another decalogue he outlined the needs of air transport. 

The Air Transport Association, Admiral Land said, was 


1. In favor of reasonable competition between all forms of trans- 
portation. 2. Opposed to monopoly. 3. In favor of running our own 
scheduled certificated aviation transport business. 4. Opposed to inte- 
gration of scheduled air transport with other forms of transportation. 
5. In favor of federal regulation of air transport, in both the safety 
and economic aspects. 6. Opposed to 48-state regulation. 7. In favor 
of fair and reasonable taxation. 8. Opposed to multiple taxation, in- 
cluding the state aviation gasoline tax. 9. In favor of ‘‘patenting’’ use 
of the words ‘‘airlines’’ and ‘‘airliner’’ to apply only to scheduled air 
transport. 10. Opposed to travel barriers such as too rigid customs 
laws and immigration quotas and difficult passport requirements. 

The needs of the airlines were listed by Admiral Land as: 

1. A simplification and quantitative reduction in Civil Air Regula- 
tions, which is a job for the CAA-CAB. 

2. Some redrawing of the route map for the scheduled airlines, 
both domestic and international, a job for the CAB. 

3. Larger appropriations for a comprehensive air navigation and 
traffic control system of the airways and more particularly at our air- 
ports, which is a budgetary job for the regulatory agencies and for the 
Congress. 

4. Better airports, with a concentrated objective to make them com- 
munity centers, particularly in new or expanded airports—a job for 
whatever airport authority has jurisdiction. 

5. Better and faster transportation facilities to and from aiports; 
and I advocate consideration of underground or overhead direct trans- 
portation facilities for the concentrated air passenger traffic coming to 
our larger air terminals. 

6. Devotion of more of our time to administrative problems and 
less time to controversial legislative matters unlikely to find a resting 
place on our statute books. This is a job for the industry. 

7. Standardization of cockpits, which should be simplified quanti- 
tatively as much as possible. This is between plane designers and 
manufacturers and operators. 

8. More courtesy from our employees to the traveling public, and 
this is our job. 

9. Give our passengers as much information as practicable, espe- 
cially with regard to delays. Do this (a) in the plane (b) on the ground 
(c) in the airport. This, too, is our job. 

10. Advance all-weather flying, reliability of schedules and safety. 
This is everybody’s job. ... 

What are the prospects for air transport? Another decalogue is in 
order. These ten things will help air transport reach its intended goal: 

1. The Airlines Terminal Corporation, which is conducting an ex- 
perimental consolidation of terminal services at Detroit and Cincinnati, 
to find the most expeditious and effective methods of conducting such 
ground services as gas and oil, handling of baggage, transportation, 
restaurant accommodations and other conveniences for the air traveler. 

2. The Airborne Instruments Laboratory, at Mineola, Long Island, 
supported by the airlines for the development of electronic and other 
instruments which will aid navigation and traffic control. 
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3. Establishment of Air Cargo, Inc., as a ground service unit for 
all the airlines to handle and expedite the integration of air services 
with surface transportation for transportation of property. This organi- 
zation will operate cargo terminals, make arrangements for integration 
of air service with surface transportation for the swift delivery of cargo 
between any point in the United States having air or surface connec- 
tions and perform all the coordinating work which will make such a 
system effective. 

4. New equipment, such as the Douglas DC-6, which made a new 


" trans-continental record recently; the Gold-Plated Constellation; the 


Martin 202 and 203; the Convair 240, and the Boeing Stratocruiser, all 
of which will make scheduled air transport faster and more comfortable. 

5. Technical developments, such as Ground Controlled Approach, 
Instrument Landing System and Micro-wave Early Warning, all mani- 
festations of the electronic art applied to safe landing procedures and 
techniques; the FIDO system of fog dispersal; high intensity lights on 
runways and approaches; Loran and Teleran, electronic aids to naviga- 
tion; weather ships, to communicate meterological data from ocean 
areas, and pressure pattern flying, a system of meteorological naviga- 
tion to take advantage of favorable weather. 

6. The federal airport act for provision for federal aid for develop- 
ment of public airports. 

7. Amendments to the civil aeronautics act of 1938, in line with 
current needs and developments. 

8. The International Civil Aviation Organization, composed of sig- 
natory governments for the establishment and maintenance of agree- 
ments and policies for international aviation. 

9. The International Air Transport Association, composed of inter- 
national airline operators for establishment of operating procedures and 
agreements among such companies. 

10. A sounder financial structure with better supervision of fiscal 
policies and operations. The airline industry probably operates in a 
“gold fish bowl’’ to a greater degree than any form of transportation. 

These, I believe, add up to a prospect for which my feeling is 
most optmistic. I have been associated with some aspect of transpor- 
tation all.of my working life. To me, transportation equals civilization. 
I believe further that aviation has the greatest possible future in devel- 
opment of transportation, and that the long range plans of the scheduled 
airline industry will keep us in the forefront of aviation. We have 
sound plans for development and extension of domestic airline activities, 
and the means for effective cooperation with the rest of the world in 
international flight. 


Asks End of U. S. Barge Line 
Among the resolutions adopted by the Chamber was one 


urging discontinuance of operation of the government barge 


lines. 

“The continued operation of the government-owned barge 
lines by the Inland Waterways Corporation where there pur- 
pose as a demonstration has been accomplished conflicts with 
sound policies repeatedly enunciated by the Chamber,” said the 
resolution. “It represents unfair and uneconomic competition, 
conducted at great expense to the public, with privately oper- 
ated barge lines, and other competing forms of transportation. 
Therefore, the operation of government-owned barge lines 


* should be discontinued as soon as practicable. In the meantime, 


no funds: should be appropriated or applied for expansion, mod- 
ernization or recapitalization of the Inland Waterways Cor- 
poration.” 


In a resolution dealing with social security the Chamber 
urged that the present system of old-age and survivors’ insur- 
ance be extended to railroac employes and that when so ex- 
tended the railroad retirement system under which railroad 
employes have their own social security system should be 
abolished after a transitional period. 

Other resolutions adopted included the following: 


Carrier Agreements 


The welfare of transportation companies and of the shipping and 
traveling public calls for early removal of the present uncertainty re- 
garding the legality of long-established conference procedures respect- 
ing rates and services. There should be prompt action on pending legis- 
lation which, subject to safeguards specified therein and such others as 
may be imposed by the Interstate Commerce Commission, would relieve 
from the operation of the anti-trust laws conference agreements ap- 
proved by that body. 


Foreign Trade Zones 


We approve the amendment of foreign trade zones act of 1934 to 
provide for exhibition and manufacture of foreign and domestic mer- 
chandise in foreign trade zones, and we further urge that the tariff act 
be amended to extend the privileges of foreign trade zones to suitably 
located and designated customs bonded warehouses. 


Principles Governing International Trade 


A continuing constructive program of economic cooperation between 
nations will be enhanced by mutual understanding as to the ‘‘rules of 
the game’’ in international trade. To encourage other nations to refrain 

‘ from excessive tariffs, import-export quotas, embargoes, exchange dif- 
ferentials, and other unnecessarily restrictive or discriminatory trade 
Practices, our government should pursue a constructive, liberal and real- 
istic international trade and tariff policy. 


The Chamber also approved a declaration in favor of 
“transport conservation,” recognizing the necessity for obtain- 
ing in the utmost out of existing rolling stock and prompt 
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acquisition of new equipment. It said shippers and consignees 
should load and unload cars promptly and fully, with arrange- 
ments where feasible for six-day loading and unloading opera- 
tions, and that carriers should make every effort to speed up 
their service. 

On airport policy the Chamber said the national interest 
in the provision of an adequate nationwide airport system justi- 
fied reasonable federal aid for that purpose and that the fed- 
eral airport act of 1946 “lays the basis for such participation.” 
Reasonable user charges should be required at all publicly- 
owned airports and such airports should as soon as practicable 
be put on a self-sustaining basis, it said. 

A first consideration in the civil air policy of the U. S. 
government, said the Chamber in another declaration, should 
be to provide permanently for U. S.-flag international air trans- 
portation on a scale commensurate with its importance to the 
national interest as well as the great volume of traffic which 
the United States had developed and continued to contribute 
to world transport by air. If necessary, it said, adequate sup- 
port should be given to our international airlines on the basis 
of existing law or otherwise, it said, adding that a vigorous 
aircraft industry should be maintained. 


ae Highways 
/ In a declaration on highways the Chamber said the costs 


of building and maintaining highways should be paid by the 


interests they served in proportion to benefits. Highway users 
should pay the major part of the costs of highways of general 
use, including main thoroughfares in urban areas, in addition 
to paying their fair share of the general costs of government, 
it said. Local roads and streets should be financed from gen- 
eral revenues or property assessments, augmented by a share 
of user revenues proportional to use, it added. Contributions 
by highway users to the cost of building and maintaining high- 
way systems should be through special taxes or fees based on 
logical standards reasonably commensurate with the value of 
the use; and no part of the proceeds of these special user levies 
should be diverted from highway purpose, it said. 


Grade Crossing Elimination 


Among other things in the declaration on highways the 
Chamber said there should be a continuous postwar program 
for the elimination of railroad-highway grade crossings “which 
are dangerous or which delay a substantial volume of traffic, 
any assessments for construction costs levied therefor against 
railroads, or obligations imposed upon them for subsequent 
maintenance or taxes, to give adequate recognition to the 
growth of highway use and to the relatively small benefits 
derived therefrom by the railroads under present conditions.” 
It added that costs of construction and maintenance of grade- 
crossing protection should be similarly allocated according to 
the benefits. It said safety, not only through suitable highway 
construction, reconstruction and maintenance, but also through 
protective devices, adequate administration, law enforcement 
exclusively by state and local authorities, and education of 
highway users, should be a prime requirement in all highway 
programs. 

Merchant Marine 


The Chamber said there should be a strong, consistent 
national policy with respect to the American merchant marine, 
implemented by vigorous administration of that policy. It sup- 
ported the present policy embodied in the merchant marine 
act of 1936 and other existing merchant marine acts, based on 
private ownership and operation with government regulation 
and support, equitable and desirable from both national and 
international viewpoints. Adequacy of established trades should 
be considered and the service expanded where necessary to 
meet foreign competition, it said. It also declared for a vigorous 
shipbuilding industry and approved the President’s recent ac- 
tion in creating a special committee to study the needs of the 
merchant marine and to make recommendations. 


Administrative Agency Practice 


The Chamber in another resolution said administrative 
agencies concerned with matters of technical nature might 
properly establish necessary minimum qualifications to be met 
by persons entitled to practice before such agencies. It said 
laws or regulations prescribing such qualifications should not 
restrict the right of business concerns to be represented by 
their officers or other qualified persons, or circumscribe the 
important public services performed by trade and commercial 
organizations on behalf of their communities or their industries. 


GENERAL BOX DESCRIPTIVE BOOKLET 


The General Box Co., Chicago, has announced the issuing of 
a ten-page illustrated booklet which describes General’s wire- 
bound boxes and lagging, pallets, cleated corrugated boxes, and 
the company’s “part of the product” plan. 
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Appreciation from Secretary 
of Freight Claim Division 


Editor the Traffic World: 

The write-up concerning the annual business meeting of 
the Freight Claim Division, Association of American Railroads, 
at St. Louis, Mo., April 15 to 17, appearing in the April 26 
issue of the Traffic World, has been noted with particular 
interest. 

You have given a most excellent description of what oc- 
curred on the occasions mentioned and we want to express 
our appreciation for your interest in arranging for attendance 
at the sessions and in reporting them. 

Lewis Pilcher, Secretary, 

Freight Claim Division, 

Association of American Railroads 
Chicago, May 5, 1947 





Rate Conferences and 
the Bulwinkle Bill 


Editor the Traffic World: 

If my information is correct, the Bulwinkle-Reed Bill, as 
last amended, would permit competing carriers of the same 
type of operate conferences for rate-making purposes; but, 
would not permit competing carriers of different types so to 
operate. 

To my feeble imagination this peculiar status of the pro- 
posed legislation indicates that, perhaps, some of our lawmakers 
perceive a possible conflict between the broad sweep of the 
Congressional declaration of policy and those parts of the law 
that have to do with perservation of the inherent advantages 
of each type of carrier. 

The writer sees no irreconcilable conflict between the gen- 
eral declaration of policy, on one hand, and the preservation of 
each type of carrier’s inherent advantages, on the other. In a 
joint conference or bureau competing carriers of different types 
might easily agree upon rates that would further the national 
policy, or, they might not be able to agree; but in either 
event the Commission would have the last say. 

Let us now take a look at recent developments in Ex Parte 
164 and the several sub-divisions of that case having to do with 
all-rail vs. water rates, etc. 

Responsive to a formal petition of the Maritime Commis- 
sion, which is sponsoring the case of the coastwise and inter- 
coastal steamship lines, the I. C. C. has entered an order 
directing the competing rail and water carriers to confer on 
the subject of rates and to submit to it the results of the con- 
ference. This, to my way of thinking, is tantamount to con- 
struing the interstate commerce act as conferring upon the 
I. C. C. the power to compel conferences. That makes sense to 
me in the light of the declaration of policy; but, may I ask, 
why should the same language (the declaration of policy) be 
construed as prohibiting the several types of regulated car- 
riers to confer sans a directive order from the Commission? 
The Commission has the last guess on the rate question, no mat- 
ter what the conference may agree upon. 

From where I sit and observe the scene it appears that the 
two administrative bodies, the I. C. C. and the Maritime Com- 
mission, are letting the so-called Department of Justice, a 
branch of the executive department, tell them, as agents for the 
legislative department, how to construe and apply the law as 
written by Congress. . 

I still believe that the law as it now stands not only permits 
but actually impels regulated carriers of all types to hold con- 
ferences on rates and agree, if they can, on such figures as will 
give effect to the national policy. How else can destructive 
competitive practices be avoided and the inherent advantages 
of each type of carrier promoted, not to mention the promotion 
of an adequate national transportation system? 

To my way of thinking the seeming promise of the Attorney 
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General not to prosecute any of the railroad or steamship com- 
panies should the I. C. C. order them to establish the rates 
agreed upon, is nothing more than a silly gesture. Surely, if 
the law as written empowers the I. C. C. to order competing 
carriers of different types to confer on rates, it cannot be con- 
strued as forbidding the I. C. C. to order conferences of carriers 
of the same type. So what would happen to Mr. Attorney Gen- 
eral’s lawsuits in the Nebraska and Georgia Cases if the I. C. C. 
should now enter orders directing the railroads to maintain 
their present conferences? I’d like to know. 


H. B. Cummins, Manager, Traffic Department, 
Houston Port and Traffic Bureau. 
Houston, Texas, April 14, 1947. 


The Crosser Bill and 
the Gag Law of Rail Unions 


Editor the Traffic World: 

I thought the readers of the Traffic World would be in- 
terested in the letter I wrote to Mr. Thomas Stack, of the 
Rock Island, after reading, in your issue of April 5, that he had 
been suspended from membership in the Brotherhood of Rail- 
road and Steamship Clerks because of his activity toward re- 
peal of the Crosser amendments to the railroad retirement act. 
I am a clerk with the Western Trunk Line Committee, but, of 
course, this letter is written entirely on my own. 


So, according to the April 5 issue of the Traffic World, George M. 
Harrison, International President of the Brotherhood (?) of Railroad 
and Steamship Clerks, has suspended you from his union. This act 
throws the subject of the Crosser bill under a new light. Until this 
suspension notice, agitation for repeal of this bill appeared to be simply 
a question as to whether or not railroad employees wanted such a law. 
Now, however, if someone is going to force it upon us, we know we 
don’t want it. Perhaps we will find that we are indebted to Mr. Harri- 
son for bringing the entire subject into the open for an airing—and it 
certainly needs air! All of us were rankled by the undemocratic spirit 
in which the bili was thrust upon us; but what is more intolerable is 
that undemocratic methods are trying to make it stick. 


Submitting to a trial before the membership of Lodge 964 would 
be a travesty so long as Article 26, Section 2 of Mr. Harrison’s oligarchy 
exists. Its interpretation has already been declared and judgment 
passed upon you. All that you could expect from a trial is a confir- 
mation of that order and thereby lend dignity to a principle no man 
in America need recognize. Rather, I think Mr. Harrison should take 
the stand to defend Article 26, Section 2 of the union’s constitution— 
that is, if by any stretch of the imagination such a provision could be 
justified. We might then discover how such an article in the union’s 
by-laws could be invoked to your advantage, Mr. Stack. In using it as 


the authority for your suspension, we have seen one example of its 
disadvantage. . 


So, by the mere utterance of a statement by the Grand President 
‘fon grounds that the 1943 convention of the brotherhood voted to sup- 
port the amendment (Crosser)’’ we are compelled to accept this as an 
imperial order to desist. That is final; there is no recourse. Since 
when do we accept the finality of such an order merely because we are 
told that it is final? It is amazing that no one has informed the 
grandee that only the desire, willingness and belief of all men make 
the laws in this land, not the arbitrary ruling or word of one man. 
If all this power is vested in one man, we may well wonder who was 
instrumental in passing the vote at the 1943 convention—and for what 
reason. Certainly not for the benefit of the rank and file, if the dis- 
content heard on all sides means anything. If a man is not allowed to 
exercise those rights with which he is endowed under the constitution 
of the United States, because they conflict with the provisions in the 
union’s constitution, then the purpose for which they both were designed 
must also be in conflict. We. know why the former was embodied as 
part of our government. When the by-laws of a lesser organization are 
enacted which are contrary to the broad and comprehensive laws of the 
land, then we are no longer functioning according to a democratic 
philosophy. 

Since you are not the fount for the torrent of discontent, have 
courage, Mr, Stack. Remember, you are not in the ridiculous position 
of trying to hold back the flood by tossing words and threats upon the 
angry seas. The source of the dissatisfaction is the Crosser bill, not 
you. The tide is right behind you. Together we will engulf and drown 
this law, and its defenders as well, if need be, I have already written 
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my representatives to support H. R. 2169. What else can I do in the 
way of helping you prime the pump, Mr. Stack? 


EUGENE E. SELLE, 5056 N. Winchester Ave. 
Chicago, April 4, 1947. 





Approval for Claim Editorial 


Editor the Traffic World: 

Let me congratulate you on the editorial in the Traffic 
World of April 19 entitled “Let’s Get Excited About Claims.” 
I have just finished reading it and it was superb. In all my 
experience as a traffic man, never once have I seen a subject 
of vital importance handled in such an extraordinary manner. 

It would be less than it deserved were this editorial not 
disseminated among all manufacturing executives, large and 
small, throughout the nation. 


T. F. Stecher, General Traffic Manager, 
Stewart-Warner Corporation. 

Chicago, April 22, 1947. © 
Editor the Traffic World: — 

I have just finished reading the editorial in the April 19 
Traffic World, ‘“‘Let’s Get Excited About Claims.” This was a 
fine piece of work. Whatever your publication can down to 
pound away at carriers and shippers on the subject will serve 
to improve claim ratios. : 

This company has just sent out to each of its employes 
a booklet of instructions on pickups and: deliveries, together 
with a letter pointing out that it is the job of each “to help 
us whip the shortage and carless damage problem.” 

As head of this company, one of the problems I appreciate 
is that our managers are not sufficiently claim conscious and 
do not realize that their duty is to reduce claims so that they, 
as Managers, may improve their own financial status through 
increases in the earnings of the company they represent. 

The job of claim reduction is one of continued vigilance. 
We should like to distribute copies of your editorial at a gen- 
eral meeting of our managers scheduled to be held soon. I 
think this will have an added effect on our discussions of claims 
and means of preventing them. 

Keep up the good work. We need sound thinkers to help 
us in solving our problems. 

Alex. K. Scherer, President, 
: Scherer Freight Lines. 
Ottawa, Ill., April 22, 1947. 





Jacobson Not Speaking for 
L. A. Chamber 


Editor the Traffic World: 

I note the report in the Traffic World of April 19, p. 1262, 
of a letter directed by me to Representative Earl C. Michener, 
chairman, House judiciary committee, in regard to H. R. 2657, 
which I opposed on the grounds that it represented an excluding 
policy on the part of its proponents and that it would set up 
an artificial line of distinction between present practitioners 
and others equally well equipped for practice, who would not 
have been registered at the time of the bill’s passage. 

It is important to note, however, that the bill is aimed at 
practitioners in their individual capacity rather than at the 
associations or firms which employ them. In line with this 
thought, I wish to advise that my statement was made inde- 
pendently of the Los Angeles Chamber of Commerce by whom 
: = —- The Chamber has taken no action in regard 
o H. R: , 


C. E. Jacobson. 
Los Angeles, Cal., April 21, 1947. 


College Man in Transportation 


Editor The Traffic World: 
Letters in your correspondence column in regard to col- 


lege graduates in the traffic field have been exceedingly interest- 
ing. 


Perhaps criticism directed both to the employers and the 


- College graduates is not well founded. We are going through 


a transition era. Competition is much keener for the college 
men today because there are more of them. The old time traffic 
man is not overly impressed (naturally so) with the value of 
the college man. It would be erroneous to assume that he does 
not prefer a college man, all things being equal. He expects a 
college man to make good on the job. He probably expects 
more from a college man than he should. On the other hand, a 
college man who has specialized in transportation probably ex- 
pects more at the start than he deserves. 
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Starting with an ordinary common country school educa- 
tion, topped off with a short business course in stenography and 
bookkeeping, I am finishing 44 years in railroad work, princi- 
pally traffic. At the beginning, even a high school graduate 


* starting in ordinary business activity was the exception. Op- 


portunities for college training were rare. Men with natural 
ability to profit by college training had to start to work with 
school training equivalent to grammar school work. Many of 
them, for practical purposes, acquired the substantial equivalent 
through side reading and general study. Most of them, had 
they had the opportunities available today, would have been col- 
lege men. 

Today the young man who has an oopportunity for college 
training and fails to take advantage of it makes a grave mis- 
take. The competition is too keen for him to reach the success 
he may deserve without it. The college man is entitled to no 
preference over the non-college man. Both must start at scratch, 
but inevitably the college man, other things being equal, will 
win out. But he should not rely too much on college training 
and may not expect to win out solely because he is a college 
man. He will have to prove himself. 

H. C. Hallmark, Freight Traffic Manager, 
Southern Pacific Company 
San Francisco, Cal., May 2, 1946 


Editor The Traffic World: 

The editorial in the April 19 issue of the Traffic World, 
“Let’s Get Excited about Claims,” is certainly timely and very 
appropriate. 

The point of view you have taken—that there is a mutual 
responsibility on the part of the shipper, the transportation 
agencies and the consignee—is particularly applicable. The 
writer has observed that, too often in times past, the tendency 
has been to place the blame and the responsibility for the 
prompt and safe delivery of merchandise on someone else, 
rather than recognizing that each of us—the shipper, the carrier 
and the Customer—should accept the responsibility for this 
problem. 

We have probably all observed that in recent months and 
years, containers of all types, and packaging generally, has not 
been up to standard in many cases. Too often shippers failed 
to use the best judgment in packaging. Employees of the various 
Carriers do not observe “This Side Up,” “Fragile,” “Handle 
With Care” and similar markings of precautionary suggestions. 
Neither have the receivers of freight given careful attention to 
the proper handling of their merchandise which it deserves. 
This is a serious problem which requires the thoughtful and co- 
operative effort of each of us. The writer takes this opportunity 
to compliment you on this as well as the many other very fine 
editorials he so often sees in your publication. 

W. G. Koplin, Manager, Traffic & Claim Department 
The Salt Lake Hardware Company, 
Salt Lake City, Utah, April 30, 1947 








Many Railroads Make Available 
Records to Historians 


More than forty Class I railroads have expressed to seven 
groups and associations cooperating in the study of business 
and railroad history their willingness to receive applications 
from qualified historical scholars for access to source records, 
according to a report presented by Professor Richard C. Over- 
ton, of Northwestern University, to a meeting of the Lexington 
Group, interested in the study of railroad history, meeting at 
Columbus, O., on April 24, in connection with the annual meet- 
ing of the Mississippi Valley Historical Association. Qualified 
assents to the inquiry of the cooperating historical associations 
were received from a number of other railroads, while others 
had not yet replied, said Professor Overton. Only one railroad 
had stated that its records would not be available, said he. 
This result, Professor Overton said, presented a challenge to 
the historian, and an opportunity to study rail history from the 
sources. 


In addition to this report, Professors Donald McMurry of 
Russell Sage College, Charles W. Turner of Washington & Lee 
University, and Howard Bennett of Northwestern University, 
and Mr. F. H. Woolfall of the New York Central, discussed the 
technique of handling railway source archives. Professor I. L. 
Sharman, University of Michigan, presided over the session, 
attended by approximately 75 historians. 

The Lexington Group is an informal association of those 
particularly interested in railroad history, which takes its name 
from the fact that it was formed five years ago by a group 
attending the meeting of the Mississippi Valley Historical As- 
sociation at Lexington, Kentucky. Subsequent meetings have 
been held in conjunction with the American Historical Associa- 
tion, Economic History Association, and Mississippi Valley As- 
sociation meetings. 
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A. A. R. Makes/Available Report 
on Railroad ance 


The Association ‘of American Railroads has issued “Rail- 
road Finance,” a report by the association’s subcommittee on 
finance of the railroad committee for the study of transporta- 
tion, of which R. V. Fletcher is chairman. 

In February, Mr. Fletcher issued a statement based on the 
report in which he said the only way to insure the needed invest- 
ment in the railroads in the future was to allow railroads to 
earn not less than 6 per cent on what was already invested 
in their properties (see Traffic World, Feb. 22, p. 547). 

In a foreword Mr. Fletcher says that “this study presents 
the financial record and achievements of the railroads, in build- 
ing up their plant while reducing their debt, during the 25-year 
period from 1921 to 1945.” 

“Upon this record of able and prudent financial manage- 
ment, and upon the demonstrated worth of the railroads to the 
national economy in peace and in war,” said he, “the railroads 
offer for favorable public consideration their need for adequate 
earning power to sustain their vigor and progress. 

“As is brought out in the report, such earning power should 
maintain a level of at least 6 per cent on the fair value of their 
investment, averaged over a period of years.” 

The chapter headings, which follow, indicate the scope of 
the report, which fills more than 50 pages: I. The Railroad 
Plant; II. Investment in Railroad Property; III. Railroad Cap- 
italization; IV. Railroad Net Earnings and Their Disposition; 
V. Changed Trends in Railroad Financing, 1932-1945; VI. Rail- 
road Credit; VII. A Fair Rate of Return; VIII. Looking to the 
Future, and Appendix A, Classification of Railroads, Three 
Classes of Roads, and Sources and Scope of Statistics Used. 

Mr. Fletcher said the subcommittee on finance comprised 
the following members, all of whom are vice-presidents in 
charge of the financial administration of their respective rail- 
roads: John H. Hyde, Southern; George H. Pabst, Jr., Pennsyl- 
vania; W. F. Place, New York Central; R. L. Snodgrass, Balti- 
more & Ohio; John G. Walsh, Southern Pacific, and R. E. Con- 
nolly, Illinois Central, chairman of the subcommittee. 

The conclusions of the subcommittee on finance follow: 


1. The national transportation policy, as declared by the Congress, 
looks to developing, coordinating, and preserving a national transporta- 
tion system ‘‘adequate to meet the needs of the commerce of the United 
States, of the Postal Service, and of the national defense.’’ Since the 
railroads are the most important part of the national transportation 
system, the implementing of that policy with respect to the railroads 
is essential to the national security and a sound economy. 

2. That policy can be implemented only if the railroads’ financial 
position and credit enable them to continue to develop and preserve 
their properties devoted to transportation service. Railroad manage- 
ment should, therefore, endeavor to secure an attitude toward the rail- 
road industry by the Congress and by governmental regulatory bodies 
(federal and state) which will enable the industry to maintain a level 
of earnings assuring the continuance of a strong financial position. 

3. Such a sustained level of earning power for railroads as a group 
should be an annual return of not less than 6 per cent on the value of 
their investment, averaged over the years. This will enable them to 
meet charges, pay adequate dividends, and finance their improvement 
programs. 


4. Railroads should continue to reduce interest charges through 
debt retirement and refunding. 

5. The owners of railroad properties are entitled to an adequate 
return on their investment. Payment of regular dividends is essential 


to a satisfactory credit status and to the financing of capital improve- 
ments through the sale of stock. 


6. Earning power is the key to future railroad welfare, which is 
closely linked to national security and prosperity. Whatever policies 
are adopted by Congress, by governmental, executive and regulatory 
bodies, and by the railroads themselves, to benefit the financial posi- 
tion and strengthen the credit of the railroad industry—taken collec- 
tively and individually—are and will continue to be in the public interest. 


White on Rail Revenue Needs 


It will cost the railroads $2,224,000,000 more to haul the 
traffic they expect to haul this year than it would have cost to 
haul exactly the same volume of traffic in 1940, stated R. B. 
White, president, Baltimore & Ohio Railroad, at the recent 
— dinner of the Ohio Valley Board of Trade, at Wheeling, 

. Va. 

Informing his audience that the B. & O. on May 10 would 
dedicate its new $1,750,000 mile-and-a-half bridge spanning the 
Kanawha River at Point Pleasant, W. Va., Mr. White said that 
conditions are progressively impairing the ability of the rail- 
road industry to make improvements of any kind. 

To offset the railroad’s huge cost increase of more than 
50 per cent since 1940, “the industry has been granted, months 
after the cost increases were incurred, a freight rate increase 
of but 17.6 per cent and a passenger fare increase of only 10 
per cent,” said the speaker. “From these delayed increases the 
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additional revenue this year will amount to less than one-half of 
their increased costs. Our problem is plain. It is how to meet 
and how to absorb this vast spread of over $1,000,000,000 by 
which increased costs have outstripped increased revenues. The 
answer cannot be found in an increase of business, for the vol- 
ume of traffic now being handled is higher than ever before in 
any peacetime year. This wide gap cannot be bridged by any 
technological improvements or economies within the range of 
reasonable expectations.” 

Mr. White warned that “with railroads for the last quarter 
of a century unable to earn more than approximately half of 
what other industries generally were able to earn on the capital 
invested in their plants, the railroad industry has reached a 
state of undernourishment that now threatens its ability to 
continue as a private business. 

“Earnings not less than 6 per cent are the measure that is 


necessary to assure that railroads be reasonably prosperous and 
strong,” he concluded. 


Testimonial Dinner for Wendell Berge 
Brings F. R. P. Criticism of A. A. R. 


At a testimonial dinner May 3 in Washington for Wendell 
Berge who is leaving his post as head of the anti-trust division 
of the Department of Justice where he had charge of the anti- 
trust suit against the railroads and the Association of American 
Railroads, William ©. MacMillen, Jr., president of the Federa- 


tion for Railway Progress, of which Robert R. Young is chair- 
man, told Mr. Berge: 


I know that your fearless and vigorous work in the Department of 
Justice has cost you a great many friends in the railroad industry, but 
I want to assure you that that segment of industry which is led by the 
Federation for Railway Progress acknowledges and appreciates your 
valuable contribution to the welfare of the railroads. At a time when 
you are ending your efforts in the Department of Justice to abolish 
monopoly in the railroad industry, our F. R. P. is just starting its 
campaign to the same end, The prosecutions which you have so suc- 
cessfully begun before our federal courts, we will continue before the 
court of public opinion. 


Mr. MacMillen said the F. R. P. represented every segment 
of the railroad industry and that the A. A. R. had recently 
stated that its work was of benefit to all interested in railroads. 
He then made comparisons of positions taken by Mr. Young 
and the A. A. R. and rail officials with respect to competitive 
bidding in the sale of railroad securities, through coast-to-coast 
passenger service, new equipment, and concluded that it was 
fair to conclude that if the A. A. R. “has really been acting on 
behalf of the security holders, shippers and passengers—they 
have been doing a damn poor job.” Continuing, he said: 


But the more important conclusion to be drawn from these facts is 
this: Unless something is done now to improve the status of the rail- 
road industry by eliminating its monopolistic practices, the next time 
we have a depression, the railroads will come face to face with govern- 
ment ownership—and when that happens to America’s largest industry, 
our free enterprise system will indeed be on the run. 

Now this issue is being squarely and publicly presented today, for 
at the same time Mr. Berge is prosecuting the Western Case, the 
A. A. R. and the I. C. C. are attempting to have enacted the Bulwinkle 
bill which would exempt the railroads from antitrust laws and which 
would legalize the actions on which the Western Agreement is based. 
The A. A. R. on the one hand talks about free enterprise and on the 
other hand, lobbies on behalf of the Bulwinkle bill. It seems to us that 
the A. A. R., like so many other associations, believes in free enter- 
prise—but only for the other fellow. The position of the federation on 
this issue is clear. One of our stated and specific purposes is ‘‘to abolish 
monopolistic practices and bring about the return of free enterprise to 
the railroad industry.’’ Our federation is squarely opposed to the Bul- 
winkle bill. 

The philosophy of the federation on the monopoly question was best 
stated by Mr. Berge in his opening statement in the western case. He 
said: ‘‘The pervasive evils of monopolistic practices in the transporta- 
tion industry affect not only transportation, but all American industry. 
It is necessary, therefore, that the transportation industry be freed of 
monopolistic restraints in order that all American industry be free.” 


Attorney General Clark has announced that Assistant At- 
torney General John F. Sonnett, now in charge of the claims 
division of the Department of Justice, will continue in govern- 
ment service as successor to Mr. Berge. Mr. Sonnett recently 
tried the: John L. Lewis injunction and contempt case and the 
final trial which resulted in the dismissal of the Mt. Clemens 
“portal-to-portal” case, said the Attorney General. 


MOELLER ON MATERIALS HANDLING 


Many companies have cut their materials handling costs as 
much as 50 per cent, and through better use of storage facilities 
have avoided the expense of building additional warehousing 
facilities, Carl Moeller, director of field activities, Yale & Towne 
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Manufacturing Co., told a recent traffic forum of the Chicago 
Transportation Club. 

Mr. Moeller stated that one railroad had cut its 1. c. 1. 
handling costs about $1.00 a ton by using proper mechanical 
handling methods and machinery. 

“In a study made a short time ago, it was found that it took 
five men 50 man-hours to unload and store a 50-ton shipment 
of merchandise,” said Mr. Moeller. “The same tonnage, shipped 
on pallets, can be unloaded and stored in two hours by one man 
using a high-lift fork truck such as Yale makes.” 


NEW TECHTMANN “5-TONNER” SKID-ROL DOLLY 

Acting on the requests from customers, Techtmann Indus- 
tries, Milwaukee, Wis., has announced the development of new 
“5-tonner” model skid-rol dollies with adjustable connecting 
bar for lighter loads than carried on standard 10 to 12-ton 
model skid-rol dollies. Safer and faster, skid-rol dollies carry 
heavy freight, machinery, and dies a few inches from the floor, 
reducing possibility of accidents: to a minimum, Techtmann 
officials said. The extension bar, obtainable as auxiliary equip- 
ment, is especially valuable to plants using standard boxes or 
skids for shipping, said Techtmann officials. 


Southwest Shippers Advisory Board 


Sydney Anderson, director and legal advisor, General Mills, 
Inc., Minneapolis, will speak on “The Transportation Situation 
and What to Do About It,” at a luncheon meeting May 16 in 
the Hotel Skirvin, Oklahoma City, Okla. The luncheon, spon- 
sored by the Oklahoma City Transportation Club, will be held 
in conjunction with the annual grain meeting of the Southwest 
Shippers Advisory Board. E. H. Randall, assistant general 
freight agent, Santa Fe Railway, will be toastmaster. 

At the board meeting, R. E. Clark, manager of the car serv- 
ice division, Association of American Railroads, Washington, 
D. C., will report on national transportation conditions. C. P. 
Wasson, district manager of the car service division, Dallas, will 
report on transportation conditions in the southwest. 

A report on the grain situation in the southwest will be 
made by Warren Howard, vice-president and general manager, 
Pearlstone Mill & Elevator Co., Dallas, Tex. Wallace Green, 
traffic manager, Huey & Philp Hardware Co., Dallas, is chair- 
man of the board. A large attendance of the grain industries’ 
representatives is expected, as the meeting is being held just 
prior to the grain harvest in the southwest. 

Meetings of the executive, railroad contact, general 1. c. 1. 
transportation, and joint loss and damage prevention commit- 
tees will be held May 15. V. W. Appleby, chairman, southwest 
management committee, and assistant traffic manager, Southern 
Alkali Corporation, Corpus Christi, Tex., will report on the 
Perfect Shipping campaign in the southwest. 


PATTERSON ATTENDS GENEVA MEETING 


Commissioner Patterson, of the Commission, will be one of 
six United States delegates flying to Geneva, Switzerland, for 
a meeting of the industrial inland transport committee of the 
International Labor Organization. Mr. Patterson said the meet- 
ing would begin May 6, and last probably two weeks. 

Other American delegates are Barnett E. Davidson, David- 
son Transfer & Storage Co., Baltimore, and Daniel P. Loomis, 
Chicago, chairman of the Western Carriers’ Conference Com- 
mittee, who will represent employers; Harry W. Fraser, Cedar 
Rapids, Ia., president of the Order of Railway Conductors, and 
O. J. Mischo, Detroit, secretary-treasurer of the Amalgamated 
Association of Street and Electric Railway Employes, who will 
represent labor; and Harry Weiss, director of the economics 
branch, wage and hour and public contracts division of the 
Department of Labor, who, along with Commissoiner Patterson, 
will be a government representative. 

The transport committee meeting will be one of several 
conferences held in Geneva for industrial groups under State 
Department auspices. 


BOOK ON CORRUGATED SHIPPING BOX INDUSTRY 


The Hinde & Dauch Paper Co. has published a book, “The 
Beginning of a Great Industry,” presenting an illustrated story 
of the growth of the entire corrugated shipping box industry, 
company officials have announced. The book relates the ex- 
pansion of Hinde & Dauch company through its acquisition of 
mills and factories and through its consistent research work as 


to Aas possibilities of corrugated boxes, the announcement 
stated. 


NEW AUTOMATIC TRANSTACKER 
Automatic Transportation Co., Chicago, has announced its 
new transtacker, a motorized hand truck counterpart of stand- 
ard high-lift platform and fork lift trucks. A test model of 


TRAFFIC WORLD 


the transtacker was at work on tinplate handling in a metal 
cap manufacturing plant for several months before Automatic 
announced the new unit and immediately after installation be- 
came the key unit in the company’s material handling system. 
The transtacker, and three Automatic transporters, employed to 
unload freight cars and haul tinplate to the storage area, have 
cut time and costs for the entire handling cycle by 50 per cent, 
according to Automatic officials. 


UNION PACIFIC TOURIST CARS DISCONTINUED 


All tourist cars now in operation on the Union Pacific Rail- 
road from Chicago, Minneapolis and Kansas City to Los An- 
geles will be discontinued May 14, G. F. Ashly, president of 
the railroad has announced. “The move,” Mr. Ashby explained, 
‘is in keeping with the progressive spirit of the modern Union 
Pacific railroad, a spirit which will be climaxed the same day 
with inauguration of daily streamliner service between Chicago 
and Los Angeles.” 





HANDLING CAUSTIC SODA, POTASH 


The Manufacturing Chemists’ Association has announced 
the publication of the Chemical Safety Data Sheets SD-9 on 
caustic soda and SD-10 on caustic potash; the ninth and tenth 
in the series of chemical product safety manuals being prepared 
by them. Designed for supervisory staffs and management, the 
manuals present essential information for the safe handling and 
use of chemical products, and may be obtained for 20 cents a 
—— _ the association, 608 Woodward Bldg., Washington 


UNRRA PERSONNEL AVAILABLE 


The United Nations Relief and Rehabilitation Administra- 
tion is ending its operations and its employes are returning to 
the United States. UNRRA is referring to private employers, 
on request, the best qualified of the personnel being released. 
Hiram Milton, chief of UNRRA’s field liaison section, at 1344 
Connecticut Ave., Washington, will help interested employers 
get in touch with persons available with experience in traffic 
and materials control, office management, market research, ex- 


pediting, sales, purchasing, shipping and warehousing, and fiscal 
operations. 





A. T. C. Launches Educational 
Survey Among Traffic Clubs 


A survey of the educational activities and related problems 
of member units of the Associated Traffic Cubs of America has 
been initiated by the committee on education and research, 
mem by G. Lloyd Wilson, vice-president, education and re- 
search. 

Mr. Wilson has sent questionnaires to secretaries of all 
traffic clubs affiliated to A. T. C., asking that details of all 
educational programs—forums, addresses, traffic study classes— 
be furnished, and that the questionnaires be returned to R. A. 
Ellison, secretary-treasurer, A. T. C., Cincinnati, Ohio. 

Recalling that the last similar surveys were conducted in 
1937 and in 1940, Mr. Wilson said that they were of value to 
the A. T. C. in developing its program of education and research. 
“This pooling of ‘know how’ and of problems should be of par- 
ticular value in this post-war period in developing our programs 
in the light of changed conditions,” asserted Mr. Wilson. 


A.A.R. Pamphlet on Crating 
of Metal Sink Cabinets 


An eight-page illustrated pamphlet entitled “Recommended 
Methods for Packing and Crating Metal Sink Cabinets’ has 
been issued by the freight loading and container section, Asso- 
ciation of American Railroads, as General Information Series 
No. 507. Information on packing and crating these cabinets 
was first issued in January, 1938, and that material has been 
reissued with slight changes, in the above pamphlet. Copies 
of G.I.S. No. 507 may be obtained from A. H. Grothman, sec- 
retary, freight loading and container section, 59 East Van Buren 
St., Chicago. 

Mr. Grothman announces that the section has available for 
free use of schools, colleges, shipper and railroad organizations 
13 motion picture films, 16 mm. The films portray such sub- 
jects as the loading of grapes, potatoes, onions, tomatoes, water- 
melons, and sewerpipe; impact tests on cars loaded with hot 


tops, machinery, and sewer pipe; and the Conbur incline impact 
ester. 
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Covered and oEOh ecg REGULATION OF COMMON CARRIERS 

(District Court, N. D. Illinois, E.D.) In supplementary 
proceeding before Interstate Commerce Commission to deter- 
mine extent of spotting service required of carrier on trackage 
at particular industrial plant under the line-haul rate, Commis- 
sioner must apply to the facts found to exist at the particular 
plant, the general standards laid down in the commission’s re- 
port following extended general investigation of spotting serv- 
ice. 

In supplementary proceeding before Interstate Commerce 
Commission to determine extent of spotting service required of 
carrier, the standard of comparison is not extent of spotting 
service given by carriers at other plants, but is extent of serv- 
ices rendered shippers generally in receipt and delivery of traffic 
at team tracks. 

In supplementary proceeding before Interstate Commerce 
Commission to determine extent of spotting service required 
of carrier, determination of point at which movement of cars at 
any particular plant becomes service for convenience of industry 
and is not part of carrier’s duty to deliver, equivalent to place- 
ment of cars on a simple siding or team track, is question of 
fact for commission. 

While administrative officer should not impose rules based 
on inadequate investigation of the problem, agency should also 
not be compelled to relitigate the basic issues in each supple- 
mentary proceeding brought to enforce the rules in situations 
where violations are found to occur. 

Evidence proffered by plant pertaining to general practice 
of carriers in respect to spotting service was immaterial, where 
commission had found that general practice did not exist and 
had determined the standard to be applied in determining car- 
rier’s duty in respect to such service in a particular case, and 
Supreme Court had approved such finding and standard. 

In action to enjoin enforcement of Interstate Commerce 
Commission order in supplementary proceeding to determine 
extent of spotting service required of carrier District Court 
must apply standards which Supreme Court had stated should 
be applied in determining carrier’s duty in respect to such 
services in a particular case. 

In action to enjoin enforcement of Interstate Commerce 
Commission order in supplementary proceeding to determine 
extent of spotting service required of carrier, record in original 
proceeding in which commission stated the standards to be 
applied in determining carrier’s duty in particular case would 
not be reviewed by District Court where Supreme Court had 
already approved commission’s deicsion in the original proceed- 
ing. oa Products Refining Co. vs. United States, 69 Fed. 
Sup. ; 


(Supreme Court, Trial Term, New York County, Part XV.) 
Where a bill of lading with sight draft attached is deposited for 
immediate credit with bank, bank acquires a special property 
in goods covered by bill, whether for security or otherwise, 
which is superior to the claim of subsequent attaching creditor 
of the shipper. 

Title of bank which received bill of lading was not defective 
on ground that it was indorsed in the name of shipper but was 
signed by person who was not shipper’s employee but an em- 
ployee of broker to whom shipper transmitted bill of lading, 
where shipper could not disclaim authority because he retained 
check received from broker in payment of shipment and bank 
gave value for bill of lading in good faith without notice of any 
= = authority. Rem. Rev. Stat. Wash. Sec. 3684; 4 U. L. A. 

ec. 38. 

Delivery order given as security for sight draft transferred 
to bank which was merely an instruction from shipper to de- 
liver the goods to the customer or his order, but not containing 
the essential elements of a negotiable bill of lading, did not 
pass title to the goods to which it referred. 

_ _ Where shipper’s agent deposited valid bills of lading with 
sight drafts attached with bank in state of Washington and 
transaction caused transfer of title to documents to bank in that 
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parties intended deposit to be for immediate credit and not for 
collection, bank acquired special property in goods covered by 
bills, for security, which special property was superior to claim 
of subsequent attaching creditor of shipper, where drafts were 
not paid by shipper’s customers and bank established identity 
of property represented by bills of lading. Rem. Rev. Stat. 
Wash. Secs. 3292—2, 3678; 4 U. L. A. Sec. 32; Civil Practice 
Act N. Y. Sec. 924 (Martin V. Huber, 68 N. Y. Supp. 2d. 53.) 


UNION 


REGULATION OF COMMON CARRIERS 

(Court of Appeal of Louisiana. Orleans.) Provision in bill 
of lading requiring that claims be made in writing within nine 
months after delivery of the property conformed to provisions 
of federal statutes in effect at time contract was made and were 
not illegal as violative of any prohibitory act of Congress. Fed- 
eral Register Act, Sec. 11, as amended, 44 U. S. C. A. Sec. 311; 
Interstate Commerce Act, Secs. 1 et seq. 20(11), as amended, 
49 U. S. C. A. Secs. 1 et seq., 20(11). 

Where carriers filed with the interstate commerce commis- 
sion proposed amendments to domestic bill of lading for purpose 
principally of making changes conforming to statutory amend- 
ments relating to transportation charges and to claims and 
suits, and changes became automatically effective in absence of 
objections filed thereto, the changes were to be given full effect, 
although no reference was made to the changes in the reports of 
the interstate commerce commission or in the code of federal 
regulations. Interstate Commerce Act, Secs. 3(2), 6(9), 13, 
15(1,7), 20(11), as amended, 49 U.S. C. A. Secs. 3(2), 6(9), 13, 
15(1, 7), 20(11). 

Orders which are rendered by courts of justice in legal con- 
troversies before them, but which do not appear in any of the 
reported decisions of the courts, are nevertheless as effective as 
those which do appear in such reports. 

Proposed schedules filed by carriers with the interstate 
commerce commission, whether they relate to rates, charges, 
classifications, regulations, or practices, become operative on the 
effective date specified by the carriers unless suspended by the 
commission, and, when so suspended, at the end of such period 
of suspension. Interstate Commerce Act Secs. 3(2), 6(9), 13, 
15(1, 7), 20(11), as amended, 49 U.S. C. A. Secs. 3(2), 6(9), 13, 
15(1, 7), 20(11). 

Where schedule containing new regulations was filed by 
carriers with the interstate commerce commission, thereafter 
no complaints were filed, no hearing was held, and no order of 
suspension was issued, proposed changes in domestic bill of lad- 
ing conforming bill to requirements of amended statute became 
effective on date specified in the proposal. Interstate Commerce 
Act, Secs. 3(2), 6(9), 13, 151, 7), 20(11), as amended, 49 
U.S. C. A. Sees. 3(2), 6(9), 13, 15(1 7), 20(11). 

Provisions in bill of lading requiring as a condition pre- 
cedent to recovery that written claim for loss, damage or in- 
jury be filed with carrier within nine months after delivery was 
not violative of any orders or findings of the interstate com- 
merce commission. Interstate Commerce Act, Secs. 3(2), 6(9), 
13, 15(1, 7), 20(11), as amended, 49 U. S. C. A. Secs. 3(2), 
6(9), 13, 15(1, 7), 20(11). 

Provision in bill of lading requiring as a condition prece- 
dent to recovery that written claim for loss, damage, or injury 
be filed with carrier within nine months after delivery was not 
contrary to public policy and not forbidden by law, moral con- 
duct and public order. 

In action to recover damage for loss and depreciation in 
shipment of hides, failure to allege giving of notice within time 
required by bill of lading was fatal. 

Under provision in bill of lading requiring, as a condition 
precedent to recovery, written notice of claim for loss or dam- 
age within nine months after delivery, failure to give notice 















































Industry re-discovered Oregon during the war. It 
found opportunities capable of providing a liveli- 
hood for 10 times the state’s present population. 




















Topographical, soil and climatic features make 
possible a variety of agricultural pursuits. The 
state has one-fourth of the country’s standing saw 
timber. Salmon fisheries and woolen goods are 
world-famous. Portland’s roomy harbor is a flour- 
ishing gateway of foreign commerce. 






















































Huge Bonneville Dam assures ample and economi- 
cal power. Oregon is noted for low electric rates. 























Union Pacific provides Oregon with excellent trans- 
portation. Gigantic locomotives haul the state’s 
products eastward over the “strategic middle 
route.” And—just recently— Union Pacific inau- 
gurated daily Streamliner service on the “City of 
Portland” between Portland and Chicago; the 
first railroad to provide such service. 







































































For assistance in selecting industrial sites in Ore- 
gon, and for unsurpassed rail transportation, just... 
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unities in the state = effe 
not only destroyed remedy but extinguished the right. Interstate saptiedhe tahun Paste say Union Pacific 
Commerce Act, Secs. 3(2), 6(9), 13, 15(1, 7), 20(11, as amended, Railroad. 





49 U. S. C. A. Secs. 3(2), 6(9), 13, 15(1, 7), 20(11). (Interna- 
tional Shoe Co. vs. Flota Mercante Del Estado, 29 S. Rep. 2d. 
536) (District Court, S. D. Florida, Tampa Division). 



























* Address Industrial Depart- 
ment, Union Pacific Rail- 
road, Omaha 2, Nebraska, 
for information regarding 

industrial sites. 








NATIONAL STARCH QUARTERLY MEETING 
The National Starch Products, Inc., held its quarterly 
meeting recently at the Hotel Biltmore, New York City. The 
meeting was attended by executives and department managers 
from offices and plants throughout the United States and its 
Sar rage —— Meredith, Simmons & Co., Ltd., company of- 
cials said. 
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UNION PACIFIC RAILROAD 
The Strategie Middle Route 











NORTHERN PACIFIC RAIL AND BALLAST PROGRAM 

An $8,000,000 rail and ballast program, has been inau- 
gurated by the Northern Pacific Railway for 1947, C. E. Denny, 
Northern Pacific president, has announced. This program, con- 
tingent on availability of steel and labor, provides for placing 
of 38,250 net tons of new rail and 950,000 cubic yards of stone 
ballast this year as of the company’s continuing improve- 
ment program, Mr. Denney said. 
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(District Court, S. D. New York.) One-year limitation pro- 
visions of the Carriage of Goods by Sea Act do not forbid an 
amendment of libel to set up a claim of deviation. Carriage of 
Goods by Sea Act, Sec. 3(6), 46 U. S. C. A. Sec. 1303(6). 

In libel for damages to cargo, on ground that cargo was 
improperly loaded and stowed, libelants were permitted to 
amend libel by alleging that deviation was cause of damage, in 
order to conform to proof that, after cargo was loaded on ship, 
ship proceeded south before proceeding north on homeward 
voyage, though both sides knew, prior to filing of libel, that 
there was a deviation. (The Rio Verde, 69 Fed. Supp. 880). 





(District Court, S. D. New York.) Where contract for sale 
of coal provided for delivery free alongside buyer’s dock at a 
specified price per gross ton, plus transportation tax and actual 
cost of insurance and that if shipment should be made by routes 
other than those specified buyer would pay increased cost or be 
credited with decrease, and barge sank en route, title to coal 
had not passed so as to prevent seller from recovering against 
carrier. 69 P. S. Pa. Sec. 143, rules 4, 5; Sec. 256; Gen. St. Conn. 
1930, Sec. 4639, rules 4, 5, Sec. 4666; Personal Property Law, 
N. Y., Sec. 100, rules 4, 5, Sec. 127, subd. 1. (The W. Ferdinand 
Armstrong, 69 Fed. Supp. 824). 





(District Court, E. D. Pennsylvania.) The court takes ju- 
dicial notice of official pharmacopoeia of the United States. 

In libel for damage to shipment of tartaric acid powder, 
evidence established that caked powder which was affected by 
salt water contained sulphates and chlorides in sufficient degree 
to constitute a variation from the standards of the pharma- 
copoeia of the United States so as to warrant shipper in reject- 
ing such caked powder. 

Severe weather which was expectable during the winter 
season did not amount to a “peril of the sea” so as to exonerate 
steamship, from liability for damage to cargo. Carrage of Goods 
by Sea Act, Sec. 4(2) (q), 46 U. S. C. A. Sec. 1304(2) (q). 

Where there was no peril of the sea when breakage of 
steering gear occurred, if such. breaking rendered vessel more 
amenable to the elements with increased working of the cargo 
and concomitant enhancement of leakage, shopowner was re- 
sponsible for damage to cargo caused by such leakage. 

Dunnaging is the responsibility of the carrier, in determin- 
ing liability for damage to cargo caused by faulty dunnaging. 
Carriage of Goods by Sea Act, Sec. 3(2), 46 U. S. C: A. Sec. 
1303 (2). 

In libel for damage to tartaric acid powder caused by 
leakage from salt water and brine from barrels of olives, evi- 
dence established negligence on part of shipowner, its agents or 
servants in faulty dunnaging and stowage of the barrels and 
lack of proper and sufficient ventilation rendering shipowner 
liable for resulting damage. Carrage of Goods by Sea Act, Secs. 
3(2), 4(2) (q), 46 U. S. C. A. Sees 1303(2), 1304(2) (q). (The 
Norte, 69 Fed. Sup. 881.) 





(Circuit Court of Appeals, Second Circuit.) A promise, 
whose performance depends upon the mere will or inclination 
of the promisor, imposes no obligation upon the promisor and 
is insufficient consideration to support the promise of the other 
party to the supposed contract. 

A contract by which carrier was to furnish such barges as 
coal shipper “may require” would be illusory if quoted phrase 
meant only “may request,”’ but would be valid if parties under- 
stood that shipper would employ carrier, or another carrier 
with which shipper had similar contract, to ship whatever coal 
shipper had for shipment. 

Where parties agreed on April 1, 1941, that carrier was to 
furnish such barges as coal shipper “‘may require,” and before 
end of 1941, conduct of parties revealed an understanding to 
furnish barges according to monthly programs of shipments, 
carrier was obliged to furnish barges scheduled in the February 
and March, 1942, prorams for the February and March ship- 
ments. (Eastern Transportation Co. vs. Blue Ridge Coal Corp., 
159 Fed. Rep. 2d. 642.) 





(Circuit Court of Appeals, Second Circuit.) Carrier’s non- 
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compliance with agreement to cover lily of the valley pips with 
tarpaulins deprived carrier and claimant of the benefit of limita- 
tion of liability clause in bill of lading, on ground that they 


,had committed a fundamental breach of the contract of ship- 


ment. 


The fact that suit was brought to recover damages for 
negligence did not preclude libelant from establishing that pro- 
visions of bill of lading were rendered inoperative by breach 
of contract going to the essence thereof, constituting a. devia- 
tion. 

The measure of damage to which libelant was entitled for 
destruction of its goods was the market value of such goods 
as destination and the condition in which they would have ar- 
rived but for negligence of the carrier. 

Where at first trial of case District Court had found as a 
fact that lily of the valley pips would not have arrived sprouted 
had they been covered with tarpaulins, by which finding court 
decided against shipowner and chartered on their argument 
that libelant had suffered no damage because pips would still 
have arrived in sprouted condition even had they been covered, 
such finding was integral part of court’s holding no liability and 
such holding being approved on appeal, question of sprouting 
was foreclosed to shipowner and charterer before the commis- 
sioner and District Court in determining amount of liability. 

A finding of District Court that lily of the valley pips would 
not have arrived sprouted and hence in worthless condition had 
they been covered with tarpaulins, when affirmed by Circuit 
Court of Appeals, became an adjudication which there was no 
occasion to disturb on subsequent trial of amount of damages. 

A finding of commissioner on contradicted testimony as to 
value of lily of the valley pips had they arrived at destination 
undamaged, which was not clearly erroneous, could not be 


reversed by District Court. (The S. S. Lafcomo, 159 Fed. Rep. 
2d. 654.) 





(Circuit Court of Appeals, Second Circuit.) In shipowner’s 
proceeding to limit his liability for damage to a cargo by fire 
and water, evidence sustained finding that master was negligent, 
but owner was not liable for such negligence unless it was 
shared by someone higher in autority. 46 U. S. C. A. Sec. 182. 

A shipowner was chargeable with alleged negligence of 
traffic manager to whom, in absence of general agent, was 
deputed supervision over condition of ships as they came in and 
of any repairs they might need and whose word was final about 
their proper care in port, notwithstanding that traffic manager’s 
superior was owner’s general agent. 46 U. S. C. A. Sec. 183. 

The measure of duty imposed upon shipowner’s traffic man- 
ager to whom, in absence of general agent, was deputed super- 
vision over condition of ships as they came in and of any re- 
pairs they might need depended upon difficulty of precaution 
compared with hazard and interest at stake, so that measure 
was not what he knew but what he was charged with finding 
out. : 

A shipowner is relieved of his absolute liability at common 
law for safety of cargo only upon condition that he exercises 
care measured by the occasion. 

A finding of negligence is not a “finding of fact” which must 
be clearly erroneous to be subject to review since such finding 
sets a standard of conduct which while it is applicable only to 
concrete situation involved a choice between, and an appraisal 
of two contrasted values, the needed precaution and the pos- 
sible damage. 

In shipowner’s proceeding to limit its liability for damage 
by fire and water to cargo of castor beans evidence established 
that shipowner’s traffic manager to whom was. deputed supervi- 
sion over condition of ships as they came in and of any repairs 
they might need and whose word was final about proper care 
in port was negligent, so that shipowner was liable for water 
damage caused by the fire. 46 U. S. C. A. Sec. 182. 

Shipowner seeking to free itself from liability for damage 
to cargo caused by traffic manager’s negligence, had burden of 
proving how much was not caused by such negligence. 

(Great Atlantic & Pacific Tea Co. vs. Brasileiro, 159 Fed. 
Rep. 2d. 661.) 

Where motor vessel was of a type that allows waves to 
wash over her deck in rough weather, the vessel’s hatchways 
must be watertight in order to be seaworthy, particularly where 
cargo is of the kind that is easily damaged by salt water. 

Where goods are delivered in sound condition to a vessel 
and discharged in bad condition, the burden is upon the vessel 
to disprove negligence. 

In libel for damage to cargo of candy by salt water, evi- 
dence failed to show that vessel was not negligent, and hence 
vessel was liable for such loss. 

In libel against vessel for loss of profit on damaged candy 
— to seller, evidence was insufficient to show what caused 

amage. 


In libel against vessel for damages to cargo of candy, libel- 


May 


May 10, 1947 


Railroading is a romantic business. 


To think of it is to think of huge, powerful 
locomotives rolling over shining rails 
».. Of signal towers .. . of tunnels and 
high trestles .. . of distances and new 
places. You think of the hands on the 
throttle and the brake, the switch and the 
control panel. 


But railroading is more than this. 


Behind this dramatic picture is another 
part of railroading that is less thrilling, 
but as vital as the link is to the complete 


chain. This is the picture of the hand on 
the key — the keys of thousands of type- 
writers and adding machines, calculating 
and bookkeeping machines, that move 
millions of times daily ... behind the 
scene .. . to keep accurate the records of 
the movement of freight and passengers... 
to carry on the correspondence of a vast 
industry . . . towriteorders . . . to ''chart”’ 
These keys are not dramatic, but 
they are another of the important “‘little 
things’’ that make top efficiency possible 
on the Norfolk and Western... zo Sesve You. 
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ant was entitled to recover the value of the candy and was not 
limited to the cost of the candy to libelant. - 

In libel against vessel for damages to cargo of candy, evi- 
dence showed that libelant was entitled to $55.27 for hauling 
candy to incinerator, $63.01 for storage on destroyed candy, 
$18.57 for handling on destroyed candy, and $105.57 for in- 
surance on destroyed candy. 

Where both parties to libel against vessel for damages to 
cargo were at fault for delay, and under state law damages 
based on contracts bear interest at 8 per cent until claim is re- 
duced to judgment and 6 per cent thereafter, the court would 
allow libelant 6 per cent interest after judgment and would 
penalize the libelant for delay im bringing the case to final 
conclusion by allowing only 3 per cent interest from institution 
ag to entry of final decree. (The Guanancita, 69. Fed. Sup. 




















FOR SAILING INFORMATION CONSULT OUR OFFICES 


Vola Lue 


MISSISSIPPI] SHIPPING COMPANY, INC. 


CHICAGO. 140 So. Clark St. NEW ORLEANS....Hibernia Bldg. 
NEW YORK. .17 Battery Pl. ST. LOUIS..320 North Fourth St. 


euaionnneenetees 





(Circuit Court of Appeals, Tenth Circuit.) Action by ship- 
per of livestock against carrier for damages for failure to in- 
form shipper of known delay, which resulted in loss of weight, 
sounded in tort, not contract and was governed by common 
law principles rather than any duty imposed by statute or con- 
tract. 

In action by shipper of livestock against carrier for dam- 
ages, allegations of negligent delay in transportation were suf- 
ficiently broad to include tort action for failure to inform ship- 
per of known delay which resulted in loss of weight. 

In action by shipper of livestock against carrier for dam- 
ages for failure to inform shipper of known delay which re- 
sulted in loss of weight, findings for plaintiff of trial court, 
sitting without a jury were supported by the evidence. 

Findings of trial court supported by the evidence must 
stand on review. 

A wrongdoer is liable for all the natural and probable 
consequences of his negligent acts, whether within the con- 
templation of the parties or not. 

Where livestock was sold at intermediate point based on 
dry weight, in tort action by shipper for damages for failure 
to inform shipper of known delay which resulted in loss of 
weight, the court was not restricted by the narrow rule, ap- 
plicable in contract cases, that only such damages as may 
reasonably be supposed to have been in the contemplation of 
both parties at the time of making shipping contracts, may be 
awarded. 

Where livestock was sold at intermediate point based on 
dry weight, in tort action by shipper against carrier for damages 
for failure to inform shipper of known delay which resulted in 
loss of weight, damages based on weights and prices at inter- 
mediate point were proper. (Atchison, T. & S. F. Ry. Co. vs. 
Jarboe Livestock Commission Co., 159 Fed. 2d. 527.) 





















Across the nation’s 
network of highways—day in and 
day out, the year round—travel 
more than 1000 modern, 
weatherproof Allied vans. 

Let Allied’s experts handle 
your next long-distance move 
quickly and safely. 
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(District Court of Appeal, First District, Division 1, Cali- 
fornia.) In action against motor carrier for death of race horse 
evidence sustained finding that pneumonia resulting in horse’s 
death was due to carrier’s negligence in keeping the horse in 
van for almost 45 hours on a trip that was ordinarily made in 
from 15 to 16 hours. 

A carrier must take notice of the propensities of domestic 
animals. 

In action against motor carrier for death of race horse, 
evidence sustained finding that shipper did not contract limit- 
ing maximum liability of carrier to $200 per horse. 


In action against motor carrier for death of race horse, 
that trial court permitted defendant to amend answer to include 
defense that shipper had executed contract limiting maximum 
liability of $200 per horse and had admitted alleged contract in 
evidence did not constiute a finding that contract had been 
signed by shipper, particularly where shipper denied executing 
the contract and court found that it had never been executed 
by shipper. 

The Appellate Court is not called upon to construe an 
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North, northwest, west and 
southwest from Chicago, The 
Milwaukee Road fans out over 
an 11,000 mile right of way in 
twelve great states. It’s the one road operating over its own rails all 
the way between Chicago and the ports of the Pacific Northwest. 


THE MILWAUKEE ROAD 


iF IT’S TRAVEL, WE CAN SERVE YOU 












































1ip- 

in- 
cht, 
non 
on- 


am- 
suf- 
hip- 


am- 
re- 
urt, 


nust 


able 
con- 


l on 
lure 
s of 

ap- 
may 
n of 
y be 


i on 
ages 
-d in 
nter- 
). VS. 


Cali- 
10rse 
yrse’s 
se in 
de in 


1estic 


1orse, 
limit- 


10rse, 
clude 
imum 
act in 

been 
uting 
cuted 


ue an 




































May 10, 1947 


agreement which the trial court found had never been executed 
by the appellee. 

Where appellant’s position in trial court was that plaintiff 
had signed an alleged agreement and appellant had supported 
the position by employee’s testimony appellant could not claim 
on appeal that employee’s testimony was untrue and that some- 
one had signed the agreement with plaintiff’s authority. 

Where only contention by defendant was that plaintiff had 
personally signed agreement the plaintiff was not called upon 
to deny giving anyone else authority to sign it for him. 

A shipper of race horse was not required to prove that 
horse was in good condition when delivered to carrier when 
there was direct proof that delayed transportation was the 
cause of pneumonia resulting in death. 

In action against motor carrier for death of race horse 
evidence sustained court’s implied finding that race horse was 
in good condition when delivered to carrier. 

In action against motor carrier for death of race horse, 
testimony of veterinarians that delayed transportation was 
cause of pneumonia resulting in death of horse was sufficient 
to throw the burden of explanation on the carrier. 

In action against motor carrier for death of race horse, 
that destination was 300 to 350 miles from loading point raised 
no inference that value of the horse was different at the two 
places, and where the only testimony was that $25,000 was the 
fair market value of the horse at the time of its death it could 
not be said that trial court had applied the wrong measure of 
damages in awarding shipper $25,000. Civ. Code, Sec. 3317. 

$25,000 damages for death of race horse committed to car- 
rier for transportation was not so excessive under the evidence 
as to shock the sense of justice or raise a strong suspicion of 
prejudice or passion so as to warrant setting aside of damages 
Papa by trial court. (Schraeder vs. Robinson, 177 Pac. Rep. 
2d 


NEW PASSENGER CARS FOR NORTHERN PACIFIC 


Work was begun on the third postwar order of passenger 
cars for the Northern Pacific Railway when the first of 24 
sleepers to be used by the railroad on the North Coast Limited 
between Chicago and the North Pacific coast was laid down re- 
cently at the Chicago plant of the Pullman-Standard Manu- 
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facturing Co., Northern Pacific officials have announced. When 
completed late this summer, the sleepers will bring to a total 
of 78 the fleet of new postwar streamlined cars delivered to the 
Northern Pacific, Northern Pacific officials said. 


NEW TOWMOTOR BRANCH AT CAMDEN, N. J. 


The opening of a factory sales and service branch at Cam- 
den, N. J., for Towmotor fork lift trucks, tractors and acces- 
sories was announced by Lester M. Sears, president of Tow- 
motor Corporation. The opening of the new office will bring 
to eastern Pennsylvania, New Jersey and Delaware a group of 
men well trained in solving materials handling problems, Mr. 
Sears said. 


F. R. P. PASSENGER RELATIONS DEPARTMENT 


A passenger relations department, through which railroad 
travelers can obtain action on their comments regarding rail 
service, has been established by the Federation for Railway 
Progress, it was announced by William C. MacMillen, Jr., presi- 
dent of the federation. The department will intercede with 
railroads on behalf of Federation members when they have 
complaints concerning railroad services, and will forward to 
the appropriate railroad all compliments regarding services per- 
formed, Mr. MacMillen said. The Federation will also establish 
an annual award to be presented to the railroad which has per- 
formed the outstanding service to the public during the year. 
Mr. MacMillen added that the Federation hopes to enlarge the 
operation of the new department in the near future to include 
comments regarding freight service. 
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The Purex Corporation has announced 


the following appointments: Ralph S. 
Schmitt to general traffic manager at 
South Gate, Calif.; William E. Richter 
to traffic manager, midwestern division, 
at St. Louis, Mo.; Robert J. Rees to 
traffic manager, southwestern division, 
at Dallas, Texas; G. G. Skoog to general 


manager, north-west division, at Tacoma, . 


Wash. 
* ok ca 
Edward T. Riley, traffic manager dur- 
ing 30 years for the Patent Cereals. Co., 
died April 22 at Sayre, Penn. 
* ok * 


E. H. DeBoard has been elected vice- 
president—traffic of the Detroit, Toledo 
& Ironton Railroad, Dearborn, Mich. 

* * * 


H. W. Purvis general manager, at Au- 
gusta, Ga., for the Georgia & Florida 
Railroad, has retired after 52 years of 
railroad service. Mr. Purvis will continue 
to serve as receiver, and will be assisted 
by L. O. Todd, chief accounting officer. 
I. R. White succeeds Mr. Purvis as gen- 
eral manager. F.S. Griffin has been ap- 
pointed superintendent at Augusta. H. 
N. Molton has been named car account- 
ant at Augusta. The positions of as- 
sistant general manager and superin- 
tendent—transportation have been abol- 
ished. Dr. George W. Wright has been 
appointed chief surgeon, at Augusta, suc- 
ceeding Dr. W. H. Goodrich, deceased. 
Dr. Goodrich was accidentally drowned 
while fishing, April 26, near Beaufort, 
Se; ¢: apotas 

E. N. Quayle has been appointed dis- 
trict freight agent, at Cordele, Ga. M. 
W. Thompson has been appointed com- 
mercial agent at Richmond. G. A. Mc- 
Millan has been transferred from Cor- 
dele, Ga., to the freight traffic depart- 
ment in Tampa, Fla. 

* * * 

Edward G. Clark, retired general traf- 
fic manager, at Minneapolis, for the Soo 
Line Railroad, died April 29. Mr. Clark 
was a member of the traffic clubs of 
Chicago and Minneapolis. Funeral serv- 
ices were held May 3 at the Lakewood 
Chapel, Minneapolis. Harold B. Ramsey, 
assistant general solicitor, has been ap- 
pointed general solocitor. 

* * * 


Robert C. Duffin has been appointed 
to the newly-created position of foreign 
freight traffic manager, at St. Louis and 
Dallas, for the .Missouri-Kansas-Texas 
Lines. J. L. Richardson has been ap- 
pointed assistant foreign freight traffic 
manager at St. Louis and Dallas. D. H. 
Nicholson succeeds Mr. Duffin as gen- 
eral agent at Detroit. 

. * * * 


Harold M. Wilson has been appointed 
city passenger agent, at St. Louis, for 
the Chesapeake & Ohio Railway. R. B. 
Flinn has been appointed traveling pas- 
senger agent at Richmond, Va. R. B. 
Hawkins has been appointed city pas- 
senger agent at Richmond. 


J. F. Stenson has been appointed as- 
sistant general northern agent, at Chi- 
cago, for the Nashville, Chattanooga & 
St. Louis Railway. Mr. Stenson succeeds 


I. N. Phillips, deceased. J. H. Vaughn 
has been appointed freight traffic agent 
at Chicago. 

* * * 

David A. Lewis has been appointed 
general agent, at Chicago, for the Illinois 
Terminal Railroad. Mr. Lewis succeeds 
William J. Resetarits, transferred. 


C. L. Stewart, statistical analyst for 
the Northwest Airlines, has been ap- 
pointed economist at St. Paul. Mr. 
Stewart succeeds H. C. Timberlake, re- 
signed. 

* * * 

Charles Stewart, manager of the Bos- 
ton office of the Cunard White Star Line 
for the past 38 years, has retired. 
Charles C. Dasey succeeds Mr. Stewart. 
Ben H. Russell, assistant passenger man- 
ager of the line’s West End London of- 
fice, has been elected a company di- 
rector. 

é * * * 

William E. Sheehan has been pro- 
moted to general freight agent, at New 
York City, for the American President 
Lines. 

* * * 

Thomas G. Hannon has been appointed 
chief of tariff bureau, at Chicago. for 
the Central States Motor Freight Bu- 
reau. Mr. Hannon succeeds George G. 
Buckley, resigned. 

* * 

Michael J. Korsak has been appointed 
freight agent, at New York City, for W. 
T. Cowan, Inc. 

* * * 

The Kimberly-Clark Corporation an- 
nounces the following appointments: 
James E. Kirk to sales representative 
at Chicago; Robert De Wilde to super- 
visor of merchandising of Sanek tissue 
strips; Hubert H. Des Marais to terri- 
tory representative at Chicago. 


C. L. Schneider has been appointed 
regional manager, at Chicago, for the 
Fruehauf Trailer Co. Mr. Schneider will 
also continue as manager of the Chicago 
branch. 

* * * 

J. A. Cragwall has been appointed 
division manager, at Kansas City, for 
the General Box Co. 

* * * 


J. M. Wenck has been appointed traf- 
fic manager, at Seattle, for the Seattle 
Gray Line Sightseeing and Yellow Cab 
companies. 

* * * 

Harold F. Hammond has been ap- 
pointed assistant manager of the trans- 
portation and communication depart- 
ment of the Chamber of Commerce of 
the United States. 

* * ok 

A. L. Kreamelmeyer has been ap- 
pointed general traffic manager, at Cin- 
cinnati, for the Eagle-Picher Co. Mr. 
Kreamelmeyer succeeds-W. B. Schreier 
who died March 26. " 


* 


J. A. Chitwood has been appointed 
general traffic manager, at Chicago, for 
the Sun Electric Corporation. 

* * 


Paul A. Fryer has been appointed 
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Baltimore district traffic manager, at 
Sparrows Point, Md., for the Bethlehem 
Steel Co. E. D. Haugh succeeds Mr. 
Fryer as district traffic manager at Chi- 
cago. 

* * * 

P. C. Hankey, formerly general agent, 
at St. Paul, for the Grand Trunk Rail- 
way System, has been appointed district 
freight agent at Milwaukee. Mr. Hankey 
succeeds D. G. Sheehan, deceased. A. M. 
Sharpe succeeds Mr. Hankey as general 
agent at St. Paul. 

* * ok 

William D. Smith has been appointed 
district operations manager, at Rich- 
mond, Va., for Capital Airlines. A. L. 
Bland has been appointed district sales 
manager at Memphis. 

* * * 

Monroe R. Brown has been appointed 
secretary of the Helicopter Council of 
the Aircraft Industries Association. Dur- 
ing the war Mr. Brown was special 
assistant to Brigadier General A. R. 
Crawford, chief of the research and 
engineering division of the Army Air 
Forces. 

* * * 

Mart W. Reeves has been appointed 
attorney, at Dallas, for the Missouri- 
Kansas-Texas Lines. 





The Women’s Traffic Club of Cleve- 
land held an educational and social meet- 
ing April 10 at the Hotel Cleveland. C. 
R. Knallay, general manager of World 
Traffic Institute, was guest speaker. A 
sound movie, “Streamline,” was shown. 
Officers of the newly-organized club are: 
President, Hazel Smith, Towmotor Cor- 
poration; first vice-president, Valero 
Japel, Cleveland-Chicago Motor Express; 
second vice-president, Frances Sumner, 
Thompson Products Co.; secretary, Yo- 
landa Iacobucci, Pennsylvania Railroad; 
treasurer, Vona Conley, National Car- 
bon Co. 





The Pacific Traffic Association of San 
Francisco will hold its annual railroad 
night dinner meeting May 13 in the 
Palace Hotel. Members of the Oakland, 
Stockton and San Jose traffic clubs have 
been invited to participate. 





The Junior Traffic Club of San Fran- 
cisco held a meeting at the New Del- 
monico April 30. George S. Beach, traf- 
fic manager of Libby, McNeill & Libby 
and vice-president of the Industrial Traf- 
fic League of San Francisco, spoke on 
“Influence of Transportation Fraternity 
on Industrial Traffic Departments.” 





The Women’s Traffic Club of San 
Francisco, at its April 17 meeting, heard 
an address on atomic energy by Dr. 
Julius Heldman of the Shell Oil Labora- 
tory. 





The Traffic Club of St. Louis, at its 
meeting April 29 in the Hotel DeSoto, 
elected as its new president Joseph E. 
Hitt, vice-president, Walter Bledsoe & 
Co. Other officers elected are: First 
vice-president, Oris A. Vinyard, assistant 
general freight agent, Southern Railway 
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Jl UN THE TRACK 


In the April 26 issue of the Traffic World 
we ran a full page ad as shown, in re- 
duced form, above. 


A few days ago a critic from Chicago 
informed us our horse was running in 
the wrong direction—that the inside rail 
is always to the animal’s left. 


Our good friend was correct—we were 
in error. 


Before we received the letter of criticism 
—just at the time the Derby was being 
run—the artist and some of our men be- 
came aware of the fact that horses do 


(as in the ad) often head in the wrong 


direction. 


Our friend’s welcomed message did not 
criticize the direction of our train nor 
its speed “along the rail and on the 
track.” 


As experts on the performance of Derby 
horses some of our men now readily 
admit they fail to qualify. 


All of our men insist, however, that Cot- 
ton Belt thoroughbreds (be they Steam 
or Diesel powered) are always running 
in the right direction “along the rail and 
on the track”—“Bet your life they’re 
fast” in daily serving Shippers to and 
from the great Southwest. 
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System; second vice-president, C. S. J. 
Flood, traffic manager, Anheuser-Busch, 
Inc.; third vice-president, D. L. Carter, 
assistant to chief traffic officer, Missouri 
Pacific Lines; secretary-treasurer, J. F. 
Flynn, traffic representative, Terminal 
Railroad Association. Members of the 
board are: F. J. Fuerst, freight agent, 
Missouri-Kansas-Texas Lines; H. Wan- 
inger, assistant traffic manager, An- 
hesuer-Busch, Inc.; S. Hirschmug]l, traf- 
fic manager, Cupples Co.; L. V. Gudis- 
witz, traffic manager, Graham Paper Co.; 
R. P. Yellen, general agent, Norfolk & 
Western Railroad; A. R. Bogan, Jr.; E. 
P. Curran; James D. Logan; George J. 
Malone; C. H. Stock. A motor transport 
day meeting was held May 5 in the 
Hotel Statler. J. N. Bauman, vice-presi- 
dent, White Motor Co., was guest 
speaker. 
































































































































The Tri-State Traffic Club of Cumber- 
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land, Md., held a meeting April 9. Harry 
J. Carroll, general traffic manager, at 
Akron, for the Goodyear Tire & Rubber 
Co., spoke on “The Trials and Tribula- 
tions of an Industrial Traffic Depart- 
ment.” A meeting will be held May 14 
at the Ali Ghan Shrine Country Club. 
Arthur A. Verner, manager, export de- 
partment, Kelly-Springfield Tire Co., 
will speak on “The Transportation Sys- 
tem in Foreign Countries.” The ladies’ 
night meeting will be held June 11. 





The Miami Valley Traffic Club will 
hold a golf outing May 15 at the Walnut 
Grove Country Club, Dayton, Ohio. 





The Metropolitan Traffic Association 
of New York held a meeting May 8 in 
the Hotel Pennsylvania. G. A. Gundon, 
vice-president of the Pope-Talbot Co., 
spoke. The film, “American Sails the 
Seas,” was shown. A meeting will be 
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held May 22 at the Pennsylvania. A 
forum on maritime shipping will also be 
held on May 22. 





The Western North Caroline Traffic 
Club held a meeting April 29 in the 
Langren Hotel, Asheville, N. C. George 
O. Stayman, district traffic manager, at 
Chicago, for Delta Airlines, discussed 


. modern developments in air transporta- 


tion and air freight service in current 
industrial operations. The next meeting 
will be held May 27. 





The Traffic Club of the Lehigh Valley 
will hold a meeting May 19 at the Key- 
stone Trail Inn, Allentown, Pa. Donald 
V. Hock, attorney, will speak on “Con- 
victions for Tomorrow’s World.” 





The Transportation Club of Saint Paul 
held a luncheon meeting May 6 in the 
Hotel Lowry. Two films, “Pay Loads 
Payoff,” and “Skylift News Reel,” were 
shown. 


The Elmira Area Traffic. Club, in con- 
junction with the Atlantic States Ship- 
pers Advisory Board, sponsored a Per- 
fect Shipping meeting April 30 at the 
Columbus Center in Elmira. Speakers 
were: C. S. Latshaw, assistant traffic 
manager, Thatcher Glass Manufacturing 
Co.; Reginald Simpson, traffic manager 
of the Ward LaFrance Truck division of 
the Great American Industries; James 
L. Tunney, director of freight loss & 
damage prevention, at Williamsport, Pa., 
for the Pennsylvania Railroad; A. C. 
Rice, Rice Storage Corporation of El- 
mira. 


The Traffic Club of New York held a 
meeting April 29. C. H. Beard, presi- 
dent, Associated Traffic Clubs of Amer- 
ica, and James W. Harley, director, 
Traffic Club of New York, were the 
speakers. The spring reception and din- 
ner dance was held May 10 in the Hotel 
Biltmore. 





The York (Pa.) Traffic Club held a 
motor truck night meeting May 8 in the 
Valencia Ballroom. L. C. Allman, vice- 
president, Fruehauf Trailer Co., spoke 
on “American Way of Living and Doing 
Business.” 





The Traffic Club of Fort Worth held 
a meeting May 5 in the Blackstone Hotel. 
Forrest Byrd, traffic manager and pur- 
chasing agent, Carpenter Paper Co., 
spoke on “Paper Manufacturing.” Mr. 
Byrd also presented a film depicting the 
history of paper making. A Frisco day 
meeting will be held May 19. 





The Traffic Club of Tulsa and the 
Women’s Traffic Club of Tulsa held a 
joint meeting May 6. Reuben Upley, 
singing cowboy, sang. Fay Wilke spoke 
on “Doubletalk.” 





The Junior Traffic Club of St. Louis 
held its annual debate May 7 in the 
DeSoto Hotel. The subject of the debate 
was “Resolved that the I.C.C. should ap- 
prove the application of the Santa Fe 
Railroad for authority to serve St. 
Louis.” Participants were: Marlin Hess, 
T. J. Moss Tie Co.; Earl Miller, Road- 
way Express Co.; Norman Olson, South- 
eastern Motor Truck Lines; Willard 
Eilers, Frisco Lines; Ad Schaefer, Pa- 
cific Intermountain Express; Ed Windish, 
Superior Forwarding. At the forum 
which preceeded the debate, L. C. May, 
general freight agent, Mississippi Valley 
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Barge Line Co., spoke on “Inland Water- 
way Transportation.” 





The Traffic Club of Wichita will hold 
a meeting May 15 in the Broadview Ho- 
tel. E. O. Cooke, vice-president of Trans- 
World Airlines, will speak on “Interna- 
tional Transportation.” The club will as- 
sist in sponsoring a Trans - Mo. - Kan. 
Shippers Board meeting June 4. 





The Los Angeles Transportation Club 
held a luncheon May 5 in the Biltmore 
Hotel. William E. Simpson, district at- 
torney of Los Angeles County, spoke. 




















The Traffic Club of Denver held a 
meeting May 8 at the Park Hill Country 
Club. The annual golf party will be held 
there June 24. 











The Transportation Club of Spring- 
field, I11., will hold its annual dinner May 
22 in the Hotel Leland. I. B. Tigrett, 
president, Gulf, Mobile & Ohio Railroad, 
will speak. 


The Women’s Traffic Club of Oakland 
will hold a world trade night meeting 
May 13 at the El Curtola. Guest speak- 
ers will be: R. H. Steuben, Cutter Lab- 
oratories; W. Worswick, Galen Co.; and 
M. D. McCarl, president of the Oakland 
Foreign Trade & Harbor Club. 








The Women’s Traffic Club of Los An- 
geles held its annual election May 7 at 
the Biltmore Hotel. 


The Traffic Club of Memphis will hold 
a golf tournament May 27 at the Colonial 
Country Club. 





The Traffic Study Club of Akron will 
hold its annual meeting May 22. G. C. 
Frank, assistant to the president, Erie 
Railroad, will speak on “What’s Cook- 
ing in the Railroad Industry.” 









The Traffic Club of Kansas City will 
hold its annual spring smoker May 17 
at the Memorial Hall. There will be an 
amateur athletic show. 




























The Jamestown (N. Y.) Transporta- 
tion Club will hold a meeting May 15 in 
the Hotel Jamestown. James J. Hailey, 
traffic manager, Niagara Alkali Co., will 
be guest speaker. 





The Norfolk-Portsmouth Traffic Club 
and the Propeller Club of Norfolk will 
hold a joint Maritime Day dinner-dance 
May 22 in the Nansemond Hotel. 





The Woman’s Traffic Club of Chicago 
will hold a meeting May 12 in the Palmer 
House. Johanna Hudig, an exchange 
student from Holland, will speak. 











The Women’s Traffic Club of Louis- 
ville held a dinner meeting May 8 in the 
Seelbach Hotel. A musical program fea- 
tured Norma Jarbbd, ventriloquist. 


The Birmingham Traffic & Transpor- 

tation Club will hold a railroad night 
8g dance May 21 in the Tutwiler 
otel. 





’ The Traffic Club of Houston held a 
meeting May 6 at the Y.M.C.A. C. F. 
Zadnichek, general agent, Chicago & 
North Western Railway, has been ap- 
pointed educational committee chairman. 












The Chippewa Valley Traffic Club 
will hold a meeting May 14 in the Hotel 











A shipping room production line is 
building more efficient packages 
with Acme Steelstrap. This saves 
25 % on each water heater package. 


The extra expense of material and 
labor for bracing a car with heavy, 
costly lumber is a cost of distribu- 
tion which can be reduced. Also that 
hidden cost, “claims for damages,” 
can be eliminated. 

This manufacturer of Portland, 
Oregon, asked Acme shipping spe- 
cialists if Acme Unit-Load Band 
might be an answer to their water 
heater shipping problems. It was. 
This method saves 750 Ibs. of lumber 





More savings ahead for Acme Steelstrap users— \ 
No. 3 Steelstrapper, the lightest tool made, is nowy 

available. Magazine holds 100 seals. Tensions, 
seals, and cuts the strap in one operation. Small 
base requires only 5-inch strapping surface. Two 
levers working in opposite directions make for 


better balance and easier handling. 


Saves 750 Ibs. 
dunnage per car 


Water heater company cuts freight costs, reduces damage 
claims, saves time and labor with Acme Steelstrap 













a 


Acme Unit-Load Band practi- 
cally eliminated freight dam- 
age claims, reduced labor costs 
and saved 750 lbs. of lumber 
dunnage per carload. 









































dunnage per carload and has proved 
to be asafer method of bracing cars. 

While there the Acme experts also 
suggested an improved design for in- 
dividual heater packages. This re- 
sulted in another 25 % savings. 

You are welcome to call in an 
Acme shipping specialist to consult 
with your organization on any ship- 
ping problem without obligation. 

Write or send for booklet contain- 
ing actual case histories of substan- 
tial savings made by Acme shipping 





7 Acme Steel Company, Dept. TW-57 
2838 Archer Avenue, Chicago 8, Illinois 





Gentlemen: Please send me a copy of your 
case history booklet, “SAVINGS IN 
SHIPPING.” 













COOH HCOOH EEE EEE EEE HERES HEH EEE 


ACME STEEL COMPANY iia 


NEW YORK 7 ATLANTA 


CHICAGO 8 LOS ANGELES 11 





Tariff Interpretation — Application of 


Surcharges 


Connecticut.—Question: At the time 
the surcharges now carried in Eastern 
Motor Freight Conference, Inc., Agent, 
Tariff 20-C, MF-ICC A-10, and New Eng- 
land Motor Rate Bureau, Inc., Agent, 
Tariffs 3-A and 4-B, MF-ICC Nos. A-56 
and A-52, respectively, were being con- 
sidered, I believe there was considerable 
discussion among the carriers as to 
whether a shipper could force protection 
of a $4.00 maximum surcharge on less 
than truckload shipments, regardless of 
the amount which would be applicable 
under the surcharge scale. Some carriers 
thought this $4.00 maximum must be 
protected and dissented so strongly from 
the general trend that they published 
their own scales accordingly, although 
the bulk of the carriers held to the pub- 
lished scale of $.10 cwt. on shipments 
under 6,000 lbs., $.08 cwt. for 6,000- 
11,999 pounds, $.05 cwt. for 12,000-19,999 
lbs. (or 22,999 lbs. depending on the item 
involved) and $.02 cwt. from 20,000 Ibs. 
and over (or 23,000 and over on ship- 
ments subject to such volume minima). 

Suppose there is presently a rate of 
$.30 cwt. on a certain commodity from 
New York to our plant, applying on a 
weight of 13,000 pounds and that the 
published surcharge for this weight 
breakdown is $.05 cwt. One group of 
carriers say the surcharge should be 
$6.50 and another group say $4.00. Tak- 
ing a shipment of 11,000 pounds as an- 
other example, the rate is $.45 cwt. 
($38.50) plus $.08 cwt. surcharge ($8.80) 
or $46.20 total. By taking advantage of 
the next breakdown rate of $.30 cwt. on 
12,000 pounds, the charges for regular 
freight (not including surcharge) would 


Edwards, Eau Claire, Wis. George H. 
Weiss, Chicago representative, Port of 
New York Authority, will speak. 





The Transportation Club of Buffalo 


held its spring dinner dance May 10 at: 


the Buffalo Trap & Field Club. 





The Traffic Club of Minneapolis will 
hold its annual griddle cake dinner May 
19 in the Hotel Nicollet. A golf party 
will be held May 12 at the Midland Hills 
Golf Club. 





The Milwaukee Junior Traffic Club 
will hold a meeting May 22 at the Red 
Arrow Club. Election of officers will be 
held. 





The Traffic Club of Baltimore will 
hold its annual smoker May 19 at the 
Alcazar Hotel, 






















be $36.00 compared with $38.50 by the 
other method. The surcharge, according 
to one group of carriers, would be 12,000 
pounds at $.05 cwt. or $6.00, while the 
second group says $4.00 is the maximum, 
basing this on Rule 5 of EMFC Tariff 
20-C, which says in effect: 

Total charge at actual weight shall not 


exceed next greater unit of weight at the 
lower rate, 


Paragraph B of the surcharge supple- 
ment 33 to this tariff 20-C says: 

Freight charges under the applicable rates 
and rules without regard to this supplement 
will be first computed. Then the amount of 


the surcharge as provided above will be com- 
puted and added thereto. 


Bearing in mind that the regular 
freight charges and the surcharges are 
computed separately and added and that 
the surcharge supplement makes no 
change in Rule 5 (Maximum charge rule 
cited above), do you feel that (1) the 
$4.00 is the maximum surcharge which 
carriers can collect, and (2) that we are 
entitled to overcharge claims on sur- 
charges previously collected in excess of 
this amount? 


Answer: In answer to your inquiry, 
we will consider Supplement No. 38 to 
Eastern Motor Freight Conference, Inc., 
Agent, MF-ICC No. A-10, Tariff No. 20-C, 
which is the Surcharge ‘Supplement in 
effect. This supplement provides in part 
the following: 


Except as otherwise specifically provided, 
(also see Exceptions . .. ), surcharges at 
the rates stated below will be added to the 
—— charges applicable under this tariff 


‘Rates in cents per hundred pounds on 
shipments weighing: 


Applica- 
tion as 
~~ Note ® ® ® @® 
ITE EE 10 8 5 2 
B ecbaaarateilodivigs at Bes Hf 5 4 3 
We wicide blow aithnsaah tie Ej 5 3 1 


ce) 
D 10 Under 20,000 Ibs. 2 
(Subject to maximum of 400c per shipment) 
7 Under 20,000 lbs. 2 
(Subject to maximum of 400c per shipment) 


@ Under 6,000 Ibs. @6,000 to 11,999 Ibs., 
incl. @ 12,000 to 19,999: Ibs., incl. @ 20,000 
Ibs. or over. (*) 20,000 Ibs. or over. 

Explanation of Notes 


Note A—Will apply for account of all car- 
riers, except as otherwise provided in Notes 
B, C, D and E below, or in Exceptions A, B 
and D on page 3 herein. 

Note B—Applies only for account of Laskas 
Motor Lines, Inc., from and to points in New 
England Territorial Directory MF-III No. 80. 

Note C—Applies only for account of : ; 

Note D—Applies only for account of the 
following carriers: 

Note E—Applies only for account of the 
following carriers: . 


Application ‘a Surcharges 
In the application of the foregoing pro- 


ey 


ee 
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visions the following special rules shall gov- 
ern: 

1. The Surcharges authorized herein shall ho 
assessed on the billed weight (the weight on 
which freight charges are assessed). 

2. Except as provided in paragraph 4 the 
amount of the freight charges under the ap- 
plicable rates and rules, without regard to 
the provisions of this Supplement, will be first 
computed. Then the amount of the Surcharge 
as provided above will be computed and added 
thereto. . 


The question involved appears to be 
whether or not a shipper is entitled to 
the protection of a $4.00 maximum sur- 
charge on less than truckload shipments, 
regardless of the amount which would 
be applicable under the surcharge scale. 

It appears to us that the surcharge 
scale provided is set up to take care of 
five sets of carriers, i.e., those that fall 
in the category of Notes A to E, inclu- 
sive. In other words what applies to car- 
rier “X’’ per Note A has no bearing on 
carrier “Y,” whose application is pro- 
vided by Note D. 

It is our opinion that the only carriers 
that provide for a maximum of $4.00 
per shipment are the carriers named in 
Notes D and E on shipments under 20,000 
pounds. If a shipment moves via a car- 
rier per Note A, and it is less than 6,000 
pounds, we are of the opinion that the 
surcharge is 10c per 100 lbs. That is, 
providing the freight charges were as- 
sessed on a weight of less than 6,000 lbs., 
in accordance with Rule 1. 

If the carrier handling the shipment 
is listed in Notes D or E we would say 
that there was a surcharge maximum of 
$4.00 to be protected on shipments where 
the billed weight is under 20,000 Ibs.; 
if not there does not appear to be a 
maximum provided. 

If, under Rule 5 of the tariff, a lower 
charge is found by applying the next 
higher unit of weight and lower rate 
such rate is applicable. In applying the 
surcharge, in accordance with Rule 1 
thereof, the scale to be used is that cov- 
ering the billed weight upon which the 
freight charges were assessed, per Notes 
A to E inclusive, depending upon the 
carrier involved. 


Notice of Claim—What Constitutes 


Michigan.—Question: We will appre- 
ciate your opinion and also any court 
court decisions you might be able to give 
on the following: 

Under date of December 26, 1945 we 
signed for a shipment of one piece con- 
signed from Cleveland, Ohio to a con- 
signee in Jeannette, Pa. This shipment 
went astray on our line and under date 
of May 29, 1946, the shipper traced us 
for proof of delivery informing us that 
the consignee claimed the shipment had 
never been delivered and was therefore 
holding up payment of the invoice. 

We immediately issued a tracer to all 
our terminals in an unsuccessful effort 
to locate this missing shipment. Under 
date of July 8, 1946, we advised the 
shipper that we were unable to locate 
this missing shipment and also advised 
that a claim filed by them for this ship- 
ment would be in order. We heard no 
more from the shipper concerning this 
shortage until we received his claim 
dated February 8, 1947, well over thir- 
teen months from the date we signed 
for the shipment. 


We declined payment of this claim 
February 25th, advising that the time 
limit for filing this claim had expired. 
Please bear in mind that they still had 
almost three months in which to file 
this claim from the date of our letter 
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of July 8th, at which time we advised press Co., 198 N. Y. S. pats Jennings vs. and sue for the full value, but must ac- 
them we were unable to locate the ship- Barrett, 194 N. ¥. S. 679 cept the goods as tendered and sue for 













ment. } There are other decisions holding in damages. Meyer vs. Vicksburg R. Co., 

Answer: It is very generally held that general that knowledge on the part of 6 Sou. 218; Morell vs. Northern Central 
the filing of a claim as required by the agents or employes of the carrier is in- R. Co. (N. Y.), 16 Hun. 585; Freeman 
bill of lading is a condition precedent to sufficient to constitute the required writ- vs. Weir, 94 N. Y.S. 327; Central of Ga. 
recovery, and that the provisions of the ten claim for damages. Texas & N. O. R. Co. vs. Montmollen, 39 Sou. 820; 


bill of lading requiring the filing of a R. Co. vs. Rosenblum, 195 S. W. 2nd 433; Parsons vs U. S. Express Co., 123 N. W. 
claim cannot be waived. See Rogers & Louisville & N. R. Co. vs. Patton, 156 S. 776; Reason vs. Detroit, etc. R. Co., 113 
Co. vs. Eastern Carolina Ry., 118 S. E. W. 2nd 474; Douglas Shoe Co. vs. Pere N. Y. 596; C. C. C. & St. L. Ry. Co. vs. 
885; Browning-King & Co. vs. Davis, 199 Marquette Ry. Co., 217 N. W. 12; Dwor- Bement-Rea Co., 154 N. E. 32; Crinella 
N. Y. S. 775; Jenckes Spinning Co. vs. sky vs. Penna. R. Co., 289 N. Y. S. 932. vs. Northwestern Pac R. Co., 259° Pac. 










































N. Y. N. H. & H. R. Co., 129 Ay. 815; ‘ 774; Patterson vs. R. Co., 195 S. W. 1163, 
G. F. & A. Ry. Co. vs. Blish Milling Co.  P#mages—injury to Goods—Replace- == and’ R. Co. vs. Novet, 199 S. W. 496. 
241 U. S. 190, 36 S. Ct. 541; C. & O. Ry. seh hea, Where, however, the goods are so ma- 
Co. vs. Martin, 283 U. S. 209, 51 S. Ct. Connecticut.—We recently shipped a terially ‘damaged as to destroy their 
453. machine, the order for which we placed value, the consignee may, of course, re- 
As regards the sufficiency of a claim nearly a year ago. The invoice price was fuse to accept and sue for the full value; 
for loss of or injury to property shipped, based on the price in effect at the time since in that event nothing that the con- 
the stipulation requiring such claim is the order for the machine was placed _ gignee might do would lessen the loss 
given a reasonable construction, and it | With us. Since the placement of the and diminish the carrier’s liability. 
is very generally held or recognized that order the price of the machine has in- G. C. & S. F. Ry. Co. vs. H. B. Pitts & 
no particular form of claim is necessary, creased some five hundred dollars. Son, 83 S. W. 727; McGrath vs. C. & 
that neither formality nor _ technical The railroads, a few weeks ago, re- W. C. Ry. Co., 75 S. E. 44. 
exactness is necessary, and that a sub- turned this machine to us, as it has been Where property is injured in transit, 
stantial compliance with the stipulation involved in a rail accident and very bad- the general rule is that the measure of 
is all that is required. ly damaged. Our customer wants this damages is the difference between the 
There must, however, be at least a machine replaced with a new one, but value of the property at the time and 
substantial compliance with the requir- | We can not do so, except at the increased _ place of delivery in an uninjured condi- 
ment that a claim be filed. It must price. tion and its value in the depreciated con- 
possess the characteristics of a claim, Are there any decisions in similar in- dition in which it was delivered, less the 
that is to say, it must amount to a de- stances which state that the carrier is freight charges to the point of destina- 
mand for compensation. obligated to replace the damaged item tion, if they have not already been paid. 
The courts have generally held that at the present day prices, less any sal- We are unable to locate decisions of 
the filing of a claim is a requirement vage which might be had from the dam- the courts dealing specifically with the 
which, under the law, may not be waived aged machine? question of the recovery of the cost of 
by the carrier, and also that a tracer Answer: Although there is some au- replacing goods at increased prices. 
does not constitute a notice of claim. See thority to the contrary, where the goods Nevertheless, it seems to us that the 
Bornstein vs. Payne, 113 Atl. 648; are, injured during transportation, or decision of the Supreme Court of the 
Browning-King & Co. vs. Davis, 100 N. part of them are lost, the consignee, it United States in Illinois Central R. Co. 
Y. S. 775; Stein vs. American Ry. Ex- is said, cannot abandon the consignment vs. Crail, 281 U. S. 57, 50 S. Ct. 180, 
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furnishes grounds for believing that a 
recovery of the increased cost of the 
new machine could be had in the instant 
case if replacement is necessary. While 
that case relates to the loss of a portion 
of a carload shipment, the court, after 
discussing the contention of the plaintiff 
that the retail value at destination was 
the proper measure of damages, indi- 
cates that if he had been under any con- 
straint to purchase coal to repair his loss 
or carry on his business, the measure of 
his loss would be his retail market price 
of the necessary replacement. There is 
no suggestion in the Supreme Court’s de- 
cision. that such damages would be 
termed “special damages” and we doubt 
whether they would be so held in an 
action against the carrier. 

In this case the court said: 

‘There is no greater inconvenience in 


the application of the one standard of 
value than the other and we perceive no 
advantage to be gained from an adher- 
ence to a rigid uniformity, which would 
justify sacrificing the reason of the rule 
to its letter. The test of market value 
is at best but a convenient means of 
getting at the loss suffered. It may be 
discarded and other more _ accurate 
means resorted to if, for special reasons, 
it is not exact or otherwise not appli- 
cable. Sce Wimoth vs. Hamilton, 127 
Fed. 48, 51; Theiss vs. Weiss, 166 Pa. 
St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. 
West Penn Sheet Steel Co., 201 Pa. St. 


150; Williston on Contracts, Section 


1384, 1385.” ; 
Tariff Interpretation 


Ohio.—Question: We have been re- 
ceiving shipments described as plastic 
















COURTESY 


PROMPT SERVICE 
YEARS OF EXPERIENCE... 


Not on the Invoice... 














granted. 


est of care. 


about Keeshin Operations. 


J hese and other intangibles add up to Keeshin De- 
pendable Service—the ultimate in motor transportation. 
Shippers have learned to take Keeshin Service for 


When you say “Ship by Keeshin” you can be sure the 
job will be handled with speed, courtesy and the great- 


Yes, you save time and money when you ship by 
Keeshin. Call your local terminal for complete details 


but mighty important 


DEPENDABLE SERVICE 






WILLIAM F. DROHAN 





KEESHIN FREIGHT LINES, INC. 


IN REORGANIZATION 


e DANIEL D. CARMELL 
TRUSTEES 








TRAFFIC WORLD) yay 10, 





knobs and we are unable to decide iff i,. valu: 
they are properly classified under Items press co 
3 or 7, page 61, or under Item 26, page ment is 
171, of National Motor Freight Classif- shipmen’ 
cation No. 8. F 

I would appreciate your interpretation etae 
of the correct rating to apply in this§ orrectic 
commodity. value of 

Answer: It appears to us that the ap- 


















plicable rating would be 3rd class under Boag 
Item 26, page 171, applicable on “Knobs ph small 





or Pulls, door or drawer, N.O.I.,” pro-§* fT. this 
viding they are the type used for doors wouldn’t 
or drawers. If the knobs are base knobs§ , pyuman 
they should be rated as per Item 32,8 poason f 
page 23, “Base Knobs or Door Stops§it, make 

_It is noted that the classification pro- —aagnee 
vides on page 22, in Item 29, a specific§ in, ship 
rating on “Balls or knobs, polished onyx, upon w 
with or without metal inserts.” Page 78, repaid 
Item 31, provides ratings on “Knob tops, P 













door or drawer, pottery, without metal s estioe 
fittings,” under the heading of ‘“China- shipmer 
ware, Earthenware or Pottery.” natural] 


Inasmuch as specific ratings are pro-§ of the ; 
vided for onyx knobs and for pottery§ we y 
knob tops, we are of the opinion that the§f ityatio 
plastic knobs properly fall under one orf aypress 
the other of the following descriptions, / sd 
depending upon the use to which the ar-§ ¢jq in 
ticle is put: “Knobs or Pulls, door orf goods a 
drawer, N.O.I.” or “Base Knobs or Door aon of 
Stops, N.O.I.” express 

Items 4, 5 and 8, etc., on page 61, pro- bilit te 
vide for ratings on specifically named entale 
cellulose derivative plastic articles and . inion 
it is the purpose of Items 3 and 7 on the mee Oo 
same page, to cover articles not other- The ( 
wise indexed by name or more specifi-§, just ; 
= — for. - sed | 

e terms, Knobs, door or drawer, 
N.O.L, and Base Knobs, N.O.I., are, in a pss 
our opinion, more specific than the term ami 
var Derivative Plastic Articles, Sunt 

Where there are two descriptions of aa 
an article equally specific, a’ dice - _ se 
po a ay the agg rating is appli-§ able an 

q principle is no i In oj 
nest Gectaiane, enemas ord 

erishables—Liability of Motor Carrier i 

Ohio.—Question: We would appreciate pnd 
your supplying us with some informa- tract if 
tion. We know that the requested infor- it i ; 
mation has been published, but we are gt 

— hs sages it at this time. _. th 

pecifically, we are trying to loca : 
decision rendered in favor of the Mush. Syina 

room Transportation Company concern- 01. P: 
ing a claim which was filed against them § ¢¢ R 
on perishable plants. We seem to recall 8D) | 
a similar case concerning fresh eggs taining 
which had become frozen before delivery § tion - 
was effected or attempted and was also shippe 
decided in favor of the carrier because Sagar 
there was no unreasonable delay. low 

At present, we have a claim filed Saunt 
against us for damage due to freezing, daim 
which we feel was handled with reason- Ameri 
able dispatch and we would appreciate ff } 

the requested information. Pac’'E 


Answer: The first case to which you§U. S. 
refer is no doubt the decision in Jack- 













































: South 
son & Perkins Co. vs. Mushroom Trans- §{ tari d 
portation Co., 41 Atl. Rep. 2nd 635. 
Probably the other case is that of A. A.) The 
A. Highway Express vs. Bone & Hendrix, § when 
25 S. E. 2d 658, covering the transporta- § the b 
tion of beans. md u 
Limitation of Liability as to Value an, 
Ohio.—Question: In making an ax-§ We. . 
press shipment on a prepaid or collect § lastin 


waybill, not a C. O. D. shipment, and § *ipp 
where the shipper shows the valuation fj 'ail tc 
as $400.00, and then discovers, after§'%e p 
shipment has already left the city, that od | 
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- if the valuation should be $650.00, the ex- 
‘TeMms§ press company advises that if the ship- 
Pages ment is still in the city at the point of 
ssifi- shipment, the correction can be made, 
but if the shipment has already left the 
shipping point, that is, left the city, no 
correction can be made in regard to the 
value of the shipment. 

Naturally, when the error was discov- 
ered, the express company was tele- 
phoned promptly. 

Is this information correct, and if so, 
wouldn’t same be taking advantage of 
a human error? What would be the real 
reason for the express company refusing 
ts make this correction? Any additional 
amount involved in the charges covering 
the valuation would be paid either by 
the shipper or the consignee, depending 
upon whether the shipment was made 
prepaid or collect. 

We, of course, fully realize that a 
question could only arise if the entire 
shipment was lost or damaged, which 
naturally would take in the whole value 
of the shipment. 

We would like to have you clarify this 
situation for us, and advise us if the 
express company is correct. 

Answer: An express receipt is two- 
fold in character. It is a receipt for the 
goods and a contract for the transporta- 
tion of the goods. The provision in an 
express receipt limiting the carrier’s lia- 
bility to a stated amount is a contractual 
provision. As a contract it is not, in our 
opinion, subject to a change after the 
transportation of the goods has begun. 

The contract as entered into furnishes 
a just and reasonable mode of securing 
a due proportion between the amount 
for which the carrier becomes responsi- 
ble and the freight it receives, and of 
protecting itself against extortionate 
valuations in case of loss. 

Such a contract is not in violation of 
public policy; on the contrary it is said 
that it would be unjust and unreason- 
able and repugnant to the soundest prin- 
tiple of fair dealing and of freedom in 
____. [§contracting, and thus in conflict with 
/arrier® public policy, if the shipper should be 
reciatell allowed to reap the benefit of the con- 
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forma-f tract if there is no loss, and to repudiate 
heges it in case of loss. The shipper should 





not be permitted to impose on the car- 
rier the obligation of a contract different 
from that into which it has entered 
(Wibdmiller vs. Northern Pac. R. Co., 
101 Pac. 225; Graves vs. Lake Shore, 
ete. R. Co., 137 Mass. 33, 50 Am. R. 
282), and one reason for the rule sus- 
taining the declared and agreed valua- 
tion is to prevent fraudulent practices by 
shippers in obtaining a lower rate by 
undervaluation. Having accepted the 
lower rate dependent upon the specified 
valuation, the shipper is estopped to 
claim a greater value than that fixed. 
American Ry. Express Co. vs. Linden- 
burg, 43 S. Ct. 206, 260 U. S. 584; Union 
Pac. R. Co. vs. Burke, 41 S. Ct. 283, 255 
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ch you§U. S. 317. Crenshaw Bros. & Saffold vs. 
| Jack- Southern Pac. Co., 181 Pac. 252, certio- 
ae tari denied 40 S. Ct. 14, 250 U. S. 669. 
f A. A.— The final test is the condition of goods 
endrix, § when delivered, and the consignee is in 
sporta- § the best position to see what’s wrong 
md what should be done about it. Very 
Jal ijten he is the only one who can put 
aiue his finger on the cause of loss and dam- 
an ax-B(ge. And he can render a great anda 
collect § “sting service in the interest of better 
nt, and ipping by promptly reporting in de- 
luation § “il to shipper or carrier anything about 
, after the packing, loading or transportation 
ty, that Bat meeds correction.—Perfect Ship- 





ting Month leaflet. 
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No 
Delays 





Because of I[nattention! 


R ight from the moment the P. & P. U. Ry. 
picks up your car for interchange at Peoria, every precaution is taken 
and effort made to insure safe arrival. Inspectors immediately start 
on the cars as they arrive. Journal boxes, wheels, axles, couplings, 
the cars themselves get a careful going over .. . to make sure it is 


fit to travel on to destination. 


If defects are discovered which may possibly 
delay your shipment along the line, that car is put in order as rapidly 
as possible. There are no delays between discovery of defect and 


positive action to correct whatever may be wrong. 


That service has always been a part of P. & P. U. 
Ry. service for shippers. That’s why you will be safe and sure when 


you route your shipments via Peoria, Illinois, and the P. & P. U. Ry. 


Write E. F. Stock, General Traffic Manager, 
today for details about the many transportation advantages of the 


P. & P. U. Ry. in terms of your own shipping problems. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


UNION STATION e ROOM 36 e PEORIA 2, ILLINOIS 








NOTE—Items in the docket marked with an asterisk (*) have been added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this docket will be noted elsewhere. 


May, en SEA Ga.—State Comm.—Jt. Bd. 


me "Goe79, Sub. 16—Reliable Transfer Co., 
Inc., Augusta, Ga., common carrier ap- 
Plication, 
MC 60248, Sub. 3—Neel Gap Bus Line, Inc., 
ees Ga., common carrier applica- 
on 


May 12—Camden, N. J.—U. S. Ct.—Examiner 
Saltzman: 

MC 15881, Sub. 5—F. Ferguson, T. H. Fer- 
guson, "Administrator, Bloomsburg, Pa., 
common carrier application. 

MC 108379—P. W. Taggart, Thorndale, Pa., 
contract carrier application. 

MC 108428—Aiello Brothers, Philadelphia, 
Pa., common carrier application. 

pes oP emanate Tenn.—U. S. Ct.—Jt. 
d 

MC 105196, Sub. 1—Northeast Alabama Bus 
Co., Fort Payne, Ala., common carrier 
application. 

May 12—Fargo, N. D.—Chamber of Commerce 
Bldg.—Examiner Flood: 

MC 78643, Sub. 22—Hart Motor Express, 
Minneapolis, Minn., common carrier ap- 
plication. 

May 12—Kansas City, Mo.—Hotel Pickwick 
—Examiner Wilkins: 


Fourth Section Appl. 22135—Fresh meats 
and packing house products to southwest. 


May Bi ween ss oy _ —Chamber of Commerce 
aminer 
Finance bs pplication of Oregon Short 
Line and Un. Pac., lessee, for a certificate 
permitting abandonment by former and 
abandonment of operation by latter of 
that portion of Murphy Branch extending 
from Stoddard to Murphy, Ida. 
May 12—New York, N. Y.—641 Washington 
oe nee Harrison: 
comes Transportation 
, eae Inc. New Yorke N. Y., contract car- 


Mik a plication. 
32770, b. 2—Hermann Forwarding 
ar New | ey N. J., common car- 


rier application. 
MC 43148, Sub. 1—Rocco Van & Storage Co., 
5 4 maa N. Y., common carrier applica: 
tion 
May 12—New York, N. Y.—641 Washington 
St.—Examiner Schutrumpf: 

MC 103047, Sub. 1—Sunrise Storage Co., 
ae N. Y., common carrier appli- 
cation. 

May 12—Richmond, Va.—Hotel Richmond.— 
Jt. Bd. 68: 


MC ~~ Freight Line, Church 
View, Va. 


May 12—Richmond, Va.—Hotel Richmond— 
Jt. Bd. 108: 


MC 3799, Sub. 7—Elliott Motor Lines, Win- 
chester, Va., common carrier application. 


May 12—Rutland, Vt.—U. S. Ct.—Jt. Bd. 116: 
C 66562, Sub. 782 — maiwey Express 
Agency, Inc., New York, 


N. Y., common 
carrier application. 


















Verving the WEST 
and SOUTHWEST 


May 12—Rutland, + lca Ss. Ct. Rms.—Ex- 


aminer Hanbac 
MC son Sub. 3—Romano Brothers Truck- 
ing Rutland, Vt., contract carrier 


ae icatloin 
May_12—Spokane, Wash.—Davenport Hotel— 
Jt. Bd. 80: 


MC 29521, Sub. 16—Washington Motor Coach 
Co., Inc. -, Seattle, Wash., common carrier 


application. 
C 58701, Sub. 1—Okanogan Valley Bus 
Lines, Spokane, Wash., common carrier 
application. 


May_12—Spokane, Wash -—Davenport Hotel— 
Jt. Bd. 169: 


MC 108233—B. Visintainer, Spokane, Wash., 
common carrier application. 
May 12—Spokane, Wash.—Davenport Hotel— 


Jt. Bd. 49: 
MC 108314—Harry’s Taxi, Creston, British 


Columbia, Canada, common carrier appli- 


cation. 
eae we rai Haute, Ind.—Fed Bldg.—ZJt. 
MC 108105—O. Hanner, Paris, Ill., common 


carrier application. 
May 12—Terre Haute, Ind.—Fed. Bldg.—ZJt. 
Bd. 160: 


MC 10823i—L. K. Smith, Brazil, Ind., con- 
tract carrier application. 
sigs i tapi Haute, Ind.—Fed. Bldg.—ZJt. 


MC 108405—C. Wright, Casey, Ill., common 
carrier application. 
May 12—Washington, D. C.—Examiner Kas- 


sel: 
mc 107012, Sub. 1—North American Van 
Lines, Inc., Cleveland, O., common car- 
rier application. 
May — Ga.—State Comm.—Jt. Bd. 


MC 104960, Sub. 3—Motor Fuel Carriers, 
Inc., Eufaula, Ala., common carrier ap- 
plication. 

May 13—Brattleboro, Vt.—U. S. Ct. Rms.— 
Fg ed Hanback: 
oso00—S. Ponek, Bellows Falls, Vt., 
pep no carrier application. 


May en vt.—U. S. Ct.—Jt. Bd. 
1 . 


MC 108182—E. C. Monoski, Alstead, N. H., 
contract carrier application. 


May, » i parma vt.—U. S. Ct.—Jt. Bd. 


Mc 108184—R. F. Smith, Alstead, N. H., 
contract carrier application. 


May 13—Camden, N. J.—U. S. Ct.—Examiner 
Saltzman: 
MC 108417—Visconti Brothers, Rosenhayn, 
N. J., common carrier application. 


May lle N. D.—Chamber of Commerce 
Bld a, Flood: 

MC 1 9—Grey Goose Bus Lines, Ltd., 
Winnipeg, Manitoba, Can., common car- 
rier application. 

MC 108222—Beaver Bus Lines, Ltd., Winni 

peg, Manitoba, Can., common carrier ap- 

Piteation. 


The Timken Roller Bearing 
application has proved very 
successful under Union Pacific ‘ 
R. R. "Challenger" high-speed freight cars 
during the last 5!/2 years and now is being 
used under some of the new light-weight 


body box cars just built for Rock Island Lines. 


Yes, freight will move faster and faster as more and more Timken 
Roller Bearing cars go into service. The Timken Roller Bearing 
Company, Canton 6, Ohio. 
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May 13—Fargo, N. D.—Chamber of Com- 
merce—Examiner Flood: 
* MC 108534—Charter Bus Lines, Winnipeg, 
—- Canada, contract carrier appli- 
cation 


May _13-Fayettevilie, N. C.—County Ct.—JIJt, 


MC 61599 Subs 81, 82, 83, an . Snes 
City Coach Co., arlotte, N. C., com- 
mon carrier application. 

are 13—New York, N. Y.—641 Washington 
St.—Examiner Harrison: 

MC 107663—W. Camprisi, Lodi, N. J., con- 
tract  — application. 

MC 108022—. Hirsch, Spring Valley, 


















Fare 


May 13—New York, N. Y.—641 Washington 
St.—Examiner Schutrumpf: 

MC 43267, Sub. 4—Mohawk Coach Lines, 
Inc., Little Ferry J. 

MC 108120, Sub. agg at Motor Lines, 
Inc., Brooklyn, N. Y., common carrier ap- 
plication. 

May 13—St. Louis, Mo.—Mark Twain Hote 
‘\~- -_ pan: 

MC 107200, Sub. 6—Coorman Bros., 

ville, Ill., Sean carrier ap 
May 1s—St. on, Mo.—Mark 












REA RD epee ce 


Jersey- 
lication. 
ain Hotel 


C 44609, Sub. 34—Missouri Pacific Rail. 
road Co., St. Louis, Mo., common carrier 


application. 
May 13—St. Louis, Mo.—Mark Twain Hotel— 


Examiner Badian: 

MC 107200, Sub. 6—Gorman Bros., Jersey- 
ville, Ill., common carrier application. 
MC 105125, Sub. 1—K. & R. Transport Co,, 
sood River, Ill., contract carrier applica- 


ai ene Wash.—Olympic Hotel—ZIJt. 


MC 102128, Sub. 6—Northwest Hauling Co., 
oo *Wash., common carrier applica- 


May ae Wash.—Federal Office Bldg. 


MC 102812, Sub. 3—Wells Cartage Ltd., Van- 










































couver, B. C., Canada, common carrier ap- 
plication. 

May 13—Washington, D. C.—Examiner Dia: 
mondson: 





29168—Whiterock Quarries, Inc., vs. P. R. 





“a5. dD ‘63—Fluxing stone to Ohio. Pa. 
and W. Va. 


May 14—Fargo, N. D.—Chamber of Commerce 
—Examiner Flood: 
MC 78643, Sub. 19—Hart Motor Express, 
Minneapolis, Minn., common carrier ap- 
plication. 


May 14—Fargo, N. D.—Chamber of Commerce 
Bldg.—Jt. Bd. 24: 

MC 108075—F-M Truck Line, Moorhead, 
Minn., comer carrier application. 

May 14—Fargo, N. D.—Chamber of Commerce 
Bldg.—Jt. Ba 300: 

MC_ 78643, Sub. 21—Hart Motor Express, 
Minneapolis, Minn., common carrier ap- 
plication. 

sett Sib tied Ss. C.—U. S. Ct.—Jt Bd. 


MC 61599 Subs 78, 79 a 80—Queen City 
Coach Co., Charlott tte, N. C., common car- 
rier application. 

May 14—Fort Worth, Tex.—Blackstone Hotel 
—Examiner Borroughs: 

MC 83835, Sub. 11—Wales Trucking Co., 

Dallas, Tex., common carrier application. 
May 14—Harrisburg, Pa.—State Comm.—Ex- 
aminer Saltzman: 

MC 1540, Sub. 9—J. D. Leonard, York, Pa., 
common carrier application. 

MC 55870, Sub. 46—F. B. Noerr & Son, 
Lewistown, Pa. 












































Freight moves faster on 










